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THE ST. LAWRENCE CANAL 


It takes two to make a bargain—and the inference 
from the correspondence exchanged between the gov- 
ernments of Canada and the United States, given out this 
week and published elsewhere, is that the Canadian au- 
thorities are not quite so fully “sold” on this proposal as 
the government of this cowntry is supposed to be and 
that the Canadian people are not so enthusiastic as at 
least the vocal part of our own populace is. represented 
as being. Reading this correspondence one gets the 
impression that the consummation of the enterprise is 
at least some years in the future and, between the lines 
of the diplomatic language, the idea that Canada thinks 
the United States would get considerably the larger 
share of benefit from the construction of the canal. 
There is, in one of the notes of the Canadian minister, 
quite a plain “crack” at the United States for expecting 
cooperation on the part of Canada in an enterprise for 
the relief of our western farmers while we continue to 
injure Canadian farmers by restrictions on the importa- 
tion of their products. 


POLITICS AND CONSOLIDATION 


While there is room for difference of opinion as 
to the wisdom of railroad consolidation and of the 
Parker bill proposing to make consolidation possible, we 
can see little reason why opinion should be divided along 
political lines and why the Republicans of the House 
Committee should approve the Parker bill and the Demo- 
crats oppose it. The question of states’ rights that the 
Minority injects into the discussion may account for 
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this, but it looks rather as if, as the national campaign 
approaches, “issues” were being sought. 

We have never been enthusiastic over the possibili- 
ties of consolidation for good, and have confined our 
support of consolidation proposals to those that merely 
sought to remove obstacles to natural and proper con- 
solidations so that the Commission might, when it felt 
that the public welfare was conserved, permit such 
consolidations, originating with the railroads themselves. 
We are, therefore, rather sympathetic with the view of 
the minority when it holds that the majority goes too 
far when it says that “argument is not necessary to sup- 
port the soundness of the policy of encouraging and 
authorizing the unifications of railroads.” Authorizing 
the Commission to permit a specific consolidation that 
seems in the public interest is one thing; encouraging 
a policy of general consolidation is quite another. We 
agree with the minority that consolidations are not 
desirable, merely as such. We think there has been a 
lot of hokum about consolidation and there is about as 
much to say on one side as on the other. We think, 
however, that the Parker bill, or something like it, 
ought to be passed in order that proper consolidations 
may be authorized when proposed. We do not think, 
however, that the Commission or any other agency of 
government ought to be charged in any way with the 
duty of “encouraging” consolidation. 


MOTOR VEHICLE REGULATION 


It is noteworthy that the opposition to the Parker 
bill for interstate regulation of the motor bus comes, 
not from the public that uses the busses or the operators 
who run them, but from the manufacturers who make 
them. We submit that, though it is, perhaps, the duty 
of the congressional committees to hear the manufac- 
turers or any others who think themselves interested 
and desire to offer testimony, the manufacturers are not 
the ones in immediate interest. They are concerned 
merely in what may be the result on their output—not 
in the question of regulation of an agency of transporta- 
tion. Doubtless their interest arises from a fear that, 
with regulation, there may not be so many busses in 
use and that bus regulation is merely the forerunner of 
truck regulation, which might still further cut down 
their business. But the effect on their business is not 
the question here, any more than would be the effect on 
the lumber or the car building business in a case where 
a measure that might cut down the number of trains 
operated was involved. We think it important that, in 
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matters of this kind, those sitting in judgment keep the 
proper perspective. 


THE FARMER AND FREIGHT RATES 


Everybody acquainted with the Congressional Rec- 
ord is familiar with the kind of trash that is printed in 
its pages and the lack of understanding and cheap po- 
litical motives on the part of the senators and repre- 
sentatives responsible for putting it there. But every- 
body has not this acquaintance and some, doubtless, 
have the idea that what is printed in this government 
publication has something of credit behind it. This, 
however, is not true. Outside of their own speeches 
and reports (quite often themselves not worth printing, 
but still admissable because they are part of the_record 
Congress makes) members insert all kinds of communi- 
cations, newspaper editorials, and what not, for one 
reason or another, sometimes merely to “make a hit” 
with a constituent and sometimes because they may 
really believe that what they are inserting adds some- 
thing to the consideration of the subject in hand. 

No better illustration of the thing we are talking 
about could be had than the letter, published elsewhere, 
from an attorney by the name of Callaway, inserted in 
the Record by Representative Brand, of Georgia. How 
good a lawyer this man is may be judged from the fact 
that he says the Commission ought to be “wiped out,” 
and probably the transportation act also, and then, after 
he has wiped it out, he says it should be divided in 
power, with branches in various parts of the country. 
How much he knows or is capable of understanding of his 
subject may be judged from this passage in his letter: 


The railroads are permitted to charge all they want to charge 
on any kind of shipment, for any distance, and my information from 
local people is to the effect that complaints to the Interstate Commerce 
Commission have no effect, and, even where they are investigated, it 
takes three or four years to get a ruling, and then the ruling is made 
in such a way as to put heavier burdens on the people, 

There is much more of the same kind of thing in 
the letter, and yet it is published in the Congressional 
Record as a contribution to the discussion of freight 
rates and the farmer, Mr. Callaway, in addition to his 
other accomplishments, being described as a “dirt 
farmer.” The letter is not important, of course, except 
as it illustrates the lack of conscience on the part of our 
representatives in Congress in wasting public money by 
the soiling of white paper, the distorted ideas in some 
quarters as to the relation between freight rates and 
agriculture, and the efforts of politicians to intensify 
this distortion and use it for their own purposes. 


There are dirt farmers and there are also political 
farmers and others who attempt to speak for and to 
the farmers who know nothing about farming. But a 
farmer or anyone else must know that the prosperity 
of agriculture depends on good transportation and that 
there cannot be good transportation unless the railroads 
are also permitted a degree of prosperity. As to the 
actual figures, here are some that anybody can under- 
stand. They are from railroad sources, to be sure, but 
they may be easily verified. They explain why freight 
fates are higher than they were before the World War, 
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and they also show that freight rates are not as much 
higher as the prices of other things, agricultural products 
included. 


It costs more for a railroad to produce freight serv- 
ice today than it did prior to the war,. just as it costs 
the farmer more to produce a bushel of wheat or corn 
now than it did a decade or more ago. For instance, 
the average annual wage of rail employes in 1916 was 
$891.61, while in 1926 it was $1,655.79, an increase of 
86 per cent. To express this in another way, the aggre- 
gate railway payroll in 1916 was $1,500,000,000, while 
in 1926 it was $2,900,000,000, an increase of $1,400,000,- 
000. In the same years the annual fuel bill of the rail- 
roads had increased from $250,000,000 to $400,000,000, 
or $150,000,000. Expenditures for other materials and 
supplies increased from $550,000,000 to more than 
$1,200,000,000, or $700,000,000, while taxes increased 
from $160,000,000 to $390,000,000, or $230,000,000. In 
other words, from 1916 to 1926, inclusive, railway op- 
erating expenses and taxes more than doubled. Freight 
rates in 1916 were the lowest in history, but the increase 
in them in the country as a whole between 1916 and 
1926 was only 53 per cent and for the western roads 
alone only 42 per cent. 

There has been a large increase in the total reve- 
nues of the railroads since 1916, but this increase in 
revenues has not operated to increase their net earnings. 
Out of each $100 revenue received by western railroads 
in 1927, they paid out immediately $42.90 for labor, 
$7.50 for locomotive fuel, $18 for other materials and 
supplies, $1.70 for loss of and damage to freight, $3 
for depreciation or completely worn-out parts of their 
machinery or’ plants, $2.39 for rent of track and equip- 
ment belonginng to others, and $6.60 in taxes. This 
left $17.60 out of each $100 of revenue with which to pay 
interest and dividends, which yielded a return of only 
3.9 per cent on investment. Their rate of return on 
investment in 1916 was 5.59 per cent. Obviously, there- 
fore, the increase in their gross revenues in 1927 over 
1916 was more than consumed by their increased cost 
of operation. 

Nor are present rates high when considered from 
the point of view of the increases in the prices of other 
commodities, farm products included. The wholesale 
prices of farm products were 54 per cent higher in 1926 
than in 1911, and of all commodities 63 per cent, while 
the rates of western railways were only 26 per cent 
higher last year than in 1911. Considered in another 
way, the farm price of a bushel of wheat in 1911 was 
91.7 cents, while in 1926 it was 145.9 cents. A bushel 
of wheat in 1911 would pay for carrying a ton of freight 
98 miles, while a bushel of wheat in 1926 would pay 
for carrying it 123 miles. The farm price of lambs in 
1911 was 5.79 cents a pound and in 1926 it was 11.98 
cents. A pound of lamb, therefore, would pay for carry- 
ing a ton of freight six miles in 1911 and 10 miles in 
1926. While it is true that this situation does not pre- 
vail. with respect to all commodities, considered sep- 
arately, it is true with farm products considered as a 
whole, since a given unit of all farm products, at the 
prices prevailing in 1926, would buy 22 per cent more 
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freight service on western railroads than a similar unit 
of like products would buy in 1911. 


STORE DELIVERY FEARED 


The Trafic World Washington Bureau 


The Commission is considering two situations in which 
its power of suspension has been invoked by protestants who 
think they will be adversely affected if tariffs under attack are 
permitted to become effective. The first is the situation pre- 
sented by the proposal of the Baltimore & Ohio, Central of 
New Jersey, Lackawanna, Pennsylvania, Lehigh Valley, Erie 
and New York Central to discontinue their constructive sta- 
tions on Manhattan Island on and after April 25. The other 
is the proposal of the Chicago & North Western to substitute 
trucks, where that is desirable, for trap car service in Chicago. 
Tariffs in both cases are dated to become effective April 25. 

New York shippers, by the thousands, have protested against 
the proposal of the railroads to discontinue the stations which 
are imaginary points beyond which the shipper or receiver of 
freight pays the truckman that delivers or collects the freight. 
Coupled with the proposal to discontinue constructive stations 
is a proposal to restrict trucking service as a substitute for 
lighterage so that it will apply only to interchange between 
railroads. 

Generally speaking, the New York shippers, as well as 
the Port Authority, contend that discontinuance of constructive 
stations will disarrange the terminal services in New York and 
cause a return to the conditions of congestion that prevailed 
before such stations were created in 1921. The Port Authority 
protests that cancellation of the tariffs providing constructive 
station services will disarrange the handling of freight on Man- 
hattan Island; that it will encourage, if not actually compel, 
return to the interchanging of freight on the piers around that 
island and thereby make it more difficult than ever for steam- 
ship companies to furnish service because of the blocking of 
the entrances to their terminals. 

Store door delivery is what the railroads fear. They do not 
desire to perform it. The New York lines point out, in their 
explanation and justification of what they propose, that they 
cannot have constructive stations without exercising supervision 
over the trucks employed by them in carrying freight to the 
constructive stations as their agents and beyond as the agents 
of the consignees. They represent that there is a demoraliza- 
tion of trucking rates and that extension of supervision over 
them by the carriers will mean the establishment of a col- 
lection and delivery service over the whole island. They assert 
that the constructive station development is confined to the 
east bank of the Hudson between South Ferry and West 
Twenty-third street, but that demands have been made that they 
extend the constructive station service to the Bronx. 

In Chicago the Chicago & North Western proposes to save 
money for itself by using trucks instead of sending trap cars 
to be loaded with L. C. L. merchandise when a shipper offers 
a trap car minimum, which is 6,000 pounds. The proposing 
carrier asserts that the truck service would be performed at 
the same rates as the trap car service and that such service 
would be cheaper. In addition, it points out that the Goodrich 
line and the Chicago, North Shore & Milwaukee have off-track 
station and other services which come into territory adjacent 
to the tracks of the North Western and take merchandise traffic 
away from it because, in many instances, the trap car service 
takes from one to three days, while, by the substitution of trucks 
und steam railroad cars, the service can be performed in a few 

ours. 

Protest against the proposal has been made by the railroads 
members of the Central Freight Association and the Illinois 
Freight Association on the ground that initiation of the service 
proposed by the North Western would bring into the Chicago 
district store door delivery, which they do not want to afford. 


GOVERNMENT IN BUSINESS 


“If the people are to remain politically free, they must be 
economically free,” said President Coolidge in addressing the 
national society of the Daughters of the American Revolution 
in Washington, April 16. 

“Our theory of society rests on a higher level than com- 
munism. We want the people to be the owners of their prop- 
erty in their own right.” 

The President’s purpose was to point out and emphasize 
that one of the ideals on which the revolt against the mother 
country was founded was that of local self-government, but 
that there were those “willing to surrender local self-govern- 
ment and turn their affairs to some national authority in 
exchange for a payment of money out of the federal treasury” 
and otherwise to depart from the ideals of the revolutionary 
heroes. In part, the President said: 


Our country to some extent tends to depart from these ideals. 
We are especially prone to call on the national government to take 
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over our burdens, and with them our freedom. Through regulations 
and commissions we have given the most arbitrary authority over our 
actions and our property into the hands of a few men. Some of 
this has been necessary to prevent those who are weak from being 
overcome by those who are strong. But it is a procedure fraught 
with considerable danger and should only be adopted as a last resort, 
There is one field, however, which belongs to the people, upon which 
they have uniformity insisted that the federal government should 
not trespass. That is the domain of private business. Society re- 
quires certain public activities, like highways and drainage, which 
are used in common and can best be provided by the government, 
But in general the country is best served through the competition of 
private enterprise. If the people are to remain politically free, 
they must be economically free. Their only hope in that direction 
is for them to keep their own business in their own hands. 

Our theory of society rests on a higher level than communism, 
We want the people to be the owners of their property in their own 
right. We recognize that they are all capitalists by nature. We 
want them to be all caiptalists in fact. That result is being ap- 
preqebed rapidly. Our system-is demonstrating by practice that it 
works. 

The theories which are advanced to entice the people into handing 
their private affairs over to the government do not take into account 
all the facts. The fundamental characteristics of humanity are not 
going to be changed by substituting government action for private 
enterprise. The individual who manages the one, with all his imper- 
fections and his selfishness, will have to be employed to manage the 
other. The very essence of business is the expectation of a profit on 
the part of those who conduct it. Government is conducted from an 
entirely different motive. When business is in private hands, it is 
expected to be run for the benefit of the owners. When the govern- 
mert steps in, the purchasers, users, and beneficiaries of what the 
government undertakes to supply insist that the concern should be 
conducted for their benefit. It does not eliminate selfishness; it 
simply transfers it in part from the seller to the purchaser. Under 
these conditions it ceases to be a real business, becomes lacking in 
enterprise and initiative. and does not have any motive to provide 
improved service. 

Flowing out of these unavoidable conditions, if the government 
gets into business on any large scale, we soon find that the bene- 
ficiaries attempt to play a large part in the control. While in 
theory it is to serve the public, in practice it will be very largely 
serving private interest. It comes to be regarded as a species of 
government favor and those who are the most adroit get the larger 
part of it. Men in public life are besought to secure places of 
employment for some persons in their locality and favorable con- 
tracts for others. The situation rapidly develops into a position of 
intrenched selfishness, where a great body of public employes and 
large outside interests are in virtual control, with the general public 
paying a high cost for poor service. With all the care that it is 
possible to exercise, a situation of this kind becomes entangled in 
a and is always in great danger of causing corruption and 
scandal. 

If it is desirable to protect the people in their freedom and inde- 
pendence, if it is desirable to avoid the blighting effects of monopoly 
supported by the money of the taxpayer, if it is desirable to prevent 
the existence of a privileged class, if it is desirable to shield public 
officials from the influence of propaganda and the acute pressure of 
intrenched selfishness, if it is desirable to keep the government un- 
encumbered and clean, with an eye single to public service, we shall 
leave the conduct of our private pusiness with the individual, where 
it belongs, and not undertake to unload it on the government. We 
shall constantly remember that society can not take any short cuts, 
It can not escape from itself. It can not get something for nothing. 
What it has, it must pay for. It can not shift, it can not dodge, it 
can not avoid meeting its own responsibilities. Any scheme to evade, 
however specious it may appear, will prove to be only a delusion. 

The immediate results of the American Revolution were very great. 
Their indirect influences have been felt in every region of the world 
down to the present hour. Fundamentally, it was an attempt to give 
the people unrestrained opportunity to proceed with their own devel- 
opment. It was not a promise of immediate perfection, but the estab- 
lishment of institutions under which the people with the greatest 
promise of success might work toward perfection. In spite of every 
discouragement that has arisen, the general results have demonstrated 
that the correct theory was adopted. Everyone should know that the 
way will be long and the task hard, but everyone should know that 
the general welfare of the people is steadily increasing. Those who 
are in any way connected with the great events that gave our country 
its independence and liberty and set it on the way to happiness and 
success may well cherish such relationship with great pride, and 
through association one with another help to create a public opinion 
determined to perpetuate what has been so well begun. 


DEPRECIATION ACCOUNTING 


The Commission has announced that hearings in No. 14700, 
depreciation charges of telephone companies; No. 15100, depre- 
ciation charges of steam railroads, and Ex Parte 91, general 
revision of accounting rules for steam railroads, will be resumed 
May 17 in Washington before Commissioner Eastman and Exat- 
iner Bunten, and that the program will be as follows: No. 15100, 
cross-examination of witnesses; Ex Parte 91, cross-examination 
of witnesses; No. 14700, further testimony, if any, by telephone 
companies, cross-examination of witnesses, and presentation of 
evidence on behalf of state commissions and municipalities; 
No. 15100, presentation of equipment statistics by steam rail- 
roads; Ex Parte 91, presentation of evidence on behalf of steam 
railrods. Continuing, the Commission said: 


An opportunity will also be afforded, if desired, for the presenta- 
tion of further evidence in any of these proceedings, by interests 
other than those listed above. Any desiring such: opportunity are 
requested to communicate with Examiner A. M. Bunten as soon as 
possible; and it is further requested that those who desire to cross- 
examine witnesses in No. 14700, or witnessés in No. 15100 or Ex Parte 
91 who have not already been cross-examined, will notify Examiner 
Bunten on or before April 30, giving the names of the witnesses. 

It is the understanding that the cross-examination of the wit- 
nesses presented in Ex Parte 91 by the Taylor Society at the March 
hearing has been completed, unless urgent reasons for further cross- 
examination develop. 

If there is a desire to interrogate witnesses in No. 14700 with 
respéct to matters covered in the stipulation between the telephone 
companies and the Bureau of Accounts of the Commission, it is 
requested that information be furnished Examiner Bunten on of 
before April 30 as to the matters in that stipulation to be included 
in such interrogations. 
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Current Topics 
in Washington 


“Did You Mean It When You Said .. . ?”—It may lack 
dignity to suggest that the appeal in the lake cargo coal case 
is a question addressed to the Supreme Court of the United 
States in the form of the query contained in the popular song. 
However, that is exactly what the Commission asks the court. 
Did that tribunal mean all that the Commission thought was 
implied in the decisions in the Wisconsin rate case, the New 
England divisions case, the Dayton-Goose Creek and other cases? 
Those cases, taken together, the Commission believes, empowered 
it to do what it did when it told the southern railroads to cancel 
the schedules proposing a 20 cents a ton cut in the lake cargo 
coal rates from the southern mines. The court that delivered 
its opinion in support of the injunction granted by it, in effect, 
said Congress did not give any such power as the Commission 
claimed to have received. This power the Commission has 
drawn from the statute enacted in 1920 and the cases arising 
under it. All the cases have been decided in favor of the Com- 
mission. In not one of them did the Supreme Court find any 
abuse of the power the Commission found in that statute. The 
decision of the Commission is further buttressed, according to 
its view, by the Hoch-Smith resolution. Everybody who knows 
anything about the genesis of that piece of legislation knows 
that it was intended as a gesture of good will toward the farmer. 
Many, when it was enacted, knowing that it was intended as 
no more than a sop, suggested that the Commission would not 
have to do anything to carry it into effect, other than to proceed 
in the way it had been proceeding. The Commission, however, 
had to assume that Congress was serious when it adopted the 
resolution and give it meaning and effect. It could not assume 
that its master was merely exercising his voice to put a pleasant 
sound into the ears of agriculture. In the lake cargo coal case 
the Commission used the resolution as part of the foundation 
for the order the enforcement of which has been enjoined. Ap- 
peal to the Supreme Court, in a broad way of speaking, is an 
invitation to that body to go over all the decisions it has made 
with a view to finding out if the Commission has drawn more 
from them than was intended or more than Congress intended 
to give. The lower court, it is generally believed, has put its 
views into such form that the highest tribunal cannot fail to 
have impressed on it that the Commission believes that what 
it has done in this case has had to be done to support the 
intent of Congress as declared in section 15-a. In substance, 
the lower court accuses the Commission of a pretense, the pre- 
tense being that it was regulating rates when, as a matter of 
fact, it was exercising a thinly disguised dictatorship over the 
relative prosperity of different sections of the country. Every 
traffic man knows that the power to regulate rates is the power, 
in greater or less degree, to do that very thing. Every change 
in rate cuts somebody out of some market. The change may 
produce a profound effect or a negligible one. For years, how- 
ever, the Commission has held up its hands in horror at the 
suggestion that it considered the competition of markets. The 
only question it really considers is how far, in view of trans- 
portation conditions, it may go in delimiting markets. Railroad 
freight rate-making is like customs tariff-making. A duty of 
four cents a pound against foreign sugar will expand the area 
of sugar production in this country, while a duty of one cent 
will contract it. But for the desire of a complainant to get his 
goods into a market where once he did business or hopes to do 
business, few rate complaints would be filed. The lake cargo 
coal case involves the question of markets in probably more 
acute form than any other. The southern operators, it is gen- 
erally believed, if shut out of the lake cargo market, have no 
place to which to turn. In the average rate case, when a man 
is shut out of one market, he finds he can get in somewhere 
else, wherefore there is not as much wailing as there would 
be if the loser had no compensation. This injunction is the 
first one issued against a rate decision of outstanding interest 
for a long time, even in the lower courts. At times it has 
seemed as if the Supreme Court, in‘disposing of appeals to 
check the Commission, has proceeded on the assumption that 
it would uphold the Commission, because, if the losers did not 
like its decision, all they had to do was to go to Congress and 
get the statute changed. 





Eastern Class Rate Proposed Report.—Attorney-Examiner 
Howard Hosmer’s proposed report in the eastern class rate case 
is expected to be provocative of just as many words as were 
uttered by the witnesses in support or opposition of proposals 
therein. They uttered nearly 12,000 pages of testimony and 
made up more than 1,000 exhibits. First glance suggests that, 
in the making of that omelette, Hosmer broke an unusually 
large number of eggs. He is an examiner on the staff of Com- 
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missioner Eastman. The latter stirred up a big omelette in the 
southern class rate case. Hosmer may have been influenced by 
what his superior did. Shippers using the present first four 
classes, it is suspected, will have much of an objurgatory sort 
to say. A sort of antiphonal chorus, however, may be brought 
about by the fact that shippers using the fifth and sixth classes 
may be expected to say that Hosmer has proposed a fine thing. 
In other words, the figures in the first four classes, on the mete- 
wand, the New York-Chicago rate, Hosmer thinks, should be 
revised upward and those on the fifth and sixth brought down. 
Fifth (present nomenclature) would be brought down from 56.5 
to 54.6 and sixth from 47.5 to 46.8 cents, if the Hosmer recom- 
mendation were adopted. First class would be raised from 142 
to 156 cents. That looks like a big increase. In a revenue 
sense it is less, probably, of an increase than the reduction that 
would be brought about by the proposed change in fifth class 
alone and much less on the four upper classes than the reduc- 
tions in the fifth and sixth. With a view to preserving the 
present fifth class tlhe carriers had to propose a first class of 
161 cents. They proposed a reduction in sixth. In doing that 
they undoubtedly thought about the great revenue the present 
fifth class brings them. The range of articles included in fifth 
class is extremely wide. Iron and steel, if put on-a cost basis, 
probably would take much lower than fifth class. But the cost 
basis cannot be used on such backbone traffic. If it were, much 
higher rates would have to be imposed on the things rated 
higher and trucks thereby would be invited to extend the scope 
of their operations. Hosmer, however, gives the carriers a 
distinct warning not to found hopes on an expectation that iron 
and steel will be continued on fifth class. There are so many 
questions in connection with the proposal that hundreds of 
thousands of dollars will be spent by the railroads in making 
a revenue test with a view to finding out what the proposed 
rates would have done to their revenues had they been in effect 
on given days in the past, assuming that commodities would 
have moved under the proposed rates in the volume in which 
they did move under the rates marked for condemnation. The 
man who can make an estimate, now, of the effect of the pro- 
posed rates, is far wiser than his most ardent admirers ever 
thought Solomon was. . 





Eastern Grape Growers May Come Into Their Own Again.— 
The Department of Agriculture is giving much thought to the 
preparation of eastern grapes for market. It has put out a 
bulletin in which there is a discussion of harvesting, packing, 
and handling methods employed with success by commercial 
growers in the eastern sections. Why this activity, it might be 
asked, in behalf of the grape growers in the part of the country 
where the grape is indigenous? Suavely, so as not to bring 
offense to anyone, Secretary Jardine’s men of science give the 
answer: “Attention is called (by whom they do not say) to 
the fact that the enormous expansion of the grape industry, 
particularly in California, has resulted in such keen compe- 
tition in the marketing of juice grapes that many growers of 
eastern grapes are turning, with renewed interest, to the greater 
development of the table stock trade.” The engrossment of the 
refrigerator car supply of the country to handle juice grapes 
from California in September of each year since the advent of 
the eighteenth amendment, is a matter of notoriety to everyone 
in traffic. The bulletin about eastern grapes could be put into 
more succinct form, it is suggested, by a declaration to the 
effect that, now that the Californians have gone crazy to supply 
the grapes for home-made wine, the eastern growers of table 
grapes can expect to improve their business by taking up the 
table grape market abandoned by the Californians. More grapes, 
seemingly, are now being used for wine-making than ever before. 
The supply of wine may be smaller, but the methods of making 
it seem to call for the use of more grapes than when wine- 
making was done in efficiently managed plants. Wherefore the 
increase in the production of juice grapes in. California, the 
abandonment by Californians of the table grape market, and 
the opportunity for the eastern grower. The latter was not in 
good shape when the California grapes were turned into wine 
at home and table grapes were shipped into the heart of the 
eastern table grape-growing sections. 





Brandeis May Not Be Able to Serve.—Seventeen years ago 
Associate Justice Brandeis, of the Supreme Court of the United 
States, was one of the attorneys on the Pittsburgh side of the 
Boileau case, the first of the lake cargo coal cases. On that 
account, it is possible he will not feel free to sit in the appeal 
in the latest of the cases. Should he decide to recuse himself 
on that account, the court, it is believed, would be seriously 
hampered in its consideration of the case. Brandeis is really 
a traffic lawyer and his technical knowledge of the cases com- 
ing before the court undoubtedly enables its members to get 
more quickly to the bottom of them than if they had to depend 
on themselves. Traffic questions may seem relatively simple to 
traffic men, but it is notorious that judges, figuratively speaking, 
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throw up their hands in despair when they know they cannot 
escape hearing a traffic case. 





Sir Esme Howard a Good Sportsman.—The British Ambas- 
sador, Sir Esme Howard, addressed the delegates to the annual 
convention of the Daughters of the American Revolution the 
night President Coolidge spoke to them. It was not the first 
time he had done so. But imagine asking an address from the 
representative of the country that lost the fight the daughters 
glorify! One might almost as well ask President Hindenburg 
to be the chief orator at an observance of Armistice Day in 
Paris. But Sir Esme did not speak as the British ambassador. 
He came as the representative of the London chapter of the 
daughters (fancy that) to present the Union Jack which the 
London chapter was sending to the national society of the daugh- 
ters to hang in their memorial room. He also came as dean 
of the diplomatic corps to thank the ladies for the nice things 
they had said about the corps. Sir Esme explained that a 
diplomatist was one condemned to learn to bear, with patience, 
being ground between the upper and the nether millstones, one 
stone being disapproval at home and the other criticism abroad. 
The ambassador, however, showed himself a man able to stand 
on his feet and say appropriate things gracefully, even to the 
descendants of enemies of his ancestors gathered together to 
praise the work of those ancestors.—A. E. H. 


ABOLISH THE COMMISSION? 


Representative, Brand, of Georgia, has published in the 
Congressional Record a. letter from E. H. Callaway, an attorney 
of Augusta, Ga., in which the latter said it seemed to him that 
the Interstate Commerce Commission “ought to be wiped out.” 

“Mr. Callaway,” said Representative Brand, “is not only 
one of the outstanding men and one of the ablest lawyers in the 
state of Georgia, and an ex-judge of the superior courts of the 
Augusta circuit, but he is a dirt farmer, being one of the largest 
planters in the southeastern section of the state.” 

Mr. Brand said he had received a letter from the Boston 
University School of Education stating that it was making a 
survey to determine the ten most pressing national problems 
in politics, economics, history and civics, and that in answering 
that letter he had taken the positiqn that the agricultural prob- 
lem was the first and most pressing national problem among 
the ten called for, and in that connection he suggested that 
freight rates on the necessaries of life should be reduced. 

Mr. Callaway wrote his letter to Mr. Brand as the result 
of the views expressed by the latter. He said he believed “the 
overwhelming increases in freight rates since the passage of the 
Esch-Cummins bill have had more to do with the destruction 
of values in the agricultural sections of the country than any 
other single fact, even more than the large increase in the tariff 
by the Republican party. But it is the result of my observa- 
tions that the masses of the people do not comprehend that 
fact and will not comprehend it unless some accurate detailed 
statement of facts is furnished to them.” 

Mr. Callaway then entered into a detailed discussion of 
freight rates, the Pullman surcharge and the “enormous in- 
crease in the value of railroad stocks.” In part he said: 


The railroads are permitted to charge all they want to charge 
on any kind of shipment, for any distance, and my information from 
Jocal people is to the effect that complaints to the Interstate Com- 
merce Commission have no effect, and even where they are investi- 
gated it takes three or four years to get a ruling, and then the ruling 
is made in such a way as to put heavier burdens on the people. The 
result of all this is that they are not merely destroying the business, 
but are starving to death — conceivable kind of enterprise here 
whether of manufacture or culture, and are asking for change of 
rates and —s commodity rates, and, judging by the experiences 
of the past, the Interstate Commerce Commission will give it to them. 

Of course, you are familiar with the surcharge on Pullman fares. 
Every time I pay a Pullman charge for Pullman service I feel Hke I 
am tipping the railroad, because I pay my railroad fare at .036 a 
mile. then pay my full Pullman charge for its service and have to 
tip the railroad company, or the millionaire owners of the railroad 
companies, half the amount of the Pullman fare for no service. But 
I suppose the big millionaires who own the railroads need this 7 
just as the porters or the waiters on the dining-cars need it, but 
sometimes cannot see how they can take the money.... 

It seems to me that the present Interstate Commerce Commission 
ought to be wiped out, and probably the Esch-Cummins law ought 
to be wiped out, and that the Commission should be divided in 
power, and that there should be a branch of the Commission 
located in the Southeast, another branch in the Northeast, another 
branch in the central part of the country, ane other branches in the 
various divisions of the West beyond the Mississippi River, and that 
these commissions ought to be put in close touch with the people 
and handle railroad and freight questions promptly, fully and intel- 
ligently, and that the ruling spirit ought to be to relieve the people 
from the oppression of those gambling, speculating millionaires or 
malefactors of great wealth who are using the government and the 
government agencies to plunder the country and gradually destroy 
it. You can see from this letter that I feel very ey. on this 
subject. I am sending a copy of this letter to Senator Harris. I don’t 
know whether the Democrats in Congress really appreciate all this, 
or whether they really have the definite information a t this mixed- 
up matter of freight rates, or whether there is something that they 
are afraid of in touching the railroad question. Everybody down here, 
even the railroad employes, know about it; but when you mention it 
they say, “Well, what are you going to do about it?” Of course, Mr. 
Coolidge names the members of e Interstate Commerce Commis- 
sion, and, of. course, the Interstate Commerce Commission is serving 
its masters; but if the Democrats hope to do anything to correct this 
they must get up the statistics and facts and the numerous incon- 
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sistent rates, and they must put it accurately before the public in 
a manner in which the public can understand it. The propaganda 
that the railroads are putting out is nothing but bribery to quiet the 
newspapers. 

It may be that you can get in touch with somebody up-there who 
can fee up this information and get it before the public in a manner 
in which they can understand it. If so, your constituents in Georgia 
will bless you. 

Representative O’Connor, of Loutsiana, in extension of 
remarks, “took a whack” at the Commission in attacking cen. 
tralization of power in Washington. 

“Feared and hated at its birth by the magnates,” he said, 
“It has grown up into such a magnificent state that it is ques. 
tionable whether the railroads would not use their undoubted 
influence throughout the country to preserve the Interstate 
Commerce Commission were it assailed ... While the Inter. 
state Commerce Commission has been growing daily and gatb- 
ering tremendous strength and power, the state commissions 
...- have been dwindling in power and are rapidly reaching 
the vanishing point in influence as rate-making bodies ...A 
revolt is slowly growing up against the rule of America from 
Washington ... We will either return their original power to 
the state commissions or we will take that step that will 
obliterate them.” 

Mr. O’Connor included in his remarks a letter from Francis 
Williams, chairman of the Louisiana public service commission, 
stating that, unless section 13 of the interstate commerce act 
were repealed or modified substantially, “state regulation of 
rates on traffic within the states will slowly but surely be an- 
nihilated.” In part, Chairman Williams said: 


There are several bills now pending in the United States Senate 
and House of Representatives having for their purpose the more 
specific definition of federal and state rights in this very difficult and 
most important question of state rate making by the states, and we 
are anxious that Louisiana’s representatives shall be on guard for 
the protcetion and preservation of this state’s right to regulate its 
own intrastate affairs. 

The list of bills pending is too great to include in this letter, but 
it can be obtained by your secretary from Hon. John E. Benton, 
general solicitor of the National Association of State Railroad Com- 
missioners, Otis Building, Washington, D. C. 

As these federal encroachments on state freight rates have cost 
Louisiana and New Orleans millons of dollars in‘ reduced business in 
the past, I therefore feel it to be my duty to call your attention to 
the remedial legislation now pending in Congress and to ask for it 
your deepest study and consideration and active support. 


FARM RELIEF AND RAILROADS 


Reference by Senator Simmons, of North Carolina, to re 
marks of Senator Brookhart, of Iowa, in debate on the farm 
relief bill in the Senate, as to the government having paid a 
subsidy to the railroads, resulted in the Iowan submitting a 
letter from Secretary McGinty, of the Commission, in response 
to an inquiry from Senator Brookhart, stating that there had 
been certified to the Treasury as due to railroads under sec- 
tion 209 of the transportation act—the guaranty section— 
$529,278,911. 

“That money was paid as a direct subsidy to guarantee 
the war-time profits of the railroads after they were turned 
back in 1920,” said Senator Brookhart. “That burden was put 
in part upon the farmers of the United States.” 

Senator Simmons said he was not referring to the guaranty 
payments but to loans made from the federal treasury from 
the revolving fund created by the transportation act and that 
the point he had made in that connection was that the govern- 
ment had required the railroads obtaining loans to put up 
bankable securities as collateral therefor. 


LOCKWOOD FOR COMMISSION 


At a meeting of directors of the Enid (Okla.) Chamber of 
Commerce April 13, C. L. Lockwood, chairman of the traffic 
and transportation committee of the chamber, was indorsed for 
member of the Commission to succeed Commissioner Esch. 
The Oklahoma Grain Dealers’ Association, State Farm Grange 
and other chambers of commerce of the southwest will be asked 
to lend their support, it was stated. i 


REVENUE TRAFFIC STATISTICS 


Class I railroads, exclusive of switching and terminal com: 
panies, had freight revenue of $336,686,579 in January as com- 
pared with $357,150,632 ‘in January, 1927, and passenger rev- 
enue of $78,432,347 in January as compared with $85,869,321 in 
January, 1927, according to the monthly statement on revenue 
traffic statistics compiled by the bureau of statistics of the Com- 
mission from carrier reports. 

Revenue per ton-mile averaged 10.43 mills in January 48 
against 10.26 mills in January, 1927. 

Revenue per ton per road averaged $2.088 in January 45 
against $1.962 in January, 1927. 

Revenue tons carried in January totaled 165,229,000 as 
against 182,017,000 in January, 1927. 

Revenue tons carried one mile in January totaled 32,291, 
721,000 as against 34,805,373,000 in January, 1927. 

Revenue per passenger-mile in January averaged 2.986 cents 
as against 3.030 cents in January, 1927. 

Revenue passengers carried in January totaled 69,307,000 as 
against 74,561,000 in January, 1927, 
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Decisions of Interstate Commerce Commission 


COAL RATES FROM HOT COAL 


The Commission, by division 3, in No. 17657, Gulf Coal Co. 
ys. Virginian et al. (mimeographed), has found unreasonable the 
rates on coal, from Hot Coal, W. Va., to destination in Central 
and Western Trunk Line territories and awarded reparation. 
The Commission found that on and after October 17, 1923, two 
years before the filing of the complaint, the through rates as- 
sailed were unreasonable to the extent that the factor from 
Hot Coal to Pemberton, W. Va., a distance of six miles, ex- 


‘ceeded 40 cents per net ton and awarded reparation to that 


basis. 

Commissioner Brainerd dissented. He said there was no 
evidence on which to base the conclusion that the through rates 
from Hot Coal to the destinations named in the complaint were 
unreasonable. ; 

Hot Coal is on the Winding Gulf branch of the Virginian 
which connects with the Chesapeake & Ohio at Pemberton. 
The Commission said the issue in this case was clearly drawn. 
The complainant, it said, claimed that it was entitled to the 
same rates as surrounding mines in the New River district 
in which it was geographically and geologically situated. It 
urged that it was palpably unreasonable on the part of the 
Virginian to compel it to pay $1.13 over the district rates. The 
complainant’s witness testified, the report said, that it was so 
certain that the rates charged would not stand the ordinary tests 
of reasonableness that it made the shipments in the full ex- 
pectation of recovering the excess over the district rates through 
reparation channels. The Virginian contended that the district 
rates were depressed, by competition, below the level of rea- 
sonable maxima and that even when the $1.13 was added thereto, 
the resulting total was not unreasonable when compared, from 
an earning standpoint, with rates which had been approved by 
the Commission. The Virginian contended that the real test of 
reasonableness was the through rate. 

The Commission said there were several reasons why the 
flat district rates should not be found reasonable for application 
on the shipments here considered. One of them was that if 
the Commission were establishing rates for the future, it would 
not feel warranted in establishing such rates via Pemberton, 
thereby short-hauling the Virginian, the interchange point for 
which was Deepwater, 77 miles from Hot Coal. The report, 
however, said the Virginian interchanged with the Chesapeake 
& Ohio also at Pemberton. 

Seemingly to distinguish this case from Nelson Fuel Co. 
vs. C. & O., 120 I. C. C. 723, the Commission said that in that 
case the originating carrier was not short-hauled by the ship- 
ments on which an award of reparation was made. In that case, 
the Commission said, it had awarded reparation on a showing 
of rates, to typical points, similar to the showing of rates to 
typical points made in this case. The complainant in that case 
had shipped from points on the Greenbrier & Eastern and was 
given reparation to the basis of the district rates, the basis 
desired by the complainant in this case. 


SULPHUR RAIL-BARGE RATE 


In a report on No. 18406, Inland Waterways Corporation, 
operating the Mississippi-Warrior Service, vs. Beaumont, Sour 
Lake & Western et al., mimeographed, the Commission, by divi- 
sion 2, has found that it would be in the public interest to have 
established a through route and joint rate on crude sulphur, 
carloads, from Gulf Hill, Tex., to East St. Louis, Ill., via Baton 
Rouge, La., in connection with the government’s barge line. It 
has stated the measure of the rate and the division thereof but 
issued no order requiring the establishment of the route, rate 
and division. The parties are expected to carry out the require- 
ments of the decision. If that is not done within 90 days, the 
Teport says, the matter may again be brought to the attention 
of the Commission. . 

Alternate routes were requested, via Baton Rouge and the 
Complainant’s barge line direct to East St. Louis or via the 
barge line to Cairo, Ill., and the Illinois Central beyond. The 
Short line rail distance, the defendants said, was about 917 miles 
over four lines. The complainant figured the short line rail dis- 
tance at a shade over 900 miles via five lines. To preserve its 
long haul, the report said, the Santa Fe hauled crude sulphur 
via Kansas City, the short line via that gateway being stated at 
1,187.5 miles in connection with the Wabash. The rail dis- 
tance via Baton Rouge was stated as about 1,047 miles. The 
barge line asked for a rate of 30 cents with divisions of $2.02 
ber net ton to Baton Rouge and $3.98 beyond. The rail carriers 
contended there was no necessity for the additional route. They 
Said the Baton Rouge rate was depressed by competition and 
that they should not be asked to accept less than the rail rate 





to that point as a division. In disposing of the case, the Com- 
mission said: 


Complainant asks the establishment of a-reasonable rate, but 
obviously its interest is in securing a joint rate sufficiently low to 
attract traffic in competition with the rail routes. It makes no conten- 
tion that the existing rail rate is not low, but contends that if that rate 
is compensatory on traffic handled over the long routes through Kan- 
sas City, a rate somewhat lower is justifiable over the rail-and-barge 
route via Baton Rouge. It points out that under the usual rule, the 
differential would be 5 cents, based on 20 per cent of the local rate 
from Baton Rouge to East St. Louis, 26 cents. It asks a differential 
of 2.5 cents. 

The rail rate from Gulf Hill to East St. Louis has been affected 
by water competition, and the record does not afford a basis for de- 
termining its reasonableness or for prescribing a maximum reasonable 
barge-and-rail rate between the same points. ... 

It is evident that the particular traffic under consideration is 
such as could be economically handled by the barge line and that 
the differential under the all-rail rate sought by complainant is rea- 
sonable. Divisions can not be determined fairly under any one of the 
standards urged by the parties. Fair divisions, under all the circum- 
stances, would result from using percentages of 45 to Baton Rouge 
and 55 beyond. 

We find that the establishment of a through route and joint rate 
on crude sulphur, in carloads, from Gulf Hill to East St. Louis via 
Baton Rouge in connection with complainant’s barges direct or with 
complainant’s barges to Cairo and the Illinois Central beyond is 
desirable in the public interest; that a reasonable rate will be 2.5 
cents per 100 pounds less than the corresponding all-rail rate con- 
temporaneously maintained; and that reasonable divisions will be 
45 per cent of the joint rate to the rail carriers to Baton Rouge and 


+5 per cent to complainant. No order will be entered but the parties 


will be expected to establish a joint rate and divisions in line with 
the above suggestions. If this is not done within ninety days the 
matter may be brought to our attention. 


GRAIN FINDING MODIFIED 


The Commission, on further hearing, in a report written by 
Commissioner Esch in No. 15511, Board of Trade of the City 
of Chicago vs. Santa Fe et al., mimeographed, has modified the 
previous finding of division 2, in 109 I. C. C. 319, in respect of 
grain and grain products from points in Iowa to Chicago, III. 
The division found that the rates were unduly prejudicial to 
Chicago and unduly preferential of St. Louis, and from points 
in southeastern Iowa unduly preferential of Kansas City. The 
undue prejudice and preference were to be removed in accord- 
ance with a table of rate differences based upon the distances 
to the respective markets. The finding permitted the grouping 
of points of origin. The carriers in complying with the order 
established three groups, designated by the first letters in the 
alphabet. 

Generally speaking, this report said, the rates to Chicago 
were left unchanged. The local rates from group A to St. 
Louis were made 2 cents over Chicago, the same as to Chicago 
from group B, and 1 cent under Chicago from group C. The 
changes were made, the Commission said, on testimony brought 
out by a contest between markets. Very few shippers, it said, 
were heard. 

Upon petition of farmers and commercial clubs in four 
counties in Iowa the case was reopened. The testimony showed 
that on the rates prescribed few shipments moved to St. Louis, 
whereas formerly 60 to 70 per cent of the corn shipped from 
them had gone to St. Louis. The Commission said that the 
farmers in southeastern Iowa were financially depressed, the 
mortgages averaging more than $100 per acre, that fences and 
buildings were dilapidated and that lack of prosperity was ap- 
parent in the entire section. In disposing of the case, the Com- 
mission said: 


Upon further hearing, we are of the opinion and find that the 
undue prejudice to Chicago and preference of St. Louis found in 
the original report, so far as concerns rates from Group C points in 
southern Iowa, will be removed by the establishment of rates to 
St. Louis on the basis of 2 cents under the contemporaneous rates 
to Chicago. We further find that the relationships prescribed should 
not be departed from by the publication of proportional rates, except . 
such rates may be maintained where necessary to equalize the through 
rates via different gateways, provided their application is restricted 
to traffic moving to points where the through rates are substantially 
equalized. The former findings of division 2 are modified to the extent 
that they are not consistent with the foregoing findings. 


Commissioner Porter did not participate in the disposition 
of this case. 
The new adjustment is to be made not later than June 18. 


SUGAR FINDING AFFIRMED 


In a mimeographed report written by Commissioner Lewis, 
in No. 16341, Nebraska State Railway Commission vs. Alex- 
andria & Western et al., and cases grouped therewith, the Com- 
mission, on rearrangement, has affirmed third-section findings 
in the prior report, 113 I. C. C. 467, with respect to rates on 
sugar, carloads, from New Orleans, La., to Superior and other 
points in Nebraska and to Rapid City, Deadwood and Lead, S. D., 








962 THE TRAFFIC WORLD 


and from producing points in California and in Utah-Idaho ter- 
ritory to Rapid City, Deadwood and Lead. 

In the prior report the rates assailed were found unlawful, 
and revised rates, which have since become effective, were pre- 
scribed. Six of the defendant lines petitioned for reargument 
and the California & Hawaiian Sugar Refining Corporation was 
granted leave to intervene and to participate in the reargument. 

The Commission said that inasmuch as the rates from New 
Orleans to the complaining Nebraska and South Dakota points 
had been reduced in accordaance with the third-section findings 
in the prior report, and unless and until it was proposed to 
increase the present rates, it need make no finding upon the 
issue of reasonableness of rates from New Orleans, but that it 
affirmed the other findings in the prior report. No further order 
was necessary, it said. 

Commissioners McManamy, Brainerd and Porter did not 
participate in the disposition of the cases. The report also 
embraces the following: 


No. 16341 (Sub-No. 1), Superior Traffic Association et al. vs. Ala- 
bama Great Southern et al.; No. 16341 (Sub-No. 2), Chamber of Com- 
merce, Grand Island, Neb., et al. vs. Alabama Great Southern et al.; 
and No. 16517, Black Hills Wholesale Grocery Co. et al. vs. Chicago 
& Northwestern et al. 


RATES ON REFINED OIL 


In a mimeographed report on further hearing in No. 12783, 
Rio Grande Oil Co. vs. Arizona Eastern et al., written by Com- 
missioner Porter, the Commission has awarded reparation on 
carload shipments of refined oil from El Paso, Tex., to certain 
destinations in Arizona and New Mexico, based on rates pre- 
scribed in the original report, 112 I. C. C. 350. Rates to certain 
other destinations in Arizona and New Mexico were found un- 
reasonable in the instant report and reparation awarded. The 
Commission found that complainant was entitled to reparation, 
with interest, as follows: From the El Paso & Southwestern, 
$20,106.59; Southern Pacific, $13,663.53; Santa Fe, $11,443.39; G. 
H. & S. A., S. P., and Arizona Eastern, $7,395.02; El Paso & 
Southwestern, S. P., and A. E., $2,046.59; and G. H. & S. A. and 
S. P., $395.06. 


CEMENT CASE DISMISSED 


The Commission, by division 4, has dismissed No. 18144, 
Sandusky Cement Co. vs. Pennsylvania et al., mimeographed, 
finding the rate charged on a carload of cement shipped from 
York, Pa., to Shreveport, La., in 1924, applicable and not unrea- 
sonable. The question was one of tariff application such as 
raised in the National Refining Co. case, 139 I. C. C. 307, and 
other oil cases in which millions in reparation were said to have 
been involved. Commissioner Eastman concurred in this case 
because of the decision in the National Refining Case, in which 
he was a dissenter. 


BUILT-UP WOOD RATES 


The Commission, on reconsideration in No. 15921, King- 
Haase Furniture Co. vs. Baltimore & Ohio et al., mimeographed, 
has reversed the finding in the original report, 102 I. C. C. 629, 
that rates on built-up native wood, faced with veneer of foreign 
woods, carloads, from Memphis, Tenn., to Louisville, Ky., and 
New Albany and Evansville, Ind., were not unreasonable. The 
original finding was made by division 3. The finding now is 
that the applicable rates were unreasonable to the extent they 
exceeded 39 cents prior to July 1, 1922, and 35 cents on and 
after that date. The Commission has awarded reparation to 
that basis. 


TIME ZONE CHANGE ORDERED 

The Commission, by division 3, in a report written by Com- 
missioner Aitchison, in No. 10122, Standard Time. Zone Investi- 
gation, mimeographed, has modified the order of October 24, 
1918, entered in connection with the original report, 51 I. C. C. 
273, so as to except a part of the Seaboard Air Line (formerly 
the Georgia, Florida & Alabama Railway), from the standard 
central time zone and include it within the standard eastern 
time zone for operating purposes. The change is to be made 
at 2 a. m. May 13. 


COTTONSEED REPARATION 


The Commission, on reconsideration, in No. 17261, Tallulah 
Cotton Oil Co. vs. Alabama & Vicksburg et al. and No. 15501, 
Southland Cotton Oil Co. vs. Same, mimeographed, has affirmed 
the finding in the original report, 132 I. C. C. 558, that the rates 
on cottonseed, in carloads, from points in Louisiana on the 
Vicksburg, Shreveport & Pacific, Louisiana & Arkansas, and 
Missouri Pacific, and from points in Arkansas on the Missouri 
Pacific, to Jackson and Newton, Miss., were unreasonable and 
prescribing rates for the future, but has modified the basis to 
which reparation is to be awarded on shipments from Epps, 
Darnell, Pioneer, Forest, Oak Grove and Terry, La., on the Mis- 
souri Pacific, between November 27, 1923, and January 16, 1926, 
inclusive. The Commission said that the modification was in 
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line with the stipulation of the parties since then made partig 
to the records in these cases. It called its present report , 
corrected one. 

The rates found reasonable for the future are the same a3 
those so found in the prior report. Therefore no order for the 
future was necessary. An award of reparation to the stipulated 
basis was made in this corrected report. 


WOOL TO MAINE 

In No. 18665, Boston Wool Trade Association vs. Andro. 
scoggin & Kennebec et al., mimeographed, the Commission, by 
division 3, has found unreasonable the rates on scoured and 
grease wool, carloads, from Philadelphia, Pa., over water and 
rail routes through Boston, Mass., to destinations in Maine, 
prescribed new ones, and awarded reparation. The Commis. 
sion found the rates over the water and rail routes unreason. 
able to the extent they exceeded or might exceed the conten. 
poraneous all-rail rates. Rates on that basis are to be estab. 
lished not later than June 15. The complaint alleged the rates 
violated the first four sections of the interstate commerce act 
and section 500 of the transportation act. It covered wool and 
“other commodities” but because the testimony was confined 
chiefly to wool the report was confined to wool, scoured and in 
the grease. The destinations in Maine are wool consuming 
points in the southern part of the state more than half of them 
being on the Maine Central. 

Eighty per cent of the all-rail rates was sought over the 
rail-and-water routes of lines connecting with the Merchants & 
Miners or Eastern Steamship lines. The Merchants & Min. 
ers and Main Central were unable to agree upon proposed joint 
rail-and-water rates, the railroad, according to the report, insist- 
ing upon divisions from the boat line on the all-rail basis. The 
Commission said the rates it had ordered would remove the 
fourth section departures. 


WIRE FENCING AND IRON POST RATES 

The Commission, by division 1, has dismissed No. 18412, Key- 
stone Steel & Wire Co. vs. Alabama & Vicksburg et al., mimeo- 
graphed, finding not unreasonable, rates on iron and steel 
articles, such as barbed wire, woven wire fencing, wire nails 
and iron fence posts, from South Bartonville (Peoria), IIl, 
to destinations in Arkansas, Louisiana, Missouri, Oklahoma and 
Texas. 


TRONA RY. LUMBER RATES 


The Commission, by division 4, in No. 17666, T. H. Wright 
vs. Trona Railway et al. (mimeographed), has found inapplicable 
the rates charged on lumber and timbers, from points in Oregon 
and Washington to Magnesium, Calif. It has found the ap- 
plicable rates unreasonable to the extent they exceeded or may 
exceed the present rates to Lone Pine, Calif., and awarded 
reparation. Rates to Magnesium from: points in Washington 
and Oregon are to be established on the level of the rates 
to Lone Pine not later than June 9. Shipments in question were 
made in 1923. 

Magnesium is on the Trona Railway. The latter was built 
to bring out the products of the American Trona Corporation, now 
known as the American Potash & Chemical Corporation. The 
proprietary interest furnishes the bulk of the traffic. The road 
is 31 miles long, extending from Searles to Trona, Calif. Its 
own rate on the traffic in question was 18 cents. The Commis- 
sion found that the Sligo principle applied to some of the ship- 
ments. 

Commissioner Woodlock concurred in the finding that the 
applicable rates were unreasonable. He said he could not agree 
that the 18-cent factor of the Trona Railway was unreasonable 
for its service over the desert country it traversed. He said 
the Commission should have found the components of the rates 
assailed unreasonable only to the extent they exceeded 60 cents 
from the Oregon points and 65 cents from the Washington points. 


ARIZONA CLASS RATES 


In a report written by Commissioner Aitchison, on further 
argument in No. 14999, Arizona Corporation Commission VS. 
Arizona Eastern et al., and No. 17866, Apache Powder Company 
vs. Santa Fe et al.- mimeographed, the last mentioned case be 
ing on further hearing on the question of awarding reparation, 
the Commission has affirmed the finding of division 2, 113 I. ©. 
C. 52, that the class rates between points in Arizona, on the 
one hand, and destinations in California and New Mexico and 
El Paso, Tex., on the other, are unreasonable. The report says 
the defendants are expected, within 120 days from the service 
of this report, to establish, on statutory notice, rates in con 
formity with the decision of division 2. ’ 

The only question raised by the defendants, said the Aitchi- 
son report, concerned the level of the rates prescribed. They 
did not attempt to justify the present rates, the report said. 
The railroads said the new rates would cause a loss of rev 
enue exceeding $1,000,000. Intervening shippers, using the ul 
derlying figures submitted by the carriers, reduced the loss to 
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a little more than $801,000, assuming that the reduced rates 
would not cause any increase in the volume of the traffic. 

In the powder company case reparation was denied on the 
ground that the revision required by the decision in the title 
complaint was a general revision of class rates in the Pacific 
southwest and that there was no clear slowing that the rates 
to a particular point were unreasonable. 

Commissioner Esch dissented for reasons set forth in his 
dissent in the original report. He said that those reasons had 
been strengthened by the fact that the scale prescribed could 
not be reconciled with the recently prescribed scale in Con- 
solidated Southwestern Cases, 123 I. C. C. 203, and 139 I. C. C. 

5. 

” Commissioner Eastman, also dissenting, said he had no 
particular quarrel with the average level of the scale. He 
thought, however, that the rates for the short hauls were rela- 
tively too low and that the rates for the longer hauls were rela- 
tively too high, that the class percentages of relationship were 
not properly adjusted and operated unjustly to the disadvan- 
tage of the interior jobbers. 

Commissioners McManamy, Brainerd and Porter, the re- 
port said, did not participate in the disposition of these cases. 


COAL FINDING CHANGED 


The Commission, by division 4, on further hearing in No. 
16699, Crerar Clinch Coal Co. vs. Ann Arbor et al. (mimeo- 
graphed), has modified the former report, 118 I. C. C. 171. In 
the former report the Commission found that the rates charged 
on shipments of bituminous coal, from Herrin, IIl., to Bannister, 
Ashley, North Star, and Ithaca, Mich., were applicable and not 
unreasonable. Reparation was awarded on account of over- 
charges. The Commission now finds that the Michigan Central 
misrouted one carload to North Star and awards reparation. 


DRESSED GRANITE RATE 


The Commission, by division 4, in No. 19196, Wholesale 
Granite Co. vs. Atlanta & West Point et al. (mimeographed), 
has found unreasonable the rate assessed on a carload of dressed 
granite, shipped from Lakewood Station, Ga., to Charleston, S. C., 
in 1925, to the extent it exceeded 14 cents on a minimum of 
36,000 pounds and awarded reparation. Commissioner Woodlock 
dissented because he considered the rate to the basis of which 
reparation was awarded far below a reasonable maximum rate. 


RELAYING RAIL RATE 


The Commission, by division 4, has dismissed No. 19247, 
Hyman-Michaels Co. vs. Durham & Southern et al. (mimeo- 
graphed), finding not unreasonable or otherwise unlawful the 
rate on relaying rails and angle bars, from Apex, N. C., to 
Sardis, Ga., imposed on shipments made in 1926. 


COTTON MOPHEAD RATE 


The Commission, by division 4, has dismissed No. 19271, 
Massasoit Manufacturing Co. vs. New England Steamship Co. 
(mimeographed), finding not unreasonable the rate on cotton 
mopheads, in less than carloads, shipped by water from Fall 
River, Mass., to Pier 14, North River, New York, N. Y. Com- 
missioner Eastman, concurring pointed out what he deemed an 
anomaly in this case in that the water rates were relatively 
higher than the all-rail rate because they seemed to be based 
on the longer distance of the all-rail route. 


CRUSHED STONE RATE 


A finding of the inapplicability and an award of reparation 
have been made in No. 19927, Cameron, Joyce & Co. vs. Toledo, 
Peoria & Western et al. (mimeographed), as to the rate charged 
on crushed stone, from Linwood, Ia., to Mapleton, IIl., in 1924. 
The Commission, by division 4, by applying the Sligo principle, 
has found that the applicable rate was $1.21 per net ton. 

Commissioner Woodlock concurred in this report, he said, 
solely because it was consistent with many other cases decided 
| -w to the Sligo Iron Store Co. cases, 62 I. C. C. 643, and 

I. C. C. 661. 


P. & N. EXTENSION CASE 


The Commission, in finance No. 6208, proposed construction 
of lines by Piedmont & Northern, has denied the application of 
that railroad company for permission to make extensions of 
its lines from Spartanburg, S. C., to Gastonia, N. C., and from 
Charlotte to Winston-Salem, N. C. The Commission found that 
the present and future public convenience and necessity had 
not been shown to require the construction by the applicant of 
the lines described in its application. The applicant is con- 
trolled by the Duke interest. 

The application was opposed by the Southern, the lines of 
which the Piedmont & Northern extensions would closely paral- 
lel; the Atlantic Coast Line, the Seaboard Air Line, the Carolina, 
Clinchfield & Ohio, the Louisville & Nashville and the Charleston 
& Western Carolina. 

Support of the application was given by the Georgia & 
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Florida, which is extending its line to Greenwood, S. C., and 
which is expected to connect with the Duke interest railroad to 
form a new north and south trunk line. 

Distinguished counsel were brought into the case by the 
parties to it. Charles E. Hughes and Mark W. Potter appeared 
among counsel for the applicant. William G. McAdoo appeared 
for the Georgia & Florida. The governors of the two Carolinas 
appeared as witnesses and also in the arguments before the 
Commission. 

The Louisville & Nashville and Carolina, Clinchfield & Ohio 
appeared in opposition on account of the competition that would 
come to the new north and south trunk line resulting from the 
construction of the Carolina, Clinchfield & Ohio so as to afford 
a new route for the L. & N. to the southeast and a new route 
for the Atlantic Coast Line to the Ohio River and beyond by 
the connecting up of the proposed extended Piedmont & North- 
ern and the Georgia & Florida. 

Generally speaking, the Commission denied the certificate 
on the ground that the service of the lines in existence was 
adequate and that criticism of the service of the Southern, 
voiced at the hearing, could be removed by administrative 
changes that were now being made. 


The application, to construction about 128 miles, was made 
in the alternative. That is, the applicant made the application 
if the matter was held to be within the jurisdiction of the 
Commission. It claimed that its line was of the character 
exempted from the provisions of the section of the law re- 
quiring a certificate of convenience and necessity. The Com- 
mission held that the matter came within its jurisdiction by 
denying a motion to dismiss for lack of jurisdiction? 


Commissioner McManamy wrote a dissenting view in which 
he was authorized to say that Commissioner Esch joined. His 
view was that the applicant had fully met every requirement 
of the statute. He pointed out that there was no opposition 
except from the carriers now serving the territory, even as the 
majority had said. He said those carriers admitted that the 
new line would get at least as much traffic and revenue as it 
had estimated and that it had not been shown that the ability 
of the carriers now serving the territory to render service would 
thereby be impaired. The existing lines, he said, were not weak 
railroads, but, on the contrary, were among the most prosperous 
in the country. Their earnings, he said, were ample; that the 
lines were approaching, if not already, in the recapture class. 

* It was true, said Mr. McManamy, that the proposed line 
would parallel existing steam lines at distances varying from 
0 to 13 miles, but that that was true of practically every other 
electric line. He said it was also true that the new line would 
not be immediately self-supporting from new business it would 
create, although the showing was that a substantial portion of 
its revenues would come from such a source. The record showed 
that the proposed line, because of more frequent service and 
stops, would render a service more nearly approaching that of 
motor trucks, which was admittedly desirable in an industrial 
district such as this, said he. — 

Commissioner Brainerd dissented because, as he said, the 
motion to dismiss for want of jurisdiction should have been 
granted on the ground that the line was an electric line not 
operated as a part of a general steam railroad system of trans- 
portation and therefore excluded from the jurisdiction of the 
Commission. He pointed out that the interstate commerce act 
did not distinguish between a “commercial railroad operated 
by electricity” and an interurban electric railroad not operated 
as a part of a general steam railroad system of transportation, 
and that the Commission could make no such. distinction. 

Commissioner Aitchison was necessarily absent and did not 
participate in the disposition of the case. Commissioner Wood- 
lock was also necessarily absent, the report said, but that if 
he had been present he would have concurred in the result. 

Commissioner Eastman, in a concurring view, said it seemed 
desirable, by way of emphasis, to summarize briefly certain 
essential reasons for denying the certificate, as he saw them. 
The character of the report against the certificate is shown in 
Mr. Eastman’s concurrence. In part, he said: 


In determining whether the construction of new railroad lines 
should be authorized, doubts should, I believe, be resolved in favor 
of their construction, particularly where new territory not already 
supplied with railroad service is being opened up. That this has 
been our policy in granting certificates of exigency the record of past 
cases amply demonstrates. But desire to avoid any undue restriction 
of enterprise ought not to lead us to approve new construction which 
involves needless, costly, and wasteful duplication of existing facilities. 
That is what the law was intended to prevent. 


Experience and observation have shown that a proposed new 
line of railroad is always desired by the people in the territory af- 
fected. If the expression of such desire is in itself a sufficient reason 
for the granting of a certificate, then the law might as well permit 
unlimited construction. Plainly there must be other evidence that 
public convenience and necessity require a new line. 

Here it is not proposed to open up any new territory, but to build 
a third line of track parallel to and practically within sight of an 
existing double-track railroad which is admittedly providing good 
service and is not used to anything like its inherent capacity. The 
attempted justification for such duplication of facilities rests largely 
upon a claim of superior ‘‘flexibility’’ in electric operation of the kind 
proposed. If that be a reason here for adding a third track alongside 
of an existing double-track line with large reserve capacity, it must 
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also be a reason for third-tracking in a similar way many other 
double-track lines which operate through manufacturing districts. 
Carried to a logical conclusion such a policy would result in a heavy 
increase in the transportation burden-upon the people of this coun- 
try. But this claim of need for more “‘flexible’’ operation is not im- 
pressive, for reasons sufficiently indicated in the main report. Under 
resent conditions, a third track through this Carolina district, open- 
ng up no new territory and reaching no new markets, would be 
sheer economic waste. We would be derelict in our duty if we per- 
mitted such waste. One mistake of this kind has recently, in my 
— been made in Florida and it ought not to be repeated 
ere. 

If there were need for strengthening this conclusion, such need 
would be supplied by the fact that this proposed new railroad is 
closely affiliated with powerful private industrial interests in the Caro- 
linas. The evils of interrelation between transportation lines and 
industries which they serve are manifest. Such arrangements breed 
privilege and preference, and run counter to the spirit and I believe 
also, in many cases, the letter of the law. There are enough at pres- 
ent without adding to the sum total, and I trust that we shall soon be 
able to test the legality of existing interrelations of this character. 


Senator Simmons, of North Carolina, as the result of the 
Commission’s decision, said he would press for action at this 
session of Congress on the bill he introduced some time ago 
providing, in effect, for repeal of that part of the transportation 
act giving the Commission jurisdiction over the building of 
extensions of railroads. 

Reflecting opposition in North Carolina’ to the decision, 
the Commission in the Piedmont & Northern extension case, 
Representative Abernethy, of that state, has introduced in the 
House H. R. 13113, a bill to amend the interstate commerce 
act to eliminate the requirement of certificates of public con- 
venience and necessity in respect of construction of new lines 
of railroad and extensions of existing lines. 

Criticism of the Commission’s decision was made in the 
House April 18 by Representative Abernethy. He said such 
power as had been exercised by the six members of the Com- 
mission who voted for the decision “could not have been con- 
templated by the most ardent supporters of the interstate com- 
merce act.” 

“To put this matter,” said he, “in plain and simple lan- 
guage, we find a commission here in Washington which by vote 
of half of its membership denied to two sovereign states tlhe 
right to have constructed strictly within the borders of their 
states an extension of an electric railway. What have we come 
to in this day of government by bureaus and commissions?” 

Mr. Abernethy reférred to the bills introduced in the Senate 
by Senator Simmons and in the House by himself to deprive 
the Commission of jurisdiction over construction of lines of 
railroads. He urged that action be taken on this measure. 

“The President of the United States, in an address before 
the National Society of the Daughters of the American Revolu- 
tion here this week, called attention to the growing evil of 
government by bureaus and commissions,” said he. “I trust 
that we may have the powerful influence of the President so 
to amend. this interstate commerce law so that another instance 
of arbitrary power may not be exercised by this Commission 
as was done in the Piedmont & Northern Railway case.” 


AUTOMATIC TRAIN CONTROL 


The Commission, in No. 13413, on petition of the Reading, 
has exempted certain of the locomotives of that company from 
the terms of the automatic train control device order of Janu- 
ary 14, 1924, when operating on main tracks required to be 
equipped with control devices. The locomotives exempted are 
work train engines and engines operating around Jenkinton, 
Oreland, Bethlehem, Glenside, Hatfield, Saucon Creek and 
North Wales, Pa., within restricted limits. 


GROUND LIMESTONE, REPARATION 


In the abstract of the Commission’s report in No. 19651, 
Trenton, N. J., Chamber of Commerce vs. Atlantic Coast Line 
et al. Traffic World, April 7, p. 839, it was stated that the 
Commission authorized the making of reparation by the waiving 
of the collection of undercharges. The exact finding of the 
Commission was that the applicable rate on ground limestone 
from Sparta, Tenn., to Paulsboro, N. J., was unreasonable, but 
not unduly prejudicial, to the extent it exceeded $7.48 per long 
ton, minimum weight 30 net tons, and that H. N. Richards Co. 
was entitled to reparation with interest. The Commission also 
found that the collection of outstanding undercharges might be 
waived. 


FINANCE APPLICATIONS 


Finance No. 6845. Commonwealth Telephone Co. of Wisconsin 
and other companies ask for approval of consoliadtion with the Com- 
monwealth of the telephone companies of the Union Telephone Co., 
Interurban Telephone Co., Wausau Telephone Co., Tomahawk Tele- 
phone Co., Marathon County Telephone Co., and of J. F. O’Connell, all 
in Wisconsin. 

Finance No. 6846. Illinois Commercial Telephone Co. and other 
companies ask approval of consolidation in the Illinois Commercial 
company of the Illinois Southern Telephone Co., the Commercial Tele- 
phone Co., the Boone County Rural Telephone Co., and the Belvidere 
Telephone Co., all in Illinois. 

Finance No. 6847. Chicago, Burlington & Quincy asks authority to 
acquire and operate an extension of its line of railroad in Leaven- 
worth, Kan., consisting of about 2 miles of line with appurtenant 
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tracks and terminals now owned and spasated by the Leavenworth 
& Topeka Railroad Co., at a cost of $165,000. 

nance No. 6851. Clinton-Oklahoma-Western Railroad Co. of 
Texas asks authority to issue $100,000 of capital stock to the Santa 
Fe, the proceeds to be used in the construction of a line from the 
Oklahoma-Texas state line to Pampa, Tex., a distance of 60 miles. 

Finance No. 6852. Atchison, Topeka & Santa Fe asks authority 
to acquire control of the Clinton and Oklahoma Western Railroad 
Co., which has been authorized by the Commission to build a line 
from Cheyenne, Okla., to the Texas state line, and also of the Clin- 
ton-Oklahoma-Western of Texas by purchase of capital stock, and 
the Panhandle & Santa Fe asks authority to acquire control of the 
eee and Oklahoma and of the Clinton-Oklahoma-Western by 
ease. 

Finance No. 6848. Live Oak, Perry & Gulf Railroad Co. asks 
— abandon less than 2% miles of line from a point near 
Mayo, .. to a point about 2 miles distant in an easterly direction, 

Finance No. 6850. Live Oak, Perry & Gulf Railroad Co. asks au. 
thority to abandon, that part of its line from a point near Scanlon, 
Fla., to a point about 8 miles distant therefrom. 


UNCONTESTED FINANCE CASES 


Report, certificate and order in Finance No. 6585 (1) authorizing 
the Superior & Southeastern Railway Co. to operate lines of railroad 
in Sawyer county, Wis., and (2) dismissing request for permission to 
retain excess earnings, approved. 

Report and order in Finance No. 6823, authorizing W. H. Bremner, 
receiver of the Minneapolis & St. Louis ilroad Co. to issue $1,475,000 
of receiver’s certificates to extend or renew certificates of a like prin- 
cipal amount maturing in April and May, 1928, approved. 

Second supplemental report and order in Finance No. 4101, author- 
izing the Maryland & Delaware Coast Railway (1) to issue and reissue 
from time to time within a period of two years from April 1, 1928, 
not enageee J $38,300 of promissory notes, and (2) to pledge and 
repledge within that period all or any part of $102,600 of first mortgage 
20-year sinking fund 6 per cent gold bonds, as collateral security for 
said notes, approved. 

Report and order in Finance No. 6816, authorizing the Fairport, 
Painesville & Eastern Railroad Co. to issue $300,000 of 10-year 6 per 
cent debentures, said debentures to be sold at not less than par and 
—_ interest and the proceeds used for corporate purposes, ap- 
proved. 

Report and order in Finance No. 6814, (1) authorizing the Cleve- 
land & Pittsburgh Railroad Co. to issue not exceeding $4,897,000 of 
general and refunding mortgage 414 per cent gold bonds, series A, to 
be delivered to the Pennsylvania Railroad Co. at par in reimburse- 
ment of a like amount of indebtedness due that company; and (2) 
authorizing the Pennsylvania Railroad Co. to assume obligation and 
liability as lessee and guarantor in respect of said bonds, approved. 

Supplemental report and order in Finance No. 6462 authorizing 
the Louisiana & Arkansas Railway Co. to renew from time to time 
a 5 per cent unsecured promissory note for $2,600,000, which matures 
May 1, 1928, the last renewai thereof to mature not later than De- 
cember 31, 1928. Approved. 


FINAL VALUATION REPORTS 


Valuation No. 220, Wildwood & Delaware Bay Short Line, opinion 
No. B-650, 135 I. C. C. 733-54, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found to 
a ' seca and of property used but not owned, $704, as of June 30, 

Valuation No. 1021, Maryland and Pennsylvania Railroad Co. et al., 
opinion No. B-648, 135 I. C. C. 669-716, final value for rate-making 
purposes of property of Maryland and Pennsylvania Railroad Co., 
owned and used for common carrier purposes, found to be $3,08%,500, 
and of property owned but not used, $3,410, and of that used but not 
owned, $523,202, as of June 30, 1918. Final value for rate-making pur- 
poses of property of the Maryland and Pennsylvania Terminal Rail- 
way Co., owned but not used, leased to the Maryland and Pennsyl- 
vania, found to be $500,000, as of June 30, 1918. 

Valuation No. 860, Kentucky & Tennessee Railway, opinion No. 
B-649, 185 I. C. C. 717-32, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
$693,948, as of June 30, 1918. 


CHANGES IN DOCKET 


Argument in No. 18650, Peninsula Produce Exchange vs. 
Pennsylvania R. R. et al., No. 18732, Andrews Bros. et al. vs. 
Penna. R. R. et al. and No. 19500, George L. Collins Co. et al. vs. 
Penna. R. R. et al., assigned for April 18, at Washington, D. C., 
was postponed to a date to be hereafter fixed. 

Hearing in No. 20716, Northwestern Terra Cotta Co., suc- 
cessors to the Denver Terra Cotta Co., et al. vs. C. B. & Q. RR. 
et al., assigned for April 17, at Denver, Colo., before Examiner 
Jewell, was canceled. 

Hearing in No. 20593, Los Angeles Soap Co. vs. A. T. & 
S. F. Ry. et al., assigned for April 17, at Los Angeles, Calif, 
before Examiner McGrath, was postponed to a date to be here- 
after fixed. ’ 

Finance No. 6718, Application Illinois Terminal Co. to ac 
quire control by lease of the railroads of the St. Louis, Troy & 
Eastern R. R. et al., was set for argument at Washington, D. C., 
April 20. 

Argument in No. 17567, Dallas Cotton Exchange et al. V8. 
A. & S. Ry. et al., assigned for April 20, at Washington, D. C. 
was canceled. 

Hearing in No. 20392, the Atlas Portland Cement Co. VS: 
Southern Ry., assigned for April 20, at Washington, D. C., before 
Examiner Binkley, was postponed to a date to be hereafter fixed. 

Argument in No. 17922, Carolina Bagging Co. vs. S. A. L. 
Ry. et al., assigned for April 18, at Washington, D. C., was 
postponed to a date to be hereafter fixed. 


GREAT LAKES NAVIGATION BILLS 


Representative Crosser, of Ohio, has introduced H. F. 
13032 and H. R. 13037, bills to amend the act of February 8 
1895, entitled “An act to regulate navigation on the Great Lakes 
and their connecting and tributary waters,” with respect to 
exhibition of lights by vessels. 
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EASTERN CLASS RATES 


Attorney-Examiner Howard Hosmer, in a proposed report in 
No. 15879, eastern class rate investigation, has recommended 
that the Commission remove the chaos practically everyone 
admits exists in class rates in Official Classification territory, by 
prescribing a 23-class basic scale, which, if adopted, will increase 
the first class rate between New York and Chicago from 142 
to 156 cents per 100 pounds. The proposal provides for a con- 
tinuance of higher levels in New. England, in northwestern IIli- 
nois, the northern part of Central Freight Association territory, 
in northern New York and in the mountainous territory on the 
line between Official and Southern Classification territories. 

Manufactured iron and steel articles are wholly eliminated 
from the case because there is no testimony as to how much of 
the carload traffic of that sort moves on class rates and how much 
moves on commodity rates. Questions raised in connection with 
that traffic are to be disposed of in the Hoch-Smith steel case. 
However, language is used in discussion of the less-than-carload 
rates on iron and steel which may be taken as indicating that 
Hosmer thinks the Commission should eliminate such rates, as 
was done in the southern class rate investigation. Hosmer 
discussed the subject in the light of a number of controlling 
cases, pointing out the lack of testimony on the subject of vol- 
ume moved on class and commodity rates; also the prevalence 
of less-than-carload commodity rates in some parts of the ter- 
ritory, while in other parts such traffic was subjected to fourth 
class rates. 

“Rates on manufactured iron and steel, in carloads, should 
therefore be deemed to be entirely removed from the instant 
investigation and in testing the effects of the proposed rates it 
should not even be assumed that the new fifth class rates will 
apply either as maxima or minima on iron and steel,” says the 
report. 


As to the commodity rates on iron and steel, Hosmer said 
that, although commodity rates were not within the scope of the 
investigation, it might readily be seen that a continuance of 
less-than-carload commodity rates, permanently, would tend to 
defeat one of the objects of this proceeding. On the subject 
of less-than-carload commodity rates, Hosmer quoted the lan- 
guage on that subject used in Southern Class Rate Investiga- 
tion, 100 I. C. C. 518, 642. That language the southern carriers 
construed as requiring them to cancel such rates. 


The proposed report is a printed volume of 165 pages. It 
is a condensation of nearly 12,000 pages of testimony and more 
than 1,000 exhibits. For the benefit of those desiring quickly 
to know the high points in the report, a short resume of them 
was given out with the report itself. The summary, however, 
is not to be regarded as an official document, but merely an 


attempt, in a few words, to give an idea of what the report is 
about. It follows: 


The proposed report recommends a distance scale of class rates 
for basic use throughout official classification territory in substantially 
the same manner as the scale prescribed for use in southern territory. 
The first-class rates proposed, however, are about 73 per cent of those 
prescribed for the south. The progression of the scale is briefly in- 
dicated by the following first-class rates: Five miles, 30c; 75 miles, 51c; 
a a ae 150 miles, 66c; 240 miles, 79c; 500 miles, $1.18; 900 

Below first class 22 classes are recommended with percentages 
ranging from 92.5 to 13. The present classes would have the follow- 
ing Percentages: second, 85; Rule 25 and third, 70; Rule 26, 55; fourth, 
50; fifth, 35; sixth, 30. 

Between points in northwestern Illinois, Zone C in Michigan, 
Zone B in New England, certain branch lines of the New York Cen- 
tral in northern New York and certain branch lines in Virginia, West 

irginia, and Kentucky, and other points in official territory rates ap- 
proximately 10 per cent higher than the basic level are proposed. 
N To and from certain branch lines of the Chesapeake & Ohio and 
orfolk & Western a still higher basis is proposed. 

kh Within Zone A in New England the proposed basis is 5 per cent 
igher and within Zone B 15 per cent higher than the basic level. 

t he Ulster & Delaware and Bangor & Aroostook are expected 
Tom the proposed findings. 

No specific basis is proposed for short lines. 

Distances are to be computed over shortest possible routes. 

Reasonable grouping would be authorized. 

_ Increases in rates on fruits and vegetables and dairy products 
would not be permitted under the proposed findings. 4 
N The report authorizes the grouping proposed by the carriers at 
ew York City and states the basis of rates in detail, following sub- 
stantially the rates proposed by the carriers. An allowance of 20 miles 
~ interchange across New York Harbor to and from New England 
S authorized. The report proposes to group Jersey City with New 
ae on New England traffic. The addition of constructive mileage at 
paltimore and Philadelphia is disapproved, and the report recommends 
“= distances on central points in those cities. 
Ch The report recommends that standard rail-lake rates to and from 
icago be made 85 per cent of the all-rail rates and rail-lake-rail 
rates via Chicago 90 per cent of the all-rail rates, but recommends 
no other findings as to water-rail rates. 


Adopting the Hosmer chronology, this is the fifth effort to 


bring about uniformity in what is known as Official Classifica- 


Proposed Reports in I. C. C. Cases 
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tion territory, or the eastern group, using the name given the 
carriers therein by the Commission when it revised rates up- 
ward after the end of federal control. The first was the adop- 
tion of the percentage system of grading the rates between 
New York and Chicago to and from the territory west of the 
line through Buffalo and Pittsburgh. The second was the adop- 
tion of the Official Classification which has been on the files of 
the Commission since its creation in 1887. The third was the 
making of the Central Freight Association scale and the fourth 
the prescription of a scale for the New England carriers. 

This, however, is the first effort to deal with the class rates 
in Eastern Trunk Line territory, also known as Trunk Line ter- 
ritory, as a whole. : 

Substantially, the first third of the volume is devoted to 
the history of the rate structure, the proposals of the carriers 
and the contentions of the parties. The case was instituted 
May 13, 1924, after it was agreed that there should be a gen- 
eral denial of fourth section relief. That denial was the result 
of the eastern carriers announcing, when the Commission started 
hearings on the fourth section applications filed in 1910, that 
they could not justify the departures. Hosmer said that the 
departures were not unfavorably affecting shippers as in other 
parts of the country and that the fourth section departures 
were not the cause of the institution of the case. He pointed 
out that as far back as 1918 the eastern roads, with the ap- 
proval of the Railroad Administration, began a study of the 
problem. Out of that grew a 10-class scale proposal submitted 
to the shippers in 1922. There was so much opposition to it, 
on the part of the shippers, Hosmer said, that nothing further 
than the suggestion of a scale was done about the matter until . 
the fourth section phase came up. Joint application was made. 
on April 30, 1924, by shippers and carriers for the investigation 
that was ordered in the following month. Actual denial of 
fourth section relief was not made until November, 1924. 

As in the Southern and Southwestern cases, the scales to 
be used in the making of the new rates are carried as ap- 
pendices to the report. They are tables for ready reference, 
by the tariff publishing agents in the compilation of new sched- 
ules. ‘The principles controlling the compilation of the tables 
carried in the appendices are shown in the proposed findings 
showing the relationship between.the classes, hereinafter set 
forth. The appendices are here omitted. Anyone interested 
in a particular rate, knowing the distance, the first class rate 
between New York and Chicago, and the relationship between 
the classes, can figure the new rate for himself, especially in 
view of the fact that in the resume hereinbefore set forth the 
definite relationships of the present classes in the new scale are 
set forth. 


Hosmer closes his discussion of many phases with a con- 
siderable review of the question of the relationship between the 
all-rail and the rail-and-water rates into the peninsula of Dela- 
ware, Maryland, and Virginia, frequently referred to as the 
eastern shore of Maryland and Virginia. Hosmer calls it the 
Delmarva peninsula, thereby giving recognition to the fact that 
Delaware also has territory in that arm of the continent between 
Chesapeake bay and the Atlantic ocean. 


The problem involved, Hosmer says, is complicated by 
the fact that the three subsidiary boat and rail lines of the 
Pennsylvania, which chiefly participate in that traffic, are in a 
precarious financial condition, showing substantial operating 
deficits year after year. A foreclosure suit, he points out, has 
recently been brought against the Baltimore, Chesapeake & 
Atlantic. He also refers to the fact that when, in 1916, the 
Commission, in Steamer Lines on Chesapeake Bay, 35 I. C. C. 
692, denied permission to the railroad to operate boats, no one 
could be found willing to undertake the operation of the water 
lines. Therefore the order requiring the railroad to divest it- 
self of the ownership and operation of the boats has never 
been enforced. 


On account of that situation Hosmer suggests that if, after 
the all-rail rates have been revised as a result of this proceed- 
ing, Baltimore shippers, who made representations on the sub- 
ject at length, are not satisfied with such readjustment of the 
water-rail rates as the Pennsylvania may voluntarily make, 
they will be at liberty to file complaints with the federal com- 
mission and the Maryland commission. The traffic is predom- 
inantly intrastate. Therefore, he says, such complaints will be 
peculiarly suitable for handling under the co-operative plan, 
which is not being followed in this proceeding. 

The territory to be covered by the new rates, whether they 
be the ones recommended by Hosmer or some other, are to cover 
about 12.4 per cent of the area of the United States containing 
51 per cent of the population, having 52.4 per cent of the wealth 
of the country and producing 71 per cent, in value, of the manu- 
factured goods of the country. 
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Roughly speaking, the carriers proposed a scale built upon 
the percentage of class relationships in effect in C. F. A. and 
New England territories with an eye to the preservation of the 
present fifth class rate on account of the enormous iron and 
steel tonnage moving upon the fifth class rates. The result of 
that was a first class rate of 161 cents between New York and 
Chicago, that figure being necessary for the preservation of some 
of the features in the present adjustment deemed essential. 
They also justified the higher level on the ground of difficult 
operating conditions in Trunk Line territory, due to the moun- 
tainous character of much of the terrain. They proposed three 
other scales intended to apply to the thinner traffic density 
territory in northwestern Illinois, the northern part of the south- 
ern peninsula of Michigan, northern New York, New England 
and the southern part of the territory served by the Chesapeake 
& Ohio, Norfolk & Western, Virginian and branch lines of the 
more northern trunk line. Great differences of opinion prevailed 
among the carriers. 

Committees of shippers, representing New England and 
Trunk Line territories, proposed a 30-class scale running down 
from 100 per cent for first class to 15 per cent for the thirtieth 


class. The recommendations made by Attorney-Examiner Hos- 
mer are: 


1. That for the future class rates in official territory should 
embrace scales bearing the following percentage relations to the 
first class rates prescribed in this proceeding: 

100 92.5 85 77.5 70 65 60 55 50 45 40 = 87.5 

35. 32.5 30 27.5 25 22.5 20 17.5 16 14.5 13 

2. That the present classes, first to sixth, inclusive, should bear 
peceniage relationships to the first-class rates herein prescribed as 
ollows: yy ; 

Present class 1 2 R-25 3 R-26 4 5 6 
rn ene en 100 85 70 70 55 50 35 30 

3. That maximum reasonable class rates for interstate applica- 
tion on standard lines between all points in official territory, except as 
otherwise provided by subsequent findings, would be rates determined 
by the distance scale of first-class rates set forth in Appendix E and 
the class percentages prescribed in findings 1 and 2; and that for the 
purpose of this and subsequent findings all class I carriers, except 
the Ulster & Delaware and the Bangor & Aroostook, all other car- 
riers under common control or management with such class I car- 
riers, and all switching and terminal carriers shall be considered 
standard lines. 

4. That in computing distances for the application of the distance 
scales to be prescribed in this proceeding the shortest routes should 
a over which carload traffic can be moved without transfer of 
ading. 


5. That maximum reasonable class rates for interstate applica- 
tion on standard lines between points in zone A in New England are, 
and for the future will be, rates determined by the distance scale of 
first class rates set forth in Appendix G and the class percentages 
prescribed in findings 1 and 2. 


6. That maximum reasonable class rates for interstate applica- 
tion on standard lines between points in zone B in New England are, 
and for the future will be, rates determined by the distance scale of 
first-class rates set forth in Appendix H and the class percentages 
prescribed in findings 1 and 2; that maximum reasonable class rates 
between such points and points in central and trunk line territories 
are, and for the future will be, rates determined by the distance scale 
of class rates set forth in Appendix E hereto, plus arbitraries deter- 
mined by the scale set forth in Appendix F hereto for that portion 
of the distance in zone B; and that maximum reasonable class rates 
for interstate application on standard lines between points in zone B 
in New England and points in zone A in New England are, and for 
the future will be, rates determined by the distance scale of class 
rates set forth in Appendix G, plus arbitraries determined by the 
scale _ forth in Appendix F hereto for that part of the distance in 
zone B. 


7. That the maximum reasonable class rates for interstate appli- 
cation between points on branch lines of the Baltimore & Ohio south 
of its main line from Washington, D. C., to Parkersburg, W. Va., 
except the Ohio River branch, on the Western Maryland south of West 
Virginia Central Junction, on the Greenbrier division, and the Ash- 
land-Louisville line of the Chesapeake & Ohio, and the Manassas- 
Harrisonburg branch of the Southern, and other points in official ter- 
ritory are, and for the future will be, rates determined by the dis- 
tance scale of class rates set forth in Appendix E hereto, plus arbi- 
traries determined by the scale set forth in Appendix F hereto for 
— past of the distance included in the lines and branches herein 
referred to. 


8. That the maximum reasonable class rates for interstate appli- 
cation between points on branch lines of the Virginian and the Nor- 
folk & Western in Virginia and West Virginia, other than the Shen- 
andoah division of the Norfolk & Western, and of the Chesapeake 
& Ohio in Virginia, West Virginia and Kentucky, other than the Vir- 
ginia Air Line branch, the Greenbrier division, and the Ashland- 
Louisville line, and other points in official territory are, and for the 
future will be, rates determined by applying the distance scale set 
forth in Appendix E between the latter points and main-line junc- 
tions and adding thereto arbitraries set forth in Appendix I for the 
distances included in the branch lines herein referred to. 

9. That maximum reasonable class rates for interstate applica- 
tion between points on branch lines of the New York Central north of 
its main line and east of Oswego, except the line from Woodard to 
Massena, in northern New York and other points in official territory 
are, and for the future will be, rates determined by the distance scale 
of class rates set forth in Appendix E hereto, plus arbitraries deter- 
mined by the scale set forth in Appendix F for that part of the dis- 
tance which includes the lines herein referred to. 

10. That maximum reasonable class rates for interstate applica- 
tion between points in zone C in Michigan and other points in official 
territory are, and for the future will be, rates determined by the dis- 
tance scale of class rates set forth in Appendix E hereto, plus arbi- 
traries determined by the ‘scale set forth in Appendix F for that part 
of the distance lying in zone C. 

11. That maximum reasonable class rates for interstate application 
between points on or west of the line of the Atchison, Topeka & 
Santa Fe from Chicago to Pekin, Ill., and the Illinois River from 
Pekin to its mouth and other points in official territory are, and for 
the future will be, rates determined by the distance scale of class 
rates set forth in Appendix E hereto, plus arbitraries determined by 
the scale set forth in Appendix F for that part of the distance lying 
west of said line of the Atchison, Topeka & Santa Fe and the Illinois 
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River or for such part of the distance as may include any portion of 
said line of the Atchison, Topeka & Santa Fe. 

12. That fruits and vegetables, moving on class rates in official ter- 
ritory, are affected by depression and that no general increase in the 
rates on these commodities would be justified at the present time; 
and that dairy products should be excepted from application of the 
rates prescribed in this proceeding pending the disposition of formal 
complaints relating to rates on dairy products in official territory. 

13. That maximum reasonable class rates for interstate applica- 
tion, to, from, or between points on lines other than standard lines, 
as defined in proposed finding 3, in official territory are, and for the 
future will be, the maximum reasonable class rate prescribed for 
standard lines, plus distance arbitraries similar to those set forth in 
Appendix F, but not necessarily having the same level. 

14. That class rates to and from New York City and its environs 
should be constructed on the bases set forth in Appendix J. 

15. That in computing rates via routes including an interchange 
movement across New York Harbor by car float or partly by car float 
and partly by rail 20 miles for such interchange should be added to 
the distances to and from the railheads. J 7 

16. That rates to and from the proposed Philadelphia group on 
long-haul traffic for distances beyond 80 miles should be based on 
actual distances to or from the freight station of the Pennsylvania 
at Broad Street and Washington Avenue, the freight station of the 
Reading at Broad and Callowhill Streets, or the freight station of the 
Baltimore and Ohio at Twenty-fourth and Race Streets; that rates 
on short-haul traffic in trunk-line territory for distances of 80 miles 
and less to and from points in Group 1 should be based on actual 
distances to and from the same stations; and to and from points in 
Group 2 on actual distances to and from the Pennsylvania’s freight 
station at Second and Stevens Streets, Camden, and the Reading's 
Bulson Street freight station, Camden; and that rates between points 
in Groups 1 and 2 should _be based on the distance of 20 miles. 

17. That rates to and from points in the Baltimore group should 
be based on actual distances to and from the Camden freight station 
of the Baltimore & Ohio, the Calvert freight station of the Pennsyl. 
vania, and the Hillen freight station of the Western Maryland. 

18. That the standard rail-lake class rates between New England 
and trunk-line territory on the one hand and Chicago on the other 
hand over standard rail-lake routes are, and for the future will be, 
unjust and unreasonable to the extent that they exceed, or may 
exceed, 85 per cent of the contemporaneous all-rail rates between 
the same points; that the standard rail-lake-rail class rates between 
New England and trunk-line territory on the one hand and points in 
central territory on the other hand via Chicago over existing standard 
rail-lake-rail routes via Chicago are, and for the future will be, 
unjust and unreasonable to the extent that they exceed or may exceed 
90 per cent of the contemporaneous all-rail rates between the same 
points. 


EGG RATE CASE 


Examiner E. H. Kerwin has recommended the dismissal 
of No. 19606, Lemmon Grocery & Produce Co. vs. Chicago, Mil- 
waukee & St. Paul, on a finding that the rate on eggs, carloads, 
from Lemmon, S. D., to Chicago, Ill., Milwaukee, and Waterloo, 
Wis., is not unreasonable. 


STEEL BOILER TUBE RATES 


Examiner William A. Maidens has recommended the dis- 
missal of No. 20239, Babcock & Wilcox Co. vs. Pennsylvania 
et al. on a finding that the rates on steel boiler tubes, from 
Morado, Pa., to Cleveland and Lorain, Ohio, are not unreasonable 
or otherwise unlawful. The report covers a subnumber, Same 
vs. Pennsylvania. 


CHARGES ON OATS 

A finding of inapplicability and an award of reparation have 
been recommended by Examiner F. A. Christoph in No. 20075, 
Benson-Quinn Co. vs. Director-General et al., as to the reconsign- 
ment charges on eight carloads of oats, originating at points 
in South Dakota and Minnesota and held in cars on track for 
officials inspection and disposition orders incident thereto at 
Willmar, Minn., in 1919. In Flanley Grain Co. vs. Director- 
General, 89 I. C. C. 33, the examiner said, the Commission found 
that similar reconsignment charges were inapplicable and 
awarded reparation. Christoph said the Commission should find 
that the claims on two cars of oats were barred. 


WOOL RATES EASTBOUND 


In a proposed report in No. 18194, Boston Wool Trade As 
sociation vs. Ahnapee & Western et al., Examiner Henry B. 
Armes, said the Commission should find the rates on wool and 
mohair, in the grease, in carloads, from points in Iowa, Mis- 
souri and Minnesota, to Boston, Mass., were, and from points in 
Minnesota are and for the future will be unreasonable to the 
extent they exceeded, exceed, or may exceed the sum of the 
proportional fourth class rates from the points of origin to the 
west-bank Mississippi River crossings plus a proportional com- 
modity rate of 92 cents beyond, but not otherwise unlawful; 
that the present rates from points in Iowa and Missouri are 
not unreasonable or otherwise unlawful and that the rates as 
sailed from points in Wisconsin and Michigan have not been 
shown to be unreasonable or otherwise unlawful. 

The report also covers No. 17447, Chicago Wool Trade 
Association vs. Baltimore & Ohio et al. In that case the exalt 
iner said the Commission should find that the rates from Iowa 
were, are, and for the future will be unreasonable and unduly 
prejudicial to the extent they exceeded, exceed, or may exceed 
the proportional fourth class rates to west-bank MississipP! 
River crossings plus proportional commodity rates to the fol- 
lowing destinations: To Lawrence, Hudson, Gilbertville, and 
Olneyville, Mass., and Providence, R. I., 92 cents; to New York, 
N. Y., 88 cents; to Philadelphia, Pa., 86.5 cents; to Albany, N. 
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y., 84.5 cents; to Utica, N. Y., 90 cents; to Syracuse, N. Y., 74 
cents; to Rochester, N. Y., 67 cents; and to Buffalo, James- 
town, and Falconer, N. Y., 65.5 cents. 

Reparation was awarded to persons named in both cases. 


RATES ON BALED HAY 


Examiner Philip S. Peyser has recommended dismissal in 
No. 19887, Allendale Grocery Co. vs. Atlantic Coast Line et al., 
on a finding that rates on baled hay, carloads, from points of 
origin in New York, Pennsylvania, Maryland, Vermont, and the 
Dominion of Canada to Allendale, S. C., were not and are not 
unreasonable or unduly prejudicial. Competitors at Bamberg, 
Orangeburg, Columbia, Beaufort and Charleston, 8. C., and 
Augusta and Savannah, Ga., were alleged to be preferred. The 
examiner said the rates assailed appeared to be properly ad- 
justed with relation to the rates to the alleged preferred points 
and were not unduly prejudicial to complainant. He said earn- 
ings under the assailed rates were as low as was compatible 
with the maintenance of adequate transportation service. 


AGRICULTURAL LIMESTONE RATES 


Examiner W. R. Brennan, in a proposed report in No. 20039, 
National Motor & Supply Co. vs. Ann Arbor et al., has recom- 
mended that the Commission find unreasonable but not other- 
wise unlawful rates on agricultural limestone from Gibsonburg, 
0., to points in Michigan, and award reparation. The proposed 
finding is that the rates were, are and for the future will be 
unreasonable to the extent that they exceeded, exceed or may 
exceed the rates set forth in an appendix, distances to be com- 
puted via the shortest routes over which carload traffic can be 
moved without transfer of lading. The rates in the appendix 
run from 115 cents per net ton for 40 miles and under to 200 
cents for 325 miles and over 300 miles, graduated in 10, 15, 20 
and 25-mile blocks, 5 cents being added for each block. The 
10-mile blocks end at 100 miles, the 15-mile blocks at 145 miles, 
the 20-mile blocks at 225 miles, and the 25-mile blocks at 
325 miles. 


RATE ON GLASS MILK BOTTLES 


In a proposed report in No. 19962, Berney Bond Glass Co. 
vs. New York Central et al., Examiner J. H. Smith has recom- 
mended that the Commission find that the rate on glass milk 
bottles, carloads, from Clarion, Pa., to Westmount Station, 
Montreal, Quebec, was, is and for the future will be, in so far 
as the transportation takes place within the United States, 
unreasonable to the extent that it exceeded, exceeds or may 
exceed 35.5 cents, and award reparation. Charges were col- 
lected at a combination rate of 52.5 cents. 


LIVE POULTRY MISROUTED 


Examiner Lewis L. Prout, in a proposed report in No. 20216, 
Levit & Woorman vs. M-K-T of Texas et al., has recommended 
that the Commission find that a carload of live poultry from 
Taylor, Tex., consigned to Philadelphia, Pa., and diverted to 
Jersey City, N. J., was misrouted by the Pennsylvania and that 
complainants are entitled to reparation from the. Pennsylvania 
in the sum of $46.80, with interest. 


COPPER PASTEURIZING COILS 


Dismissal has been recommended by Examiner Lewis L. 
Prout in No. 20268, Creamery Package Mfg. Co. vs. Boston & 
Maine et al., on a finding that rates on copper pasteurizing 
coils from points in official, southern and western classification 
territories to Fort Atkinson, Wis., were applicable and not un- 
reasonable. Complainant contended that the coils involved 
were worn out; that they could not be used and had no value 
except as scrap copper and that they actually were cut to 
pieces and remelted. 

“It is well settled that to come within the description of 
Scrap metal of value for remelting purposes only, the articles 
may not be shipped in their original form but must be reduced 
to fragments, scrap or pieces, so as to render them useless for 
any other purpose than remelting,” said the examiner. “See 
Hyman-Michaels Co. vs. N. & W., 126 I. C. CG. 195.” 


PETROLEUM PRODUCTS RATES 


In a proposed report in No. 19727, Rio Grande Oil Co. et 
al. vs. Santa Fe et al., Examiner E. H. Kerwin has recommended 
that the Commission find unreasonable the rates on refined 
oil, in carloads, from points in southern California to destina- 
tions in Arizona and award reparation. He has recommended 
a similar finding in respect of rates on distillate, carloads, from 
Los Angeles, Calif., to Phoenix and Kingman, Ariz., in effect on 
and after August 6, 1926, and also an award of reparation. 

._ Kerwin said the Commission should find the rates on refined 
oil unreasonable from and to the list of stations shown in an 
appendix, except Holbrook, Ariz., to the extent they exceeded 
80 cents and to Holbrook to the extent they exceeded 93 cents; 
and that the rate on distillate from Los Angeles to Phoenix and 
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Kingman, Ariz., was unreasonable to the extent it exceeded 64 
cents on and after August 6, 1926. 

The examiner said that on account of the large number of 
shipments the case should be set for further hearing solely 
for a determination of the reparation to be made. 


RATES ON COAL 


Examiner W. M. Carney has proposed the dismissal of No. 
19992, Cincinnati Builders’ Supply Company et al. vs. Baltimore 
& Ohio et al., on a finding that the rates on coal, from points in 
Kentucky, West Virginia, and Virginia to Bridgetown and Chev- 
iot, O., are not unreasonable or otherwise unlawful. The rates 
were alleged to prefer, unduly, competitors of the complainants 
located within the Cincinnati switching district. The points 
in Ohio mentioned are beyond Cincinnati. They take rates 
higher than those to Cincinnati. Carney said that in effect the 
complaint sought the extension of the Cincinnati switching 
district. 


PICKLES IN BRINE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. H. Smith in No. 20282, 
Pepin Pickling Company vs. Chicago & North Western, as to 
the rate and charges thereon on a carload of pickles in brine, 
in casks, shipped from Rice Lake, Wis., to Winona, Minn., in 
1923. Smith said the rate should be found unreasonable to the 
extent it exceeded 26.5 cents. He said no condition or factor 
of record justified the maintenance of a higher rate from Rice 
Lake to Winona, 215 miles, than from Rice Lake to Albert Lea, 
a distance of 265 miles over the short-line route. A fifth class 
rate of 33.5 cents was assessed. Later the rate was reduced to 
25.5 cents, on a 36,000 pound minimum and to 23.5 cents on a 
50,000 minimum. 


MORE RAIL SERVICE PROPOSED 


A proposed report in an unusual case has been submitted 
by Special Examiner C. A. Rice, attached to the Commission’s 
bureau of service, in No. 20562, Johannesburg Manufacturing 
Company vs. Michigan Central. Rice has recommended that 
the Commission find inadequate and unreasonable the semi- 
weekly train and switching service accorded the complainant 
at Johannesburg, Mich., by the defendant and the ordering of 
tri-weekly train and switching service in the period between 
December 15 and April 1 so long as complainant’s mill con- 
tinues to operate as at present unless the complainant and the 
defendant can agree upon some reasonable plan for the re- 
moval of loaded cars and the placing of empties on days when 
there is no train or switching service. In the event they can 
agree the service may be reduced to two days per week. 

The complainant operates a mill at Johannesburg in the 
production of lumber and other forest products. The complaint 
alleges that the semi-weekly train and switching service af- 
forded by the Michigan Central is inadequate in violation of 
paragraphs 4, 9 and 11 of section 1 of the interstate commerce 
act. Tri-weekly service was sought between December 15, 1928, 
and April 15, 1929, or semi-weekly service with compensation 
to the complainant for necessary switching by it of railroad 
cars to and from the loading points, so long as manufacturing 
operations continued. They are expected to come to an end in 
the spring or summer of next year. 

Johannesburg is at the end of a branch line of the defend- 
ant, 13.6 miles long. The complainant has a logging road and 
uses a locomotive engine in the summer to bring in logs. 
Horses and sleds are used when there is enough snow in the 
northern part of the lower peninsula of Michigan where the 
mill is located. 

The finding proposed by the examiner covers two periods. 
The first is that between December 15 and April 1. The other 
is for the rest of the year. The first period recommendation is 
for three trains per week, “with the qualification that the train 
service may be reduced to two trains weekly provided that the 
complainant and defendant can devise and agree upon some 
reasonable plan for the removal of loads and placing of empties 
on days when no train service is operated.” The second part 
of the finding is that in other periods of the year that reason- 
able service will constitute tri-weekly train and switching serv- 
ice, or in lieu thereof, semi-weekly service “plus an allowance 
to complainant covering the cost of necessary placement of 
empties and removal of loads on days when no train is op- 
erated,” the allowance to be published in a tariff. 

Rice said the record did not clearly show what train serv- 
ice would be required after manufacturing operations were fin- 
ished, hence no finding was proposed in that respect. 


CHICAGO COAL CASES 


In a report on No. 11224, Chicago Coal Merchants Asso- 
ciation vs. Director-General, Sante. Fe et al.; a sub-number 
thereunder, Same vs. Same; and No. 18504, Same vs. Chicago 
& Northwestern, on further hearing, Examiner E. M. Steer has 
proposed the affirmation of the last previous findings regarding 
rates on coal from various producing regions to points in 
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and adjacent to the Chicago switching district, with modifica- 
tions. Previous reports are in 73 I. C. C. 161, 89 1. C. C. 187, 
and 123 I. C. C. 169. Steer has recommended the denial of 
reparation on shipments to Weber, IIll., and the dismissal of 
the complaint in No. 18504, respecting deliveries within the 
corporate limits of Evanston, IIl. 

Steer reviewed the outstanding facts in the long continued 
controversy as to the rates to be charged within the switching 
limits and adjacent territory which the Commission has under- 
taken to settle by zoning the territory and prescribing spreads 
in rates for deliveries in the different zones. In disposing of 
this case he said: 


The first decision respecting the maintenance of differentials in 
the plus zones was reversed by the second decision, and the latter was 
in turn reversed by the last decision. The question has been thor- 
oughly considered by the Commission, and its last decision should 
be permitted to stand unless changed conditions or other evidence in- 
troduced at the further hearing require a change of conclusion. 

The principal change in conditions shown on further hearing is 
the increased tonnage of coal handled by the Milwaukee, together 
with the change in its attitude toward the maintenance of differ- 
entials in the plus zones. These changes are important, but they 
do not necessarily prove that the maintenance of differentials in 
the plus zones are unduly prejudicial or otherwise unlawful. Nor 
does the fact that the difficulties affecting deliveries in the plus zones 
also affect deliveries in the free zone, as well as other traffic gen- 
erally, show that the last decision was erroneous. It is not denied 
that the North Western and other delivering lines are in need of 
the additional revenue afforded by the plus charges. The sugges- 
tion that they should secure an increase in their divisions of the 
joint rates may not be feasible. Certainly that question can not 
be determined upon this record. It is equally certain that the elimina- 
tion of the plus zones would increase the hump in the rates at 
the district line, unless the rates to points north of the district are 
also reduced. The record does not warrant reducing the latter rates. 

The Commission should affirm its last previous findings regard- 
ing the rates to the points here under consideration both within and 
without the Chicago switching district, except the zone boundary 
line on Irving Park Boulevard should be changed so that the North 
Western’s lines over which traffic moves via Mayfair to deliveries 
south of that boulevard will be included in the free zone on bituminous 
coal and the 10-cent zone on anthracite coal, and the rates to Weber 
should be restored to thé same basis as applies to Rogers Park and 
other points in the same zone. 

There remains for consideration' the Illinois Brick Company’s 
claim to reparation. The rates charged to Weber were in accord- 
ance with the Commission’s last decision, they were not unreason- 
able, and the intervener named has not shown special damage from 
any undue prejudice. Reparation should therefore be denied. 

The complaint in No. 18504 should be dismissed. 





OPERATION ABANDONMENT 

Examiner Haskell C. Davis, in finance No. 6412, abandon- 
ment of operation of line by Chicago, Rock Island & Pacific, 
has recommended that the Commission permit the abandonment 
of operation, by the Rock Island and the Choctaw, Oklahoma & 
Gulf of the 3.412 miles of railroad between Newport and Jack- 
sonport, Ark. The Rock Island applied for permission to aban- 
don operation and both applicants asked permission to abandon 
the line. 

The property is owned by the White & Black River Valley 
Railway Co. It was leased, in 1900, to the Choctaw for 80 years. 
In 1904 the Choctaw leased its property, including the leasehold 
interest in the White and Black Valley, to the Rock Island for 
999 years. The capital stock of the White & Black Valley is 
pledged to a trustee under a mortgage. Neither the owner nor 
the trustee assented to the applications. 

Davis said the Commission should find that it was without 
authority to authorize the abandonment of a lessor’s property 
without its consent, upon the application of a lessee. 

Davis said the line was washed out recently and that no 
reason appeared why the applicants should be required to spend 
large sums to rehabilitate a line which was so little used by the 
public as this one, the line producing a deficit for many years 
before the washout. 


SUSPENDED TARIFFS 


In I. and S. No. 3093, the Commission has suspended from 
April 15 until November 15 schedules as published in the fol- 
lowing tariffs: Cleveland, Cincinnati, Chicago & St. Louis, sup- 
plement No. 32 to I. C. C. No. 8182; supplements Nos. 2 and 3 
to I. C. C. 8428. The suspended schedules propose changes in 
rates on sand, gravel and crushed stone, from points in Indiana 
to destinations in Illinois on the Cairo division of the C. C. C. 
& St. L., resulting in both increases and reductions. The follow- 
ing is illustrative: 


Rates in cents per net ton, from Greencastle, Ind., to Robinson, 
Ill., present 88, proposed 86; Mt. Carmel, Ill., present 88, proposed 95; 
Eldorado, Ill., present 101, proposed 113, on crushed stone. From Kern, 
Ind., to Robinson, Ill., present 81, proposed 86; Mt. Carmel, Ill., present 
101, Serra 95; Eldorado, Ill., present 113, proposed 113, on sand and 
gravel. 


In I. and S. No. 3094, the Commission has suspended from 
April 15 until November 15 schedules as published in supplement 
No. 25 to Johanson’s I. C. C. No. 1905. The suspended schedules 
propose to cancel routing over the Kansas City Southern Rail- 
way via Shreveport, La., in connection with joint through rates 
on grain and related commodities moving from western points 
to points on the St. Louis Southwestern Railway in Louisiana, 
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which would leave in force only higher combination rates op 
shipments moving via Shreveport. 

In I. and S. No. 3097, the Commission has suspended from 
April 18 until November 18 schedules as published in Chicago, 
Burlington & Quincy I. C. C. No. 17018. The suspended sched. 
ules propose to restrict the application of the combination rule 
on lumber and articles grouped therewith between points ip 
Missouri River territory and points west thereof so as not to 
apply where joint through rates are in effect from point of 
origin to destination via any route to which the C. B. & Q. R.R. 
is a party. 

In I. and S. No. 3095 the Commission has suspended, from 
April 15 until November 15, schedules as published in Supple. 
ments Nos. 1 and 2: to Kansas City Southern Tariff I. C. C. No. 
4571, Supplement No. 3 to Missouri Pacific Tariff I. C. C. No. 
A7166, Supplement No. 13 to Texas & New Orleans Tariff I. C.¢. 
No. 4554B, and Supplement No. 4 to Texas & New Orleans Tariff 
I. C. C. No. 4607B. The suspended schedules propose to revise 
the rates on import and coastwise shipments of newsprint paper, 
carloads, from. Lake Charles, La., to Shreveport, Monroe and 
Ruston, La. The following statement, is illustrative: 


Rates in cents per 100 pounds 

From Lake Charles, La. 

To— Present Proposed 
RII, SUMMERS aie iorore 55:0 0e oii Glare) @ Clviele: wine sersomneaen 2 Bee 
PN FENG Su:dern vee slatic. bederwdlewenepeaweldemenesien 27 38.5 
BE ES. ecard sinpwerasces sucatewoee cetlpeenticons 61 38.5 


In I. and S. No. 3096 the Commission has suspended, from 
April 15 until November 15, schedules as published in Chicago, 
Rock Island & Pacific Tariff I. C. C. No. C11752. The suspended 
schedules propose to increase the minimum weight on mixed 
carloads of grain, grain products, hay and straw, from 24,000 
pounds to 40,000 pounds, or higher, depending upon the size 
of car, on traffic moving from Memphis, Tenn., to C. R. I. & P. 
Ry. stations in Arkansas east of Little Rock and south of New- 
port, Ark. 


COMMISSION ORDERS 


No. 20003, The Colorado and New Mexico Coal Operators’ 
Assn. vs. Burlington et al. and No. 20329, Board of Railroad 
Commissioners of State of South Dakota vs. Burlington et al. 
Public Service Commission of State of Wyoming permitted to 
intervene. 

No. 17806, J. R. Blair et al. vs. Big Four et al. Defendants’ 
petition for rehearing or reconsideration denied. 

No. 18065, Quinton Spelter Co. vs. Fort Smith & Western 
et , Defendants’ petition for reconsideration and modification 
denied. 

No. 16827, Commercial Club of Fargo, N. D. et al. vs. Great 
Northern et al., and No. 16956, Grand Forks Commercial Club 
vs. Great Northern et al. Complainants’ petitions for reargu- 
ment denied. 

No. 19661, Pine Blume Lumber Co. vs. Seaboard Air Line. 
Complainant’s petition for resubmission of argument denied. 

No. 19010, Chapman-Price Steel Co. vs. Baltimore & Ohio 
et al. Complainant’s petition for rehearing denied. 

No. 19123, Acme Brick Co. vs. Gulf et al, and No. 19780, 
Cargill Commission Co. vs. Director General, as agent. Com- 
plainant’s petition for rehearing denied. 

No. 20719, Omaha Chamber of Commerce, Traffic Bureau, 
vs. Chicago & North Western et al. John Morrell & Co., Jacob 
E. Decker & Sons, the Rath Packing Co., and T. M. Sinclair 
& Co., Ltd., permitted to intervene. 

The petition of Agent Fonda filed in application No. 13271, 
for a reconsideration and modification of fourth section order 
No. 9716, commodity rates to Gulf ports, entered January 6, 
1928, in said application, has been denied. 

No. 14938, Indiahoma Refining Co. vs. Alton & Southern 
et al.; No. 15399, Corporation Commission of North Carolina vs. 
Aberdeen & Rockfish et al.; No. 17515, Tuscaloosa Chamber of 
Commerce vs. Mobile & Ohio; No. 19848, Dudley Bar Co. Vs. 
Illinois Central et al.; No. 20236, Walter Erman & Co., Inc. 
vs. Baltimore & Ohio Chicago Terminal et al.; No. 20650, 
Quanah, Acme & Pacific vs. Pecos & Northern Texas et al.; and 


No. 20663, Los Angeles Soap Co. vs. Southern Pacific. Com- - 


plaints dismissed upon complainants’ request. 
No. 18843, Ochs Brick & Tile Co. et al. vs. Chicago & 
North Western et al. The order entered in this proceeding on 


- February 17, 1928, which was by its terms made effective May 


15, 1928, has been modified so that it will become effective on 
June 15, 1928, on 30 days’ notice. 

No. 19359 (and Sub. Nos. 1 to 5, incl.); Cameron Auto Co. 
vs. Texas & Pacific et al. Complaints in these proceedings 
dismissed for want of prosecution. 

No. 20229, Aycock-Holley Lumber Co. vs. Atlantic Coast Line 
et al., and No. 20259, H. P. Wasson & Co. vs. Burlington et al. 
Complaint having been satisfied, same is dismissed. 

Finance No. 6783, in the matter of the joint application of 
the Texas & New Orleans and Morgan’s Louisiana & Texas 
R. R. & Steamship Co. for a certificate of public convenience 
and necessity authorizing them to acquire and construct lines 
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of railroad in La Fourche Parish, La. Texas & Pacific per- 
mitted to intervene. 

No. 20800, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. Anglo Canadian Pulp 
& Paper Mills, Ltd.; Brompton Pulp and Paper Co., Ltd.; Can- 
ada Paper Co., Ltd.; Canadian Export Paper Co., Ltd.; Donna- 
econa Paper Co., Ltd.; Laurentide Co., Ltd.; Port Alfred Pulp 
& Paper Corp.; St. Maurice Valley Corp.; and Guy Tombs, 
Ltd., permitted to intervene. 

Finance No. 4959, extension by Quanah, Acme & Pacific. 
The time prescribed in said certificate as extended within 
which the Quanah, Acme & Pacific shall complete the construc- 
tion of the extension of the line of railorad therein authorized 
has been further extended to July 1, 1928. 

No. 15232 (and Sub. 1), Swift & Co. vs. Santa Fe et al.; 
No. 15379, Hammond Packing Co. et al. vs. Santa Fe et al.; 
and No. 19147, Aetna Foundry Co., Inc., et al. vs. Atlantic City 
et al. Complaints dismissed upon complainants’ request. 

No. 15516, Atlas Portland Cement Co. vs. Bangor & Aroos- 
took et al., and I. and S. 2013, cement from Eastern Trunk Line 
points to New England. These proceedings are reopened for 
purpose of being embraced in a proposed report with No. 18112, 
Atlas Portland Cement Co. vs. Central Railroad of New Jersey 
et al., and such further proceedings as are had in the last-men- 
tioned case. 

No. 20576, Artesia Alfalfa Growers’ Assn. et al. vs. Santa 
Fe et al., and No. 20637, Pine Bluff Chamber of Commerce for 
Arkansas Power and Light Co. et al., vs. Alton & Southern 
et al. Complaint dismissed upon complainants’ request. 

No. 19930, Simmons Co. vs. Staten Island Rapid Transit 
Co. et al. Complaint dismissed upon complainant’s request. 

No. 20349, Arthur R. Baxter vs. Santa Fe et al. Complaint 
having been satisfied same is dismissed. 

No. 19873, Willamette Iron & Steel Works vs. Spokane, 
Portland & Seattle et al. Complaint dismissed for want of 
prosecution. 

No. 20545 (Sub. 4), Great Northern Paper Co. vs. Baltimore 
& Ohio et al. Publishers’ Assn. of New York City and American 
Newspaper Publishers’ Assn. permitted to intervene. 

No. 16321, State Corporation Commission of Virginia vs. 
Aberdeen & Rockfish et al. Proceeding reopened for further 
hearing. 

No. 18514, Acme Coal Co. et al. vs. Baltimore & Ohio et al. 
Proceeding reopened for further hearing at such time and place 
as Commission shall hereafter direct. 


No. 18738, North Dakota Mill & Elevator Assn. et al. vs. 
Northern Pacific. The order entered in this proceeding on 
February 7, 1928, and which provides for the establishment of 
the rates therein prescribed on or before April 16, 1928, upon 
the filing and posting of tariffs on not less than five days’ notice, 
has been modified so as to require the establishment of the 
rates prescribed on or before April 21, 1928, upon not less than 
five days’ notice to the Commission and to the general public. 

No. 20690, St. Regis Paper Co. et al. vs. Alabama Great 
Southern et al. Lexington Board of Commerce of Lexington, Ky.; 
Anglo Canadian Pulp & Paper Mills, Ltd.; Brompton Pulp & 
Paper Co., Ltd.; Canada Paper Co., Ltd.; Canadian Export Paper 
Co., Ltd.; Donnacona Paper Co., Ltd.; Laurentide Co., Ltd.; Port 
Alfred Pulp & Paper Corp.; St. Maurice Valley Corp.; and Guy 
Tombs, Limited, permitted to intervene. 


No. 20571, Midwest Wool Trade Assn. vs. Alton & Eastern 
et al.; No. 20702, Midwest Wool Trade Assn. vs. Ahnapee & 
Western et al., and No. 20743, Midwest Wool Trade Assn. vs. 
Aberdeen & Rockfish et al. Swift & Co. and Swift Wool Co. per- 
mitted to intervene. 

No. 20099, International Paper Co. et al. vs. Akron, Canton 
& Youngstown et al.; No. 20631, Minnesota & Omaario Paper Co. 
et al. vs. Southern et al., and No. 206383, Abitibi Power & Paper 
Co., Ltd., et al. vs. Alabama Great Southern et al. Southern 
Newspaper Publishers’ Assn. permitted to intervene. 

No. 20450, National Steel Barrel Co. vs. Louisville & Nash- 
Ville et al. American Solvents & Chemical Corp. permitted to 
intervene. 

No, 20475, Simmons Construction Co. vs. Norfolk Southern. 
Carolina Shippers’ Assn., Inc., on behalf of Town of Morehead 
City, N. C., permitted to intervene. 

No. 20639 (and Sub. 1), The Watson Bros. Steel Co. et al. 
vs. New York Central et al. The Globe Machine & Stamping 
Co. permitted to intervene. 

No. 20734, New Jersey Coated Paper Co. et al. vs. Pennsyl- 
vania et al. International Paper Co. and Ticonderoga Pulp & 
Paper Co. permitted to intervene. 

No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. County Court of Malhour County, Oregon, per- 
mitted to intervene. 

No. 20782, Rock Island Chamber of Commerce Traffic Bureau 
et al. vs. Santa Fe et al. John Morrell & Co.; Jacob EB. Decker 
& Sons; the Ruth Packing Co. and T. M. Sinclair & Co., Ltd., 
Permitted to intervene. 

No. 20829, Chattanooga Manufacturers’ Assn. et al, vs. 
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Southern Pacific et al. 
permitted to intervene. 

Finance No. 2561, Construction of line by Florida East 
Coast. The time within which the Florida East Coast shall 
complete the construction of the lines of railroad authorized by 
the certificate and order heretofore issued in this proceeding 
has been extended to January 1, 1930. 


M.-K.-T. STOCK INQUIRY 


A motion to have the Commission forthwith require the 
Kansas City Southern to disclose the particulars of its sale of 
119,600 shares of M.-K.-T. stock has been filed in No. 20672, 
Interstate Commerce Commission vs. Kansas City Southern. 
That is the Clayton act complaint the Commission filed against 
the Kansas City Southern because, according to the complaint, 
that road, in’ acquiring stock of the railroads involved in the 
so-called Loree southwestern mergers, violated the Clayton anti- 
trust law. The motion was filed by the Waco, Beaumont, Trinity 
& Sabine, and R. C. Duff, Moultrie Hitt, and Clarence A. Miller, 
its counsel. The corporation is one of the interveners, in oppo- 
sition, in the merger cases. In its answer to the complaint the 
Kansas City Southern said it had sold the number of shares 
mentioned of the M.-K.-T. stock. 

The motion asks the Commission to require the respondent 
to disclose whether the shares were sold by negotiation 
or by brokers on the stock exchange, the date of each sale, 
the name and address of each purchaser, so far as known to 
the respondent, the number of shares sold to each purchaser, 
the amount for which sold, the terms of each sale, and the terms 
of any agreement or understanding, if any, relating to the same 
between the respondent and the purchaser, and whether such 
purchaser is or was a stockholder, officer, director, employe, 
or agent of, or anyone otherwise directly or indirectly con- 
nected with or under the control or influence of the Kansas 
City Southern or any of its officers, directors, or stockholders, 
or the officers, directors, or stockholders of any of the re- 
spondent’s subsidiaries or affiliated companies. 

Further, the. motion is that the Kansas City Southern shall 
file forthwith with the Commission a similar statement regard- 
ing the sale of any of the other shares of stock, if any, that have 
been sold and if, hereafter, pending these proceedings any addi- 
tional sales or transfers are made that similar statements regard- 
ing the same shall be filed with the Commission within ten 
days after the date of each sale or transfer. 

A further requirement of the motion is that pending these 
proceedings and the Commission’s final order, the Commission, 
in aid of its own power “dignity and jurisdiction” apply to the 
department of justice to take appropriate action against re- 
spondent under and consistent with the terms of section 15 of 
the Clayton act to prevent and restrain the Kansas City Southern 
from proceeding further with its “repeated, persistent and con- 
tinuous violation” of the Clayton act, including matters and 
things referred to in the motion and to insure that when the 
stocks are disposed of by the Kansas City Southern, whether 
pending the proceedings or after entry of the cease and desist 
order, that the things done shall constitute a divestment within 
the meaning and purpose of the law as declared by the courts 
in similar cases. ’ 

The railroad company and the attorneys filing the motion 
ask that this motion be set for argument before the Commission, 
and be disposed of prior to the hearing under the complaint. 
They also ask the right to argue on the motion orally. 


Jefferson Island Salt Mining Co., Inc., 


PETITIONS FOR REHEARING, ETC. 


No. 18848, A. C. Ochs Brick & Tile Co. et al. vs. Chicago & 
North Western et al. Defendants petition for reopening of case. 

No. 13585, et al. Consolidated Southwestern Cases. Milwau- 
kee Association of Commerce petition for reconsideration and 
modification of the Commission’s report and orders therein. 

No. 15270, A. Spates Co. vs. Baltimore & Ohio et al. De- 
fendants petition to reopen case to admit certain material evi- 
dence excluded by the examiner at the hearing. 

No. 19106, Beaman Elevator Co. vs. Chicago & North West- 
ern et al. Defendants petition for postponement of effective 
date of order, and reargument and reconsideration by entire 
Commission. 

I. and S. No. 2821, general cancellation of L. C. L. com- 
modity rates and cancellation of certain carload commodity 
rates in I. F. A., W. T. L., and C. F. A. territories. Manufac- 
turers, dealers in or consumers of iron and steel articles petition 
the Commission for reconsideration and modification of the 
findings and order of the Commission in so far as such findings 
and order involve the rates on iron and steel articles in L. C. L. 
quantities. 

No. 13535 et al., consolidated southwestern cases. Texas 
onion: growers and distributors petition for modification of the 
reports and findings herein with respect to the groupings of 
certain origins, with respect to the addition of differentials on 
interstate onion traffic, and with respect to the level of the 
rates prescribed on onions, etc.; and Joseph Rosenblum, Inc., 
Roy Campbell & Co., R. V. Dublin & Co., A. J, Tebbe & Sons, 
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E. M. Shoemaker, C. D. Jarratt Co., Wroe Farm Co., and R. B. 
White Co. petition for leave to intervene in and become a party 
to said proceedings. 

No. 18432, Armour & Co. vs. Atlantic Coast Line et al. 
Complainant petitions for reargument and reconsideration, or 
for reconsideration on the record as made. . 

No. 18208 (Sub. 1), Oklahoma Portland Cement Co. vs. 
Houston & Texas Central et al. Defendants petition for rear- 
gument and/or reconsideration. 

No. 13857, Chamber of Commerce of Selma, Ala. vs. Ala- 
bama Great Southern et al. Defendants petition for reconsid- 
eration and modification of the findings contained in the Com- 
mission’s report of December 23, 1927. 

No. 15389, Swift & Co. vs. Santa Fe et al., and No. 18741, 
Swift & Co. vs. Santa Fe et al. Complainants petition for re- 
hearing, reargument, or modification of findings. 

No. 15446, Albert Lea Packing Co. et al. vs. Rock Island 
et al. Complainants petition for rehearing, reargument and/or 
modification of findings. 

I. and S. 2990, absorption of drayage charges by Southwest 
Missouri. Respondent, Southwest Missouri Railroad, and its 
receivers, petition for reargument and reconsideration and mo- 
tion for extension of effective date. 

No. 15584, Sinclair Refining Co. et al. vs. Ahnapee & Western 
et al. A. G. Sorlie Co. of Grand Forks, N. D., a complainant in 
International Oil Co. et al. vs. Abilene & Southern et al., No. 


17304, petition for modification of the Commission’s order in - 


No. 15584. « 

No. 13535 et al., Consolidated Southwestern Cases. Colum- 
bus & Greenville petition for modification of findings and order 
concerning rates to and from points on the Columbus & Green- 
ville. 

No. 17517, Rates on Chert, Clay, Sand and Gravel within 
the State of Georgia. Respondent carriers operating in the 
state of Georgia petition for reopening and a further investiga- 
tion be held by the Commission with reference particularly to 
the rates prescribed by the Georgia Public Service Commission 
in its order dated March 13, 1928. 


HOCH-SMITH CLASS RATES 


Advocacy of joint through rates from Official territory 
to Western Trunk Line territory and testimony with respect to 
the disruption of competitive relationships in Wisconsin and 
Minnesota as a result of the rates that went into effect January 
15, 1928, in pursuance of the Commission’s order in the south- 
eastern class rate case were prominent features of the hearing 
this week in docket 17000, part 2, Western Trunk Line class 
rates at Chicago, before Commissioner McManamy and Exam- 
iners Koebel and Paulson. 

The following representatives of Official territory interests 
made proposals, of one sort or another, with respect to rates to 
and from that territory and W. T. L. territory. R. B. Coapstick, 
traffic manager, Indiana State Chamber of Commerce; L. G. 
Macomber, Detroit Board of Commerce; Fred M. Renshaw, 
traffic commissioner, Buffalo Chamber of Commerce; Claire B. 
Tefft, transportation commissioner, Toledo Chamber of Com- 
merce; F. W. Burton, traffic manager, Rochester Chamber of 
Commerce, and Samuel Herndon, Cleveland Chamber of Com- 
merce. All, with the exception of Mr. Herndon, sought an 
overehad basis. Specific proposals as to just how they should 
be set up were put in by Mr. Coapstick, Mr. Macomber, and Mr. 
Renshaw. 

The plan submitted by Mr. Coapstick involved the use of 
a “master scale” so devised as to simplify calculations designed 
to arrive at rates for particular hauls which would “reflect in 
the applicable rates the relative percentages of the haul in the 
two territdéries.” The procedure under his plan involved (1) 
determining the percentage of the haul in the lower rated ter- 
ritory; (2) the rate for the entire distance at the scale ap- 
plicable in the higher rated territory; (3) multiplication of the 
percentage in his first proposition by the percentage figure 
representing the relative level of the lower scale to the higher 
(for illustration, he considered the level of the rates in C. F. A. 
territory to be 75 per cent of the level of the rates in W. T. L. 
territory); and (4) the multiplication of “3” by “2.” 

Mr. Renshaw proposed that the overhead rates be deter- 
mined by finding the per cent of the total. haul in each territory 
and adding the two figures resulting from the multiplication of 
each territorial rate for the entire distance by the per cent of 
the haul in the corresponding territory. For instance, if the 
total haul was 400 miles, with 200 miles in each territory, and 
the rate for the 400 miles in the higher territory was $1.50 and 
in the lower rated territory, $1, his overhead rate would be 50 
per cent of $1.50, plus 50 per cent of $1, or $1.25. 

Mr. Macomber, who represented the state of Michigan, gen- 
erally, as well as Detroit interests, said Michigan points were 
generally discriminated against on movements to W. T. L. ter- 
ritory, particularly in connection with rail-lake-and-rail rates. 
He specifically complained of the relationship between the De- 
troit to the Twin Cities rates as against the New York-Twin 
Cities rates. He asked that the Detroit-Duluth rates be made 
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the same as the Chicago-Duluth rates and that an overhead 
basis apply from Michigan points to W. T. L. territory properly 
reflecting the proportion of the hauls in the different territories 
and that the Official Classification and the C. F. A. class rate 
relationships govern on traffic from Michigan to W. T. L. ter- 
ritory. 

Herman Mueller, traffic director, St. Paul Association of 
Business and Public Affairs, testifying in behalf St. Paul, Min- 
neapolis and Winona, Wis., asked the extension of the south- 
eastern scale into Minnesota and Wisconsin. He said he had, 
in the past, felt that the rate structure of the country was de- 
veloped on logical lines and he had observed “with apprehen- 
sion” the tendency to destroy that structure by the publication 
of overhead rates ignoring the logical rate break points. “Be- 
cause of the breaking down and disruption of our relationships 
we are forced to ask for the reestablishment of our position 
through the publication of through rates from and to the south- 
east from our territory,” he said. The basis of breaking the 
rates from the Twin Cities to the southeast on the Ohio River 
was satisfactory, he said, until his competitors at Chicago and 
in Illinois Freight territory were put on a through rate basis. 


L. E. Luth, of the Winona Association of Commerce, and 
Frank B. Townsend, director of traffic, Minneapolis Traffic As. 
sociation, adopted Mr. Mueller’s testimony and supplemented it 
with specific illustrations of the alleged prejudice of their re- 
spective communities through the disruption of competitive 
relationships. 


Testimony along much the same line was introduced by 
G. C. Campbell, traffic manager, Oshkosh (Wis.) Chamber of 
Commerce; R. G. Wort, Appleton (Wis.) Chamber of Commerce; 
I. W. Whitaker, chairman, Wisconsin Manufacturers’ Association, 
and N. E. Williams, traffic commissioner, Fargo, N. D. The 
Wisconsin representatives stressed the fact that not only had 
the publication of the through rates from Illinois Freight ter- 
ritory disrupted relationships between points in that territory 
and points in Wisconsin, but there had been serious disruptions 
as between the Wisconsin points, due to the fact rates from 
there were made over the Illinois points, as against the previous 
combinations on the Ohio River. 


Mr. Williams adopted Mr. Mueller’s testimony and also ad- 
vocated a realignment of commodity rates at the same time 
the class rates were adjusted. He said the carriers would not 
get the relief they were seeking unless the commodity rates 
were increased, and that an increase of the class rates without 
a corresponding increase of the commodity rates would be 
disadvantageous to Fargo. 


R. K. Keas, East Side Manufacturers’ Association, East St. 
Louis, asked the Commission not to allow any increase in the 
present rates applicable to iron and steel on the grounds that 
it would disrupt existing competitive relationships, commodity 
rates being applicable from some points and the class rate basis 
applying from others. Any increases in the class rates, he said, 
would result in serious commercial disturbances. He held that, 
despite the fact that commodity rates, in some instances, ap- 
plied to the traffic, and in others the class rates applied, the 
matter of primary importance involved was that of relationship 
and that no action should be taken with respect to the class 
rates without, at the same time, treating the commodity rates. 
He asked that the present rates on iron and steel from East 
St. Louis be continued by the publication of commodity rates. 

The fact that the same commodity may move on class rates 
in one instance and commodity rates in another was given as 
reason for the exclusion of various classes of traffic by a number 
of other witnesses. 


James F. Dougherty, representing the Michigan Paper Mills 
Traffic Association, explained that the interests he represented 
generally paid class rates to the Mississippi River and com- 
modity rates beyond, whereas their competitors in Wisconsin 
had commodity rates throughout W. T. L. territory. He asked 
that an exception to the classification be established, giving the 
Michigan mills rates based on the same percentage of first 
class as applied from the Wisconsin mill points. 


W. M. O’Keefe opposed increases in the class rates as ap- 
plied to excelsior and excelsior pads from Wisconsin points 
because of competition with manufacturers in Little Rock and 
other Arkansas points who had a commodity basis of rates into 
the territory. His testimony with respect to that was pre 
sented in behalf of the Excelsior Wrapper Company, Chicago, 
and the H. W. Selle & Company, Chicago, which have plants 
in Wisconsin. He also appeared in behalf of the National 
Poultry, Butter and Egg Association and the Live Poultry and 
Dairy Products Shippers’ Traffic Association. In that connec- 
tion he called attention to the fact that rates on poultry and 
dairy products within W. T. L. territory and to the east were 
involved in docket 16750, heard recently, in which the shippers 
asked that commodity rates be applied in lieu of the present 
third class. In view of that, he asked that the traffic be left 
out of consideration in the class rate case. 

George F. Talley, assistant traffic manager, Swift and Com- 
pany, also asked that the issues in docket 16750 be determined 
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there. He further testified with respect to fresh meats and 
packing-house products. 

Among the others who testified were P. Hanson, East Side 
Manufacturers’ Association, East St. Louis; H. C. Phillips, traffic 
commissioner, Keokuk Chamber of Commerce; E. J. Schlecht, 
Clinton Shippers’ Association; J. L. Behrens, Muscatine Ship- 
pers’ Association; H. F. Sunburg, Cedar Rapids Chamber of 
Commerce; A. F. Vandergrift, Louisville Board of Trade; E. H. 
Hogueland, Topeka, Kan.; Wylie McNeal, representing the 
chambers of commerce of Coffeeville and Independence, Kan.; 
A. H. Swietert, Chicago Association of Commerce; M. B. Hutch- 
inson, Columbus & Greenville Railway; J. E. Bryan, Central 
Wisconsin Traffic Association, and C. G. Hirt, the Associated 
Cooperage Industries of America, St. Louis. 


GRAIN RATE HEARING 


At the continuation, April 13, of the hearing in I. & S. 
3006, grain and grain products from western points to eastern 
points (see Traffic World, April 14, page 908), involving the 
relationship of rates on wheat and flour from Minneapolis and 
the northwestern to C. F. A. territory, as against from the 
Missouri River, at Chicago before Examiner Disque, C. J. 
Kucera, traffic manager, Southwestern Milling Company, con- 
tended that the movement by water from the northwest to all 
the lake ports, with the exception of Buffalo, was relatively 
insignificant in comparison with the all-rail movement and that 
the carriers had not attempted to meet any such competition. 
He made comparisons between the earnings that would be pro- 
duced by the suspended rates from both Minneapolis and the 
Missouri River as against the earnings that would result from 
the application of the present Minneapolis rates from the 
Missouri River in support of the reasonableness of the sus- 
pended rates, from the point of view of the carriers. He said 
that, exclusive of Minneapolis and .Duluth, the northwestern 
states had maintained their relative milling capacity, in contrast 
to both the C. F. A. and Missouri River mills. The change at 
Minneapolis, he said, was the result of transference of some 
of its production to Buffalo. 


Walter Scott, of the Kansas City Board of Trade, and E. 
P. Costello, of the St. Louis Board of Trade, testified, generally, 
in favor of the suspended tariffs. Mr. Scott said he favored 
carrying out the Commission’s decision in docket 15037 be a 
readjustment of the factors east of the Chicago, Peoria, and 
St. Louis gateways, rather than by the establishment of joint 
through rates. The readjustment should be effected, he said, 
by increasing the rates from Minneapolis rather than decreasing 
the Missouri River rates. Since the western lines were un- 
wiling to increase their rates from Minneapolis and those 
factors were involved in the general investigation of grain 
rates in Western territory in docket 17000, he thought the 
increases should be made on the rates east of the C. F. A. 
gateways. The rates from the Missouri River could not be 
reduced, he said, because they could not be shown to be 
unreasonable. It was his contention that the proposals pre- 
sented by Eugene Morris, chairman of the Central Freight 
Association, were out of the question, as they did not provide 
for the equalization of the two producing territories as required 
by the Commission in 15037. 


J. S. Brown, of the Chicago Board of Trade, took the 
position that the rate of 17144 cents from the Missouri River 
to Chicago should be reduced to 14% cents and the factors east 
should be 1% cents less on the Missouri River product than on 
the northwest product. He called attention to the comparison 
of the distance of 407 miles from Minneapolis to Chicago with 
the average distance of 470 miles from Omaha and Kansas City 
to Chicago, contending that, granting the rate from Minneapolis 
was depressed by water competition, 14144 cents would be a 
fair rate from the Missouri River against the 13 cent rate from 
Minneapolis. As the Commission had denied several carrier 
petitions for reopening docket 15037, he thought it was reason- 
able to assume it was not going to recede from its position that 
there should be equalization. He held that there should be 
constant factors up to the C. F. A. gateways and that the 
Same differential, as between the two territories, should apply 
east of the gateways on all rates. 


C. T. Vandenover, representing southern Minnesota mills, 
Said that, even though the Commission’s findings in docket 
15037 were to stand, he was opposed to increasing the rates 
from Minneapolis and other Minnesota points, as had been done 
in the suspended tariffs, because of competition with the lake 
port mills which already had a lower transportation cost to the 
destination territory via the water routes. It was his opinion 
that the Commission had made a mistake in its decision in 
that case. He said the carriers had advised the Commission 
of the inadvigability of increasing the proportional rates from 
Duluth and Minneapolis and that the mills he represented 
relied on them to compete with mills located within C. F. A. 
territory and at Buffalo. In his judgment, he said, if the 
Commission would put the rates on flour from the Missouri 
River on the wheat basis from the western termini of the 
C.F. A, lines, that would largely satisfy the original complaint 
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and would obviate the necessity of increasing the rates from 
the northwest. 

Frank B. Townsend, director of traffic, Minneapolis Traffic 
Association, said that, it any increases were made in the rates 
from the northwest, it would drive the traffic to the boat lines 
and result in a return to conditions that had resulted in the 
removal of a large milling capacity from Minneapolis to Buffalo. 
In the face of the carriers’ disinclination to increase the rates 
from Minneapolis to Chicago and the further fact that they 
were involved in the grain part of docket 17000, he thought it 
would be improper for the Commission to change them. He 
called attention to the fact that extension to Chicago of the 
so-called 2469 scale, which the carriers had proposed for applica- 
tion in Minnesota in the general investigation of grain rates, 
would give lower rates than were in effect. 

Others who testified were: S. H. Benson, Chicago Board of 
Trade; E. F. Rice, assistant general freight agent Soo Line; 
F. S. Keiser, Duluth Chamber of Commerce; W. H. Perry, traffic 
manager, Pillsbury Flour Mills Company, Minneapolis; M. H. 
Strothman, supervisor of traffic, Washburn, Crosby Company, 
Minneapolis, and T. A. Durant, Grand Forks, N. D. 


HOCH-SMITH LIVE STOCK 


At the hearing in docket 17000, part 9, western live stock 
rates, at Chicago before Examiner Stiles and Parker this week, 
the southwestern carriers completed the presentation of such 
of their testimony as remained to go in at the conclusion of the 
Kansas City hearing and besides representatives of the Missouri 
River markets who used a considerable portion of the time, 
the following were heard: V. E. Smart, of the Missouri com- 
mission; Charles J. Turner, Fort Worth Live Stock Exchange; 
F. F. Frye, Western Weighing and Inspection Bureau, Fort 
Worth; A. M. Corp, Wichita Chamber of Commerce and A. H. 
Priest, of Fort Worth. 

E. Rigg, assistant general freight agent, Rock Island, intro- 
duced a distance scale which he proposed apply from the 
southwestern ranges to Colorado and the northwest. According 
to his testimony, his scale was 10 per cent higher than the 
scale proposed by the southwestern lines for application on a 
movement to Kansas City, observing the scale proposed by the 
northwestern carriers as a minimum, the latter being 125 per 
cent of the proposed W. T. L. scale 1. He asked that the same 
rates apply to stocker and feeder cattle as to other cattle. 

H. R. Lake, superintendent of the Santa Fe, Chicago, tes- 
tified with respect to the handling of the traffic, presenting a 
detailed picture of the entire operation from receipt to final 
delivery. 

Mr. Rigg and B. M. Gillespie, chief clerk in the office of 
assistant general freight agent, Santa Fe, at Topeka, testified 
with respect to docket 20224, involving reparation on stocker 
cattle from southwestern points to Kansas points. The purport 
of their testimony was that the rates charged were reasonable 
from the point of view of the shipper and, from the point of 
view of the carrier, entirely too low. 

J. H. Tedrow, Kansas City Chamber of Commerce, opposed 
a general revision of the rate structure applicable to live stock, 
saying that the rates were generally satisfactory. If there was 
to be a revision, however, he asked that the rates be put on 
a mileage basis with a uniform rate of progression. He con- 
tended that there was some need for adjusting the spreads 
between the various markets. 


H. C. Wilson, traffic commissioner Sioux City Chamber of 
Commerce, presented the local situation with respect to receipts, 
the handling of the traffic, and rates, and complained of an 
insufficient spread between the rates to Sioux City as against 
those to Chicago. As a result of the general rate changes since 
1918, he said, the relationships had been thrown out of line. 
The result was, according to him, that a great deal of the 
traffic went over the Missouri River markets directly to Chicago. 
He detailed concentration privileges at country points which 
enabled the packers to make their purchases there and ‘ship 
out at the through rates, contending that similar privileges 
should be extended to the markets. With respect to the scale 
I territory, as set up in the proposals introduced by A. F. 
Cleveland, assistant traffic manager, C. & N. W., at the Chicago 
hearing, he said it should be extended into eastern South Dakota 
to permit Sioux City to draw from its nearby territory on the 
same basis that would, under that proposal, apply into Kansas 
City and Omaha from eastern Kansas and Nebraska. 

Testimony was introduced by W. H. Fitzpatrick, St. Joseph 
Chamber of Commerce, to show that the southwestern markets 
were favored through the application of stocker and feeder 
rates and he asked that such rates be generally established 
into the Missouri River markets. 


A. M. Corp, Wichita Chamber of Commerce, submitted a 
scale of rates that he said, would put thelong and short hauls 
on a proper relative basis. He stressed the disruption of 
relationships that had resulted from the percentage increases, 
saying that many of the complaints in recent years were 
the direct result of that disruption. As a basis for his scale 
he took the scale prescribed by the commission in docket 1716, 
which was decided in 1911. He increased those rates 25 per 
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cent and 35 per cent and then reduced them 20 per cent. The 
result was he said, retention of a progression the Commission 
had found proper and rates that, he thought, would be reason- 
able. The Commission’s scale was arbitrarily wiped out in the 
period of Federal control, he said. 


P. & W. VA. EXTENSION CASE 


In a broad sense of the words, the fight between the Pitts- 
burgh & West Virginia and the trunk lines that have bought 
control of the Wheeling & Lake Erie, on April 12 in the argu- 
ments in the Wheeling & Lake Erie directorship case was con- 
tinued the next day when arguments were made, to the entire 
Commission, on the application of the Pittsburgh & West Vir- 
ginia, finance docket No. 6229, to extend its line from Cochran’s 
Mill to Connellsville, Pa., a distance of 38 miles. (See Traffic 
World, April 13.) However, only the Baltimore & Ohio and 
the Nickel Plate, of the three trunk lines now controlling the 
Wheeling & Lake Erie, took part in the fight over the proposed 
extension. The New York Central did not participate. There 
were, however, three trunk lines in the opposition, the Pennsyl- 
vania being opposed to the extension. Its opposition, however, 
was based upon the fact that the extension would be in a ter- 
ritory in which Albert Ward, its representative, pointed out, the 
Pennsylvania had several first class lines. 

Commissioner Eastman asked Mr. Ward a question founded 
on an assumption that the Pennsylvania was one of the con- 
trollers of the Wheeling & Lake Erie. Mr. Ward pointed out 
that the Pennsylvania was not a party in that control. 

“Well, you might tell us how you kept out of it,” said Mr. 
Eastman, amid the chuckles of his colleagues and the audience. 

Mr. Ward suggested that that was a question to be answered 
by men higher in the organization than he. 

But Mr. Eastman brought into the discussion the fight 
about the plans for the consolidation of eastern lines when J. H. 
Agate, representing the Nickel Plate, was opposing the extension. 

“Isn’t this really a part of the fight between the four and 
five trunk line system plans?” asked Mr. Eastman. 

“Yes,” admitted Mr. Agate. “I wish you would realize how 
embarrassing some of these questions are, inasmuch as we are 
committed to the four system plan. I think that this application 
might be denied without prejudice to its renewal if and when 
it has been decided that there should be another trunk line 
composed, for instance, of the Wabash, Wheeling &:Lake Erie, 
Pittsburgh & West Virginia and Western Maryland. The ques- 
tion as to the number of trunk line systems to be created in 
the east is not in this record.” 

Arguments on the subject were made by C. F. Taplin and 
W. S. Bronson, for the applicant; James G. Heffron, for the 
Charleroi, Pa., Chamber of Commerce, in behalf of the applica- 
tion; R. M. Smith, for the Baltimore & Ohio, and Mr. Ward, for 
the Pennsylvania. 

“It is a question of self-preservation for the Pittsburgh & 
West Virginia,” said Mr. Bronson. He pointed out that the move 
was precipitated by the Wheeling & Lake Erie entering into a 
through route arrangement between itself and the Western 
Maryland via Wheeling Junction, the effect of which was to cut 
out the Pittsburgh & West Virginia, because the route was more 
advantageous for the Wheeling & Lake Erie. He said the ap- 
plicant desired to coerce the Wheeling & Lake Erie back by 
affording a cheaper route than the one via Wheeling Junction. 

Commissioner Aitchison asked Mr. Taplin whether he was 
going into the question of whether there was a public interest 
that required the construction of the Wabash-Pittsburgh Ter- 
minal, the predecessor of the Pittsburgh & West Virginia, when 
the Gould interest made its fight to get into the Pittsburgh 
district so as to compete for the rich tonnage of that region 
with the Pennsylvania, Baltimore & Ohio and New York Central. 
Mr. Taplin said that the Pittsburgh & West Virginia was in 
existence and that, regardless of what might be thought as to 
whether it was needed at the time it was built, it had developed 
communities, was serving the public, and that it had “pepped” 
up service by the trunk lines to a point which they seemed 
unwilling to afford, by its provision of expedited movement on 
steel and other products. The largest virgin coal field left in 
Pennsylvania, he said, was tapped by the road. He admitted 
that there was more coal now than needed, but said the time 


: would come when this coal would be needed. 


Commenting on the presence of the Nickel Plate in the 
opposition, Mr. Taplin said it came into the case for no reason 
except that it was one of the three “conspirators” in the acqui- 
sition of the Wheeling & Lake Erie. The Baltimore & Ohio, in 
addition to that interest in the Wheeling & Lake Erie to “pro- 
tect,” Mr. Taplin said, also came in to save itself a haul of 
28 miles. 

Answering a question by Mr. Eastman, Mr. Taplin said the 
new line was needed even if the Baltimore & Ohio continued 
as the owner or controller of the Western Maryland, because 
the through route and joint rate arrangements between 
the Pittsburgh & West Virginia, Wheeling & Lake Erie and the 
Western Maryland were restricted on account of the fact that 
part of that route consisted of the New York Central track 
(Pittsburgh & Lake Erie), the joint rates being practically lim- 
ited to the lines of the Western Maryland and the Wheeling & 
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Lake Erie, points beyond being regarded as in New York Centra] 
territory. 

In answer to a query by Commissioner Taylor as to whether 
the Pittsburgh & West Virginia had rich men back of it willing 
to put their money into the extension, Mr. Taplin said the 
Pittsburgh & West Virginia had no funded debt and could raise 
the money for the extension without trouble. Commenting on 
the contention of the Baltimore & Ohio that the extension would 
cost from $22,000,000 to $24,000,000 instead of the $12,800,000 
or a little more estimated by the P. & W. Va. engineers, Mr, 
Taplin said the applicant was willing to have the Commission 
place a limit of $15,000,000 on the project. 

“The Baltimore & Ohio has so inflated the estimates of cost 
in this case that if it ever asks for permission to build another 
mile of railroad, the Commission will have to, deny it, because 
the applicant will not be able to do so economically,” said Mr. 
Taplin. 

In his argument on the point of cost Mr. Smith said that 
the applicant estimated the cost of the right-of-way at $250,000. 
Mr. Smith said that when the Baltimore & Ohio had been advised 
as to the location of the new line, on the hilltops, he said, 
it sent out engineers to appraise the cost and that they had 
estimated the cost of land at $900,000. 

“Was that done in the public interest?” asked Commissioner 
Taylor, who at many points asked questions to show, seemingly, 
that claims, by one or the other party, that it was acting in the 
public interest, had to be taken with a grain of salt. Mr. Smith 
said the Baltimore & Ohio did that because it thought the Com. 
mission was entitled to know facts. 

The opposition was to the effect that there was no need 
for another line in the region mentioned because it already had 
efficient service; that the new line would be on the hilltops 
and not along the streams where the industrial establishments 
were located; and that the cost of construction would be much 
greater than estimated by the applicant, which would mean a 
useless employment of capital upon which the public would be 
expected to pay a return. The answer to the hilltop argument, 
made by Mr. Taplin, was that industries were moving to the 
higher ground because electric power was being provided and 
there was no necessity for factories to be down along the rivers 
as in earlier days. The river banks, it was also brought out, 
were occupied by the trunk lines opposing the proposed con- 
struction. 


RAIL PROPORTIONAL ARGUMENT 


Arguments have been made in No. 17390, Luckenbach Steam- 
ship Co. vs. Southern Railway et al., by Frank Lyon, for the 
steamship company, W. N. McGehee, for the Southern and other 
railways in the southeast, and George H. Muckley, for the South- 
ern Pacific and other railroads engaged in hauling freight via 
transcontinental routes to the southeast. Mr. Lyon’s argument 
was in support of the proposition that the southern railroads 
should be required to make relatively low proportionals to and 
from southern ports, applicable on traffic brought to them by 
the steamship lines or that the transcontinental rates should 
be made on the basis of combination on the Mississippi, rather 
than on the present basis of joint rates out of which the south- 
ern lines received divisions much less than their local rates. 

Rates on either basis, Mr. Muckley said, would turn all the 
business over to the steamship lines and deprive the railroads 
of any revenue therefrom. He said that even on the present 
adjustment of rates the takings of the steamships were four 
times those of the railroads. As ‘to canned salmon, used for 
illustrative purposes by the steamship interests, he said the 
proportion was even greater in favor of the steamship lines. 
Excluding salmon traffic coming through crossings such as St. 
Louis and Memphis, he said, the steamship lines took twenty 
tons to one by the railroads. The railroad attorneys took the 
position that the Commission was not required by section 500 
of the transportation act to exclude the railroads from traffic 
that could be hauled through the Panama Canal, the mandate 
being to foster both railroads and water lines, not merely the 
water lines, as the steamship interest seemed to believe. 


FIRE BOX DOORS CASE 

The American Railway Association, in No. 20746, A. John- 
ston, Grand Chief Engineer of the Brotherhood of Locomotive 
Engineers, et al. vs. A. & R. et al., the complaint brought by 
the railroad brotherhoods seeking to compel the railroads to 
use mechanically operated fire box doors, on behalf of the 
railway members of it, has filed an answer asking that the coml- 
plaint be dismissed. The answer, signed by R. H. Aishton, 
president of the association, says that while a device for the 
mechanical operation of the doors, in some cases, may be de 
sirable, it is not of such controlling and commanding importance 
in the operation of locomotive engines as that the failure to 
install it in any particular instance should constitute a violation 
of the boiler inspection act, or justifies an order of the Com- 
mission compelling the use of such a device. The answer say§ 
engines can be and are properly and safely operated without 
the device. In addition the answer directs attention to the 
expense that would be incurred and says that many of the 
railroads are not in financial condition to bear the added expens¢. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) Under section 24 of the 
public utility act (P. L. 1911, p. 384), the board of public utility 
commissioners has power to impose upon an autobus line such 
conditions as to service and operation as the public conven- 
jence and interests may reasonably require; and in pursuance of 
such power the board may refuse to rescind a restriction origi- 
nally imposed upon a bus line that its busses shall not take 
on passengers who begin and end their trips in a certain section 
of its route, even though it has rescinded a similar restriction 
as to such section originally imposed upon another bus line 
running over a part of the same route, where such action is 
reasonably required for the convenience and interests of the 
public concerned in the whole transportation field of both lines. 
—Motor Transport Co. vs. Board of Public Utility Com’rs of 
New Jersey et al., 140 Atl. Rep. 793. 

(Court of Civil Appeals of Texas, Austin.) McClendon, C. J. 
Appeal by the Clayton Oil & Refining Company, the Simms Oil 
Company, and the Producers’ Refining Company from a judg- 
ment sustaining a general demurrer to a cross-action for rep- 
arations against certain railroad companies in a suit in which 
the railroad companies sought to enjoin the Railroad Commis- 
sion from enforcing ap order in which the reparations in question 
were awarded the oil companies. The railroad companies ap- 
pealed from the judgment in so far as it sustained a general 
demurrer to their petition for injunction. In the railroad com- 
panies’ appeal (cause No. 7134, M. K. & T. R. Co. of Texas et al. 
vs. Railroad Commission of Texas et al., 3 S. W. (2d) 489, this 
day decided), we are reversing the trial court’s judgment and 
remanding the cause upon that branch of the case, upon the 
holding that the order of the Railroad Commission awarding 
the reparations was unauthorized and void. The facts involved 
in the litigation and our conclusions upon which our judgment is 
based are fully set forth in the opinion in cause No. 7134, and 
need not here be repeated. The cross-action of the oil com- 
panies being predicated solely upon the validity of the Railroad 
Commission’s order must necessarily fail upon the holding that 
the order was invalid. The judgment of the trial court sustain- 
ing the general demurrer to the oil companies’ cross-action was 
therefore correct, and is affirmed.—Clayton Oil & Refining Co. 
et al., Appellants, vs. Railroad Commission of Texas et al., Ap- 
pellees, 3 S. W. Rep. (2d) 497. 

(Court of Civil Appeals of Texas, Austin.) Where rates 
charged by railroads for transportation of casing-head gasoline 
between intrastate points were fixed by the Railroad Commission 
under Rev. St. 1911, art. 6654, and had not been questioned in 
a direct proceeding under articles 6657 and 6658, to determine 
their reasonableness, they were binding both on carriers and 
shippers, and their collection was not a violation of article 6670, 


defining unjust discrimination and providing penalty therefor, 


for which carriers could be penalized by the Railroad Com- 
mission under article 6664.—Missouri-Kansas & T. R. Co. of 
Texas et al. vs. Railroad Commission of Texas et al., 3 S. W. 
Rep. (2d) 489. 

Unless carriers, in collection of transportation charges, 
have done or omitted something, the doing or omission of which 
would be a violation of a law prescribing a penalty, Railroad 
Commission is without authority to act under Rev. St. 1911, 
art. 6664, to collect penalty.—Ibid. 

In making a complaint of unjust discrimination before the 
Railroad Commission under Rev. St. 1911, art. 6664, complainant 
must point out specific thing done or omitted by carrier which 
constitutes a violation of law prescribing a penalty before com- 
Plaint has any standing before the Railroad Commission.—Ibid. 

’ Since Rev. St. 1911, art. 6664, presupposes existing violation 
of some law prescribing penalty which the Railroad Commis- 
sion under the statute has authority and duty to investigate, the 
commission is not empowered thereby to determine that rates 
made by it were discriminatory and amount of damages to ship- 
Per occasioned by such discrimination.—Ibid. 

Rate making is essentially a legislative function, and op- 
erates prospectively.—Ibid. 

Acts of the Railroad Commission in making a rate have 
force and effect of statutes, and are subject to review to extent 
only that statutes of same import are so subject, with additional 
Power under Rev. St. 1911, arts. 6657, 6658, conferred on courts 
to determine whether a rate so made is unreasonable or unjust 
to party complaining.—Ibid. 

Inquiry as to the justness, reasonableness, or discriminatory 
effect of an existing freight rate for purpose of reimbursement 
for charges theretofore paid under it constitutes a judicial in- 
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quiry, and is not within authority of the Railroad Commission.— 


Ibid. 

Rates for transportation by carriers, to be effective, must 
be made by the Railroad Commission under Rev. St. 1911, art. 
6654, and are inoperative other than by force of its orders.—Ibid. 

Rates for interstate shipments of casinghead gasoline, being 
fixed by tariffs filed with the Interstate Commission by carriers, 
were binding until successfully attacked in a proceeding before 
the Interstate Commerce Commission.—Ibid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas, Waco.) Where plaintiff 
suing for recovery of undivided interest in land and mineral 
rights entered into agreement with purchaser of minerals for 
delivery of oil over pipe line pending outcome of controversy, 
pipe line company cannot thereafter be held liable for conversion 
of oil delivered in accordance with specific agreement therefor. 
Texas Co. et al. vs. Beall et al., 3 S. W. Rep. (2d) 524. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, San Antonio.) Where, 
after judgment, finding for shipper in damages for injuries to 
cattle in transit, defendants filed a motion for new trial which 
was overruled by court and defendants excepted and gave notice 
of appeal, it was not necessary to file exceptions to findings of 
fact and conclusions of law to secure their review.—Galveston, 
Harrisburg & San Antonio R. Co. et al. vs. Canales, 3 S. W. 
Rep. (2d) 589. 

In action against railroad for injuries to cattle in transit, 
evidence held not to show that injury resulted from negligence 
of railroad from rough handling, but rather that condition of 
cattle was due to arsenical poisoning, because of having been 
dipped the day before they were shipped.—Ibid. 


TELEGRAPHS AND TELEPHONES 

(Supreme Court of Arkansas.) In action for damages by 
error in transmitting telegram to plaintiff’s agent, latter’s neg- 
ligence in attempting to interpret unintelligible message, with- 
out asking sender for confirmation, held for jury.—Western 
a Telegraph Co. vs. Ft. Smith Body Co., 3 S. W. Rep. (2d) 
45. 

The jury’s finding on a question of fact, properly submitted 
to it, cannot be disturbed by the Supreme Court.—Ibid. 

Agent’s sending of telegram as received by him to his prin- 
cipal, which refused to act thereon, but wired agent for more 
full explanation, held not to establish new agency relfeving 
telegraph company from liability to principal for damages by 
error in transmitting message to agent.—lIbid. 

Whether principal was justified in acting on telegram to 
agent as interpreted by latter in answer to principal’s inquiry 
held for jury, in action against telegraph company for damages 
by error in transmission thereof to tagent.—lIbid. 

Whether principal, acting on telegram as interpreted by 
agent, was guilty of contributory negligence, precluding recov- 
ery of damages from telegraph company for error in transmis- 
sion thereof to agent, depends on whether principal acted as 
person of ordinary prudence would have acted under circum- 
stances.—Ibid. . 

Agent’s negligence, if any, in attempting to interpret un- 
intelligible telegram received by him, without asking sender for 
confirmation, would be negligence of his principal suing tele- 
graph company for damages.—lIbid. 

If negligence of telegraph company in changing word “your” 
to “four” in telegram to plaintiff’s agent directing shipment of 
automobile bodies as stipulated “in our order dated May nine- 
teen your number ten five one,” caused injury to seller, latter 
could recover unless contributorily negligent.—Ibid. 

Negligence of telegraph company, changing word “your” to 
“four” in buyer’s telegram directing shipment of automobile 
bodies as stipulated “in our order dated May nineteen your num- 
ber ten five one,” held for jury in seller’s action for damages 
resulting from its shipment of four No. 10 and 5 No. 1 bodies.— 
Ibid. 

In seller’s action against telegraph company for damages 
by error in transmission of buyer’s telegram to seller’s agent, 
instruction that plaintiff cannot recover, if jury believe that 
agent was negligent in not asking buyer to confirm message 
on receiving plaintiff’s message asking for information because 
agent’s first message to plaintiff was not clear, correctly sub- 
mitted question of agent’s negligence.—lIbid. 

Damages to seller, shipping more than number of automobile 
bodies ordered because of telegraph company’s error in trans- 
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mitting buyer’s telegram to seller’s agent, was a question of fact 
for jury.—Ibid. - 

Evidence held sufficient to sustain verdict for seller, suing 
tefegraph company for damages resulting from former’s shipment 
of more than number of automobile bodies ordered by buyer 
in consequence of defendant’s error in transmission of telegram 
directing shipment.—Ibid. 


? 


Py 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





(District Court, D. Maryland.) Master’s claim of lien for 
wages, not sought to be enforced for five years, held barred by 
laches, in absence of evidence of inability to take steps earlier 
to enforce the claim.—The Fort Gaines, 24 Fed. Rep. (2d) 438. 

While discretionary, admiralty courts usually will adopt the 
state statute of limitations.—Ibid. 


Time charter, requiring owner to pay crew and their victual- 
ing, and providing that captain, though appointed by owners, 
shall be under charterers’ direction as regards employment 
agency, or other arrangements, and reciting that owners agent 
shall have power to act on their behalf, and, if necessary, dis- 
miss any of officers on charterers’ complaint, if such complaints 


are justified and proved, and requiring owner to attend to re-~ 


pairs and pay for jettison of cargo and insurance, held not to 
make charterer “owner pro hac vice,” so as to defeat charterer’s 
right to liens for advances.—Ibid. 


Charterer, who was not owner pro hac vice, held not en- 
titled to liens for advances for wages, supplies, and repairs, 
since in making advances against the charter hire there 
was no dealing with the ship, but rather with her owners, and 
in advancing more than was due on hire he should be presumed 
as acting on credit of owner.—lIbid. 


Master of vessel held not entitled to maritime lien for wages 
accruing after vessel was seized on legal process.—Ibid. 


Master, obligating himself personally for supplies furnished 
to vessel, should not be allowed to compete with such furnishers 
for distribution of proceeds of sale of vessel in admiralty, but 
their claims will be afforded priority over master’s claim.—Ibid. 


All maritime liens of the same class accruing in a single 
year are to be treated as on a parity, and admitted to equal 
share in the proceeds of the sale of the vessel, with priority 
over lien claims accruing in following years.—Ibid. 


Where portion of maritime lienor’s claim accrued in 1923 
and balance in 1924, but entire claim was consolidated and par- 
tial payments made ther“on, so that it was impossible to tell 
from evidence what, if any, part of claim accruing in 1924 was 
still unpaid, the entire claim will be treated as a whole, and 
placed in one class as respects the year rule of priority.—Ibid. 


(Circuit Court of Appeals, Second Circuit.) 34 Del. Laws 
(1925), c. 112, sec. 10, repealing Corporation Law Del., secs. 41, 
42 (Rev. Code 1915, secs. 1955, 1956), providing for trustees 
on dissolution of corporation, did not change law under section 
43 (Rev. Code 1915, sec. 1957), that cause of action in favor of 
corporation survives its dissolution—American Transp. Co. vs. 
Swift & Co., 24 Fed. Rep. (2d) 310. 


Survival of right of action commenced by Delaware cor- 
poration in 1917, after its dissolution in 1921, before cause came 
on for hearing, was controlled by Corporation Law Del., secs. 
41, 43 (Rev. Code 1915, secs. 1955, 1957), which provided that 
cause of action in favor of corporation survived its dissolution.— 
Ibid. 


Question whether libel commenced in admiralty by corpora- 
tion could be revived after its dissolution, being wholly one of 
procedure, depends on practice of admiralty.—Ibid. 


Directors of Delaware corporation, which commenced libel 
in admiralty in 1917, which corporation was voluntarily dissolved 
in 1921, before cause came on for hearing, could revive action 
in corporate name, where cause of action survived corporation’s 
dissolution. under Corporation Law Del., secs. 41, 43 (Rev. Code 
1915, secs. 1955, 1957).—Ibid. 

Decree dismissing libel commenced by corporation and cross- 
libel by respondent, because corporation later was dissolved, 
was appealable.—lIbid. 

Libel in personam and in admiralty, commenced by Delaware 
corporation, where cause of action survived its dissolution under 
Corporation Law Del., secs. 41, 43 (Rev. Code 1915, secs. 1955, 
1957), was not finally terminated where corporation was dis- 
solved, but was merely suspended.—Ibid. 

Order denying trustees of dissolved corporation appointed 
under Corporation Law Del., sec. 43 (Rev. Code 1915, sec. 1957), 
right to revive libel commenced by corporation before its dis- 
solution was “final decision,” which was reviewable by Circuit 
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Court of Appeals under Judicial Code, sec. 128 (28 USCA, sec, 
225).—Ibid. 

(Circuit Court of Appeals, Third Circuit.) In a continuing 
contract for lighterage service, there is an implied condition that 
the lighters furnished shall be seaworthy.—Tucker Stevedoring 
Co. vs. Southwark Mfg. Co., 24 Fed. Rep. (2d) 410. 


SUGAR ROUTING CASE 


The Supreme Court of the United States, in an opinion by 
Associate Justice Brandeis in No. 163, Arthur H. Lamborn et al. 
vs. the National Bank of Commerce of Norfolk, Va., has re- 
versed the judgment of the Circuit Court of Appeals for the 
Fourth Circuit and has remanded the case to the district court 
for the eastern district of Virginia for further proceedings in 
conformity with the opinion of the Supreme Court. Associate 
Justices McReyonlds, Sutherland, Sanford and Stone dissented, 

Justice Brandeis said the action was brought in the Virginia 
district court to recover damages for refusal to honor a sight 
draft drawn against a letter of credit, given pursuant to a 
contract of T. S. Southgate & Co. to buy 1,000 bags of Java 
white sugar at 22 cents per pound less 2 per cent, duty paid, 
f. o. b. Philadelphia, landed weights. Payment was to be made 
in New York City upon presentation of sight drafts with invoice 
and railroad order notify bill of lading attached. The letter of 
credit provided: “Shipment to be made during August-Septem- 
ber, 1920, at option of the sellers from Java by steamer or 
steamers to Philadelphia.” 

The sugar tendered had been shipped on the West Cheswald, 
a steamer that sailed from Java on September 30, and by a 
continuous voyage arrived in Philadelphia on December 16. The 
bank claimed that the sugar tendered failed to satisfy the 
requirements of the contract because it had come, not on a 
steamer which had been continuously destined from Java to 
Philadelphia, but on one which, originally destined from Java 
to Port Said, option New York, was diverted by the charterers 
to Philadelphia, while on the high seas. The court said the 
West Cheswald had sailed by a direct route from Java to 
Philadelphia, the diversion having been made while she was 
near Bermuda, about three days from port, so that she could 
pursue the same route to Philadelphia as if she had at all times 
been destined for that port. In the trial court the plaintiffs 
obtained a directed verdict. The Court of Appeals reversed the 
judgment and ordered a new trial. At the second trial there 
was a directed verdict for the defendant and this was upheld 
by the Court of Appeals. In reversing that court the highest 
court held there had been compliance with the terms of the 
contract. It said there was no requirement in the contract that 
the steamer that carried the sugar, from the inception of the 
voyage from Java must have been continuously destined to 
Philadelphia. 


SUPREME COURT ACTION 


The Supreme Court of the United States, April 16, denied 
petitions for writs of certiorari to the Court of Claims in No. 
758, Luckenbach Steamship Co., Inc., et al. vs. United States; 
No. 759, Ocean Steamship Co. of Savannah vs. United States, 
and No. 798, Compagnie Generale Transatlantique vs. United 
States. The steamship companies, petitioners, were dissatisfied 
with the decisions of the Court of Claims with respect to ship- 
building contracts requisitioned by the government in the war 
period and sought reviews from the highest court. 

In No. 814, Cudahy Packing Co., petitioner, vs. Munson 
Steamship Line, the court denied a petition for writ of certiorari 
to the Circuit Court of Appeals for the Second Circuit. This was 
an action brought by petitioner to recover damages for alleged 
negligent performance of duty by the steamship line as a com- 
mon carrier in connection with transportation of a shipment 
from Mobile, Ala., to Havana, Cuba. 

In No. 818, Erie Railroad Co. et al., petitioners, vs. Hoyland 
Flour Mills Co., the court denied a petition for a writ of certio- 
rari to the Kansas City Court of Appeals of Missouri. The case 
arose out of loss by fire of two cars of flour that moved from 
Kansas City to New York City for export. 

A petition for a writ of certiorari to the Court of Appeals 
of New York was granted in No. 789, Unadilla Valley Railway 
Co., petitioner, vs. Ernest Caldine, administrator of the estate 
of Harold E. Caldine, a personal injury case. 

In No. 821, St. Louis-San Francisco, petitioner, vs. Lillian 
Oglesby, administratrix of the estate of Ernest E. Oglesby; 4 
personal injury case, a petition for writ of certiorari to the 
Supreme Court of Missouri, was denied. 

In No. 866, R. R. Hawthorne vs. Texas & New Orleans, 4 
personal injury case, the court dismissed the writ of error, and 
treating the writ of error as an application for a writ of cer- 
tiorari, denied the application. The case came up from the 
Texas Court of Civil Appeals. 


CAPE COD CANAL SURVEY 


Representative Gifford, of Massachusetts, has introduced 
H. R. 13086, a bill to provide for a survey of the Cape Cod Canal 
with a view to providing improvements. The canal was recently 
taken over by the government at a cost of $11,500,000. 
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Freight Rates 


Twenty-seventh of a Series of Fifty-Two Articles on this Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Eastern Trunk Line Rate Structure—Part II 


Rates Between Interior Groups and the Ports.—Rate adjust- 
ments between the interior groups and the port groups in East- 
ern Trunk Line territory are made without definite bases. Per- 
centages of other group rates, mileage scales, and rates made 
differentially under other group to group rates are all used as 
bases of construction. In general, the rates are maintained on 
the same levels in many groups to preserve the status of com- 
petition among industries, communities, and carriers where the 
distances are not greatly different. Differences are sometimes 
found that reflect variations in distance more or less accurately. 

The rates are often the same in both directions, though 
this parity is not always preserved. Tables No. 1 and No. 2 
are representative of the class rates, eastbound and westbound, 


Table No. 1 


EASTERN TRUNK LINE TERRITORY 


Eastbound Group Rates From Interior Rate Groups to North 
Atlantic Ports—Rates in Cents Per One Hundred Pounds. 


From Albany Rate Group Points to 


3 4 
3 41.5 34 
Philadelphia : A 47.5 34 
Wilmington . s 47.5 34 
Baltimore 2 . 47.5 34 
Norfolk r ; 60.5 47 
From Utica Rate Group Points to 
OS Rae oa 
Philadelphia 
Wilmington 
Baltimore 
Norfolk 


New York 
Philadelphia 
Wilmington 
Baltimore 
Norfolk 


Sws19819191 


New York , id 47.5 34 
Philadelphia ’ . 47.5 34 
Wilmington 66. 47.5 34 
Baltimore : 47.5 34 
Norfolk 86. 73.5 60.5 47 


From Altoona Rate Group Poionts to 


Cworows1et 


Philadelphia 
Wilmington 
Baltimore 
Norfolk 


Philadelphia 
Wilmington 
Baltimore 
Norfolk 





respectively, between the interior groups and the north Atlantic 
port rate groups. 


Rates Between Trunk Line Groups and the Virginia Cities 


The class rate adjustments between the Virginia Cities, on 
the one hand, and the western termini groups, except Buffalo 
and near-by groups, on the other, are based on the scales of 
tates applying between Columbus, O., and Baltimore, Md. This 
latter adjustment is, of course, an inter-territorial Trunk Line- 
Central Freight Association adjustment. The rates between 
Buffalo groups and Lynchburg, Richmond, and other interior 
Virginia City groups are made by adding differentials to the 
rates applying between Buffalo and Baltimore. The rates made 
by the addition of these differentials of 20 cents first class, 17 
cents second class, 13 cents third class, 9 cents fourth class, 
8 cents fifth class, and 6 cents sixth class, must not be less, 
however, that the rates contemporaneously in force between the 
Pittsburgh group and these Virginia groups. The rates between 
Buffalo and Norfolk are made by adding the same scale of dif- 
ferentials to the rates applying between the Buffalo and Wil- 
mington groups, but they may not be lower than the rates in 
effect between Buffalo and Norfolk. Table No. 3 shows present 
rates between representative groups. 

_ The rates between the Central New York groups and the 
Virginia Cities are based on the rates applying between certain 
Western termini groups and Virginia City group or on the rates 
between the New York groups and the Baltimore or Wilmington 
Port groups. Thus, the rates between the Albany, Syracuse, 


Utica, and Rochester groups and Richmond are constructed on 
the rates applying between the Rochester and Baltimore groups, 
but not less than the rates between New York and Richmond. 
Similarly, the rates between the Albany, Utica, Syracuse, and 
Rochester groups and the Lynchburg group are representative 
of the construction plan used between these groups and other 
interior Virginia City groups. The rates are based on the rates 
applicable between the Lynchburg and Buffalo groups. 

The adjustment between Norfolk and the Albany, Utica, 
Syracuse, and Rochester groups is based on the rates in force 
between Rochester and Wilmington plus differentials of 20 cents 
first class, 17 cents second class, 13 cents third class, 9 cents 
fourth class, 8 cents fifth class, and 6 cents sixth class, but not 
less than the rates between New York and Norfolk. Table No. 
4 illustrates the bases for these adjustments. 


Table No. 2 


EASTERN TRUNK LINE TERRITORY 


Westbound Group Rates From North Atlantic Ports to Interior 
Rate Groups—Rates in Cents Per One Hundred Pounds. 


From New York Rate Points to 


3 

32 

. 44 
Syracuse . ‘ 47.5 
Rochester * . 47.5 
Altoona . 55.5 
Cumberland - 55.5 


47.5 34 


47.5 34 
Syracuse 47.5 34 
Rochester : 47.5 34 
Altoona 67. 53.5 36.5 
Cumberland 67.5 53.5 36.5 

From Wilmington Rate Group Points to 

Albany ‘. ‘ 47.5 34 
Utica ‘ 47.5 34 
Syracuse 3 - 47.5 34 
Rochester . ‘< 47.5 34 
Altoona a 53.5 36.5 
Cumberland ‘ 53.5 36.5 


From Baltimore Rate Group Points to 
47.5 





Albany 
Utica 
Syracuse 
Rochester 
Altoona 
Cumberland 


52.5 35.5 
52.5 35.5 


roup Points to 


73 
. 73. 
Syracuse . 73. 
Rochester ‘ 73. 
Altoona 
Cumberland 


AAA noncnenonen 





Rates between other interior groups and the Virginia city 
groups are constructed with reference to the rates between the 
interior New York groups, the western termini groups, or the 
north Atlantic port groups, and these groups in Virginia. The 
bases are often quite definite, though an effort to preserve com- 
petitive conditions among shippers and carriers and to reflect 
distance is to be observed in the structures. Table No. 5 illus- 
trates some of the most important of these group-to-group rates. 

The adjustment of rates between the various interior groups 
is difficult to analyze, for so many factors are reflected in the 
rates. Distance, railroad competition, waterway competition, 
industrial and commercial rivalry, are all present to a greater 
or less extent. These factors determine not only the relative 
rates, but the sizes of the groups and the routes used in moving 
the traffic. 

Rates Between the Port Groups 


Rates on north and south bound traffic moving between the 
port groups along the Atlantic Ocean and its tributary bays 
are affected by water competitive rates of the coastwise and 
inland waterway steamship lines. Distance is reflected and 
commercial and industrial competition mold the structure to 
a greater or less extent, but water competition is a factor of 
primary importance. 

The table of rates shown in Table No. 5 illustrates the 
application of the class rates between these port groups. These 
groups, it should be noted, include not only the ports proper, but 
a number of towns and shipping and receiving points, some 
of which are considerable distances from navigable water. The 













































THE TRAFFIC WORLD Vol. XVI, No. 16 








Neral 





The business distr™gYork w! 
ships out more freigif™ the re 
Metropolitan area compnly fift 
truck from the Erief® by w: 
$45,000,000 facility. W§ship an 


Four months after the opening of the : ) ¥ 
Hudson river vehicular tunnels, the Erie-Holland Tunnel } iter N 
economic forces set in motion by that Front Door. 


event are beginning to make them- 
selves evident in the commercial, in- 
dustrial, and in a lesser extent, the 
social life of Manhattan and northern 
New Jersey. Much the same develop- 
ment of commerce and industry which 
followed completion of the East river 
bridges and the Hudson river tubes is 
now well under way in the areas 
served by the Holland tunnel. 
Definite results attributed wholly or 
in part to the opening of the tunnel 
are: 









1. An influx of manufacturing and 
warehousing plants into Jersey City, 
Newark and north Jersey points. 

2. Acceleration of building in apart- 
ment house and residential areas. 

3. Speeding up ferry traffic by elim- 
inating waiting lines. 

4. Removal of steamship terminals . 
from the east to the west shore of the 
Hudson river. 

5. Action by railroads, with terminals 
in Jersey City, toward immediate im- 
provement of their terminal facilities. 

6. Stimulation of north Jersey’s pop- 
ulation increase through an influx of 
labor to supply new industries and sub- 
urban home owners who have been 
brought ten to thirty minutes nearer 
Manhattan: ; 

‘It may be said that Manhattan 
Island really ceases to be an island,” 
said J. J. Bernet, president of the Erie 
Railroad, recently. “The only thing 
that heretofore has stood in the way 
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of the development of these vast prop- 
erties on the Jersey shore was that 
they were ‘across the river.’ This is 
no longer true. For all practical pur- 
poses they might as well be in Cen- 
tral Park. 


“Population follows transportation, 
is an adage explaining in a general 
way the economic and social changes 
now going on as a result of the open- 
ing of the tunnel. At the root of it all, 
however, is the fact that the tunnel 
makes possible swift and certain de- 
livery by truck from warehouses or 
factories on each side of the Hudson 
to retailers on the opposite side; and 
that it eliminates slow and costly 
lighterage and rehandling and the de- 
lays incident to ferrying in which 
trucks frequently were held up for 
hours, by ice, fog or congested traffic.” 


One of the most noticeable effects of 
the completion of the tunnel is the 
trend toward the development of cold 
sterage and warehousing facilities in 
Jersey City. A number of these plants 
are now in operation. From them the 
perishable food products formerly 
lightered across the Hudson are dis- 
tributed by truck to Manhattan Island. 
Jersey City is now said to be the 
largest cold storage center in the 
world, due largely to the vehicular 
tunnel, The tunnel, also, was a prime 
factor in placing the Erie Railroad’s 
$4,000,000 new fireproof export pier in 
Jersey City. 

It is only a short drive from the 


pier to the hotel district in Man- 
hattan via the tunnel. 
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rates to and from Norfolk are governed by the Southern Clas- 
sification; otherwise the Official Classification is used in con- 
nection with traffic moving between these port groups. 

The all-rail rates between the ports, as a rule, include free 
lighterage or car-floatage within the lighterage limits of the 
ports prescribed by the rail carriers. In New York Harbor, the 
rail heads of the carriers, except one large trunk line system and 
its connections, are on the New Jersey sides of the terminal. 
Freight to or from Manhattan Island, Brooklyn, or other por- 
tions of the harbor must, as a rule, be transported by car-floats 


Table No. 3 


EASTERN TRUNK LINE TERRITORY 


Class Rates Between Virginia City Groups and Western Termini 
Groups—Rates in Cents Per One Hundred Pounds. 
—Classes— 

From To 3 4 
Columbus ...Baltimore . 5 
Pittsburgh ..Richmond . 5 
Erie Richmond . 5 
Wheeling ...Richmond . 5 
Parkersburg.Richmond . 5 
Buffalo .....Baltimore . 
Buffalo Richmond . 5 
Pittsburgh ..Norfolk .. 5 
Er Norfolk ... : 

5 
5 
5 
5 
5 
5 


5 


le 
Wheeling ...Norfolk ... 
Parkersburg.Norfolk ...106. 
Buffalo en FS 
Pittsburgh ..Lynchburg.106 
Erie Lynchburg. 106 
Wheeling ...Lynchburg.106 
Parkersburg.Lynchburg.106 
Buffalo Baltimore... 79 5 5 5 
Buffalo Lynchburg.106.5 93 40. 
The rates apply in both directions between the Western Temn 
ini Groups and the Virginia City Groups. 
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5 
5 
5 
5 
5 
5 
5 
5 
5 
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5 
5 
5 
5 
5 
5 
5 
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or lighters, between piers, steamships, or float bridges in these 
sections and the rail terminals. The rates are usually adjusted 
so that freight paying more than the specified minimum rate 
a hundred pounds receives free lighterage or car-float service. 
The carriers performing the marine terminal service are com- 
pensated out of the through rates for the lighterage or car-float 
services before the rates are divided among the carriers parties 
to the through hauls. 


Similar arrangements to extend the facilities of the rail 
lines to reach stations, piers, steamships, and industries located 
in the harbors beyond the rails of the carriers are in effect at 
other ports in the territory. The rates by the rail carriers pro- 
vide for the absorption of the expenses of the services out of 
the through rates, if the rates exceed a minimum amount a 
hundred pounds or ton. 


Commodity Rates 


Eastern Trunk Line territory abounds in commodity rates 
made on a number of different bases. Articles of low intrinsic 
value that could not bear class rates take commodity rates that, 


Table No. 4 


EASTERN TRUNK LINE TERRITORY 


Class Rate Adjustment Between Central New York Groups and 
Virginia City Groups—Rates in Cents Per One Hundred Pounds. 


To 1 
Lynchburg.106. 
Lynchburg.106. 
Lynchburg.106. 
Syracuse ...Lynchburg.106. 
Rochester ...Lynchburg.106. 
Rochester ...Baltimore . 66. 
Richmond . 
Richmond . 
...Richmond . 
Rochester ...Richmond . 
New York ...Richmond . 
Rochester ...Wilmington. 
Norfolk ... 8 
Norfolk ... 
--Norfolk ... 
Rochester ...Norfolk ... 
New York ..Norfolk ... 79 66.5 58.5 47 35 
The rates apply in both directions between the central New 
York groups and the Virginia City groups. 
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in many cases, are, in effect, very low class rates far below 
sixth class, though bearing no definite relationship to the group 
class rates or to the carriers’ individual mileage scales of class 
rates. Rates of this type are to be found on various kinds of 
brick, cement, flint and granite spalls, dolomite, manure, gravel, 
lime, ground limestone, shells, pebbles and pebble grit, plaster, 
sand, crushed stone, and low-grade lumber and woods. Another 
type of commodity rates in Eastern Trunk Line territory in- 
cludes the rates made by exceptions to the Official Classification 
published by the various roads. These exceptions apply to 
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traffic normally moving at class rates and remove the application 
of the class ratings, carload minima, or other requirements on 
the traffic moving between the points affected by the exceptions. 

Exceptions to the classification are published on the fol- 
lowing commodities, among many others: 


Ale and cereal beverages, third class, L. C. L. Passenger auto- 
mobiles, boxed, Rule 25, carload minimum 15,000 pounds. Freight 
automobiles, boxed, Rule 26, carload minimum 20,000 pounds. New 
barrels, fourth class, any quantity, estimated minimum weight 20 
pounds each. Baskets, fifth class, carload minimum, 18,000 pounds, 
Cotton blankets, Rule 25, any quantity. Mortor cement or mortor 
color, sixth class, carload minimum, 40,000 pounds. Window shade 
cloth, Rule 25, any quantity. Dextrine, sixth class, carloads, carload 
minimum, same as provided in Official Classification. Empty crockery 
hogsheads, first class, any quantity. Paving joints, sixth class, car- 
load minimum, 40,000 pounds. Paper labels, N. O. I. B. N., sixth class, 
carload minimum, 36,000 pounds. Matzos, in bundles, fourth class, 
carload minimum, 20,000 pounds. Roofing, sixth class, carload mini- 
mum same as provided by the Official Classification. 


Commodity rates are also made by giving the commodities 
selected a percentage of an established class rate when moving 
from important points of production to certain markets or 
industrial centers. These rates, of course, are influenced di- 
rectly by the class rate adjustments applying between these 
points or groups. Rate adjustments of this type are found upon 
many articles, including: 


Fixed ammunition, 90 per cent of fifth class; brass ashes, 85 per 
cent of sixth class; natural asphalt, 80 per cent of sixth class; barytes, 
90 per cent of sixth class; briquette coal binder, 8344 per cent of sixth 
class; ceiling or wall board, 90 per cent of sixth class; nitre cake, 85 


Table No. 5 


EASTERN TRUNK LINE TERRITORY 


Class Rates Between North Atlantic Ports, All-Rail—Rates in 
Cents Per One Hundred Pounds. 


From New York to 


~ 2 5 
Philadelphia . 41. . . 19. 
Wilmington ‘ _ 22. 
Baltimore r 4 3 28. 
Washington . 2 3 29 
Norfolk s 35 


: 28.5 19. 
Wilmington " 21.5 ae 15. 
Baltimore 44 34 x 19 
Washington A , 38 25 
Norfolk 2 56.5 34 


From Wilmington to 
22. 


Philadelphia ‘ ‘ F 15. 
Baltimore ‘ 19 
Washington RB - 25 
Norfolk 5 . 34 


New York 
Philadelphia 
Wilmington 
Washington 
Norfolk 


66.5 
Philadelphia 65 
Wilmington < 65 
Baltimore e 56.5 
Washington x 74.5 





per cent of sixth class; chloride of calcium, 85 per cent of sixth class; 
distillate of coal tar, 90 per cent of fifth class; marble dust, 83% per 
cent of sixth class; paper filler, N. O. I. B. N., 80 per cent of sixth 
class; wet beet pulp, 70 per cent of sixth class. 


Articles are frequently assigned to the commodity rate 
bases granted other articles without taking specific commodity 
rate bases of their own. Thus, building or clay tile takes the 
rates applied to briek, clay, or clay products; sulphite screen- 
ings take the same rates as applied to woodpulp; refuse seed, 
the same as grain products; ladder rungs, the same as lumber; 
speltz, the same as barley; liquid tar, the same as coal tar; 
plaster board, the same as wall plaster; lead or zinc ore, the 
same as pig lead or spelter—whichever is lower; molding the 
same as lumber; hog stomach linings, the same as fresh meat; 
lead scrap, the same as pig lead; steel spittings, the same 4s 
mill cinder and scale; iron sockets and couplings, the current 
iron and steel billet rates; sheet bars or tin plate bars, the same 
as iron or steel billets. 


Finally, many commodity rates are made on articles, other 
than those of very low grade, on commodity rate bases that have 
little or no relationship to the class rates or to percentages of 
class rates. These rates are made sometimes on groups of 
commodities and in other cases on single commodities. In some 
instances, the rates are made between groups, while, in other 
cases, they are station to station or point to point rates. Rates 
of this type are made to preserve railroad or industrial com- 
petitive relationships and sometimes are made differentially 
over or under other group to group or point to point rates or 
bear a differential relationship to rates upon other commodities 
moving between the same groups or points. 
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Rates of this type are found on many commodities, in- 
cluding: Soap, soda or sodium, rope, sal-ammoniac, pipe and 
pipe fittings, paper of various kinds, packing-house products, 
oils, lumber and forest products, live stock, locomotives and 
parts, ice, hides, cotton piece goods and dry goods, fruits and 
vegetables, baskets, advertising matter, glass bottles and glass- 
ware, seafoods, explosives, fireproofing materials, machinery, 
magazines and periodicals, patent medicines, oil cloth, paints, 
quebracho extract, canned goods, spices, and starch. 


ASSERT REPARATION POWER 


In answer to the petition of the railroads for reargument 
or reconsideration in No. 15394, The Best Foods, Inc., vs. Central 
of New Jersey et al. (see Traffic World, April 14, p. 909), W. 
Parker Jones and Charles A. Vilas, counsel for National Biscuit 
Co., intervener, suggest that A. H. Elder’s arguments should 
have been addressed to Congress and not to the Commission. 
They suggest that because, as they point out, he asserts that 
if the principle applied in the present case, that of reversal 
of an order denying: reparation, is sound, the reparation evil 
is perpetual and irreducible. They point out that Mr. Elder, in 
his application, referred to the fact that the Commission, in 
several of its annual reports, asked Congress to relieve it of 
the duty of awarding reparation by emphasizing, to Congress, 
the desirability of such relief. 

The intervener suggests that in view of the fact that Con- 
gress has not given such relief from the duty of awarding rep- 
aration the petition, in effect, is a request that the Commission 
take a legislative step toward ending what Mr. Elder called “the 
reparation evil.” Attorneys for the biscuit company regard the 
failure of Congress to give such relief as equivalent to a com- 
mand to continue the awarding of reparation, a duty which the 
railroads said was imposed upon the Commission by “judicial 
construction of the (interstate commerce) act.” They suggest 
that the arguments put forth by the railroads are reminiscent 
of the ones about damage and reparation made in litigation 
culminating in the Darnell-Taenzer and Sloss-Sheffield cases, 
245 U. S. 581 and 269 U. S. 217, respectively, because Mr. Elder 
says “awards of reparation rarely, if ever, reach persons who 
ultimately bore the charges, but are retained by persons who 
suffered no damage.” 


Attorneys for the biscuit company assert that, in substance, 
the major proposition of the railroads is that somewhere in 
the law there is, or should be, a limitation upon the power 
conferred on the Commission by that part of the sixteenth 
section of the interstate commerce law which says “the Com- 
mission shall be authorized to suspend or modify its orders 
upon such notice and in such manner as it shall deem proper.” 
The carriers asserted that the Commission had not the power 
to reverse an order denying reparation as a basis for awarding 
reparation, theretofore denied. In this case, which the carriers 
desire to have considered by the whole Commission, division 4, 
in one report denied reparation and then, in 139 I. C. C. 17, 
reversed that order and awarded reparation on account of un- 
reasonable rates on cocoanut stearine. 


Acceptance of the view of the law put forth by the defend- 
ants, the biscuit company lawyers assert, would relieve the 
carriers of any incentive to keep their rates responsive to the 
demands of the traffic they were chartered to carry as soon as 
the Commission had prescribed or approved them. In this case 
the carriers collected charges on ratings and rates found not 
unreasonable, in 1911, on a record that showed the stearine in 
question competed with cocoanut butter. In the later cases the 
Commission found the ratings and rates unreasonable because 
of changed competitive conditions, denied reparation one time 
and then reversed that order. Thereby the railroads asserted 
the Commission did something which they submitted, as a matter 
of law, it could not do. 


BILLS OF LADING TEXT 

The Ronald Press has issued “A Manual on the Law of 
Bills of Lading,” an exhaustive discussion of various types of 
shipping papers, written by Ernest W. Hotchkiss, L.L. B., 
assistant treasurer, Grand Trunk Railway,.and lecturer on trans- 
portation finance, University of Detroit. The book goes not 
only into the matter of domestic bills, straight and order, but 
also examines the law as applied tc export bills of lading, 
live stock contracts, ocean bills of lading, and bills of lading 
in Canada. The author cites more than 200 leading cases in 
State and federal courts. 


SHIP CASES DISMISSED 


On motion of counsel for the appellant steamship companies, 
the Supreme Court of the United States has dismissed No. 6, 
Atlas Line Steamship Co. vs. United States and a number of 
similar cases, involving claims against the government for Ger- 
man ships that were taken over in the war period. The claims 
are to be adjusted under the alien property law recently enacted. 
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LAKE CARGO ORDER ENJOINED 
The Trafic World Washington Bureau 


The proposed 20-cent reduction per net ton in lake cargo 
coal rates from the southern mines, the cause of a commo- 
tion in the Senate which drew nation-wide attention, in which 
one of the incidents was the defeat of Commissioner Esch’s 
nomination for another term, became effective April 20. The 
lowered rates became operative because the three-judge court 
which heard the complaint of the southern operators at Charles- 
ton, W. Va., announced the grant of an injunction at Richmond, 
Va., on April 14 and the Supreme Court of the United States, 
three days later, refused a stay of the injunction. Northern 
operators and northern railroads asked for the stay. Neither 
the government nor the Interstate Commerce Commission joined 
in that application for a stay, pending appeal. 

An appeal to the highest tribunal is being perfected by the 
United States and the Commission. Inasmuch as it probably 
cannot be more than docketed before the end of this term of 
the Supreme Court a decision, in the ordinary course, may not 
reasonably be expected before the lapse of many months, espe- 
cially in view of the fact that the case created by the issuance 
of the injunction seems to place before the Supreme Court, in 
pointed form, the question whether the Commission, in using 
the Wisconsin rate case, the Dayton-Goose Creek and other 
cases decided by that court as foundation for its decisions, 
exceeded the bounds of the law. The value of the Hoch-Smith 
resolution as foundation material is also involved. 

As the tariffs and the orders of the Commission stood at 
the time the injunction was issued and the stay refused, the 
way was open for the reduction to go into effect April 20 without 
further action by the Commission or the carriers. The Supreme 
Court having refused to stay the injunction there was no ques- 
tion about any one giving bonds to cover losses pending final 
decision. 

The unsuccessful attempt to have the injunction stayed, 
so as to preserve the status quo, was made in the presence of 
the whole court, a most unusual proceeding. Ernest S. Ballard 
and August G. Gutheim, attorneys for the northern operators 
earlier had appeared before Chief Justice Taft at his home. The 
Chief Justice was unwilling to refuse the stay on his own re- 
sponsibility. He said that if the attorneys for the northern 
operators who were also accompanied by J. V. Norman and 
Robert E. Quirk for the southern operators, Blackburn Esterline 
for the United States, and D. W. Knowlton for the Commission, 
would appear in court the next day they would be given twenty’ 
minutes to present their request. 

Neither the United States nor the Commission took any 
part in the arguments. Messrs. Ballard and Norman addressed 
the court. Associate Justice McReynolds, by his questions, 
brought out the fact that neither the government nor the 
Commission was asking for a stay. Mr. Ballard, in answer to 
one of his questions also said the northern railroads were not 
represented. Frederic D. McKenny, however, said that he was 
appearing for three of the:norfhern lines, the New York Central, 
Pennsylvania, and Baltimore & Ohio. He said they joined in the 
request for a stay. 

Chief Justice Taft stopped Mr. Norman before he had fin- 
ished his argument. The Chief Justice, while the arguments 
were going on, polled the court and found that the justices 
were opposed to grant of a stay, hence the stopping of Mr. 
Norman. Before the arguments, Messrs. Ballard and Gutheim 
sought to persuade the government and the Commission to join 
in the request for a stay. 

Neither the attorneys for the government nor those for the 
Commission gave the Supreme Court or the public any reason 
for the failure of the government and the Commission to join 
in the petition for a stay of the injunction. Dissolution of the 
injunction by the Supreme Court will not bring into effect the 
rates the Commission, in the suspension case, said should be 
maintained, nor, of course, will it be possible, in the event the 
Commission is upheld when the case is decided on its merits, 
for the southern railroads to collect the higher rates. As a 
matter of fact they have no desire to collect them. Restoration 
of the higher rates can be brought about by affirmative action 
either by the Commission or the southern railroads. The Com- 
mission could initiate and establish the rates if the carriers 
refused, after the Commission had been sustained by the disso- 
lution of the injunction, to publish the rates. 

The government and the Commission refused to join in the 
petition for a stay, it is suspected by well informed men, because 
that phase of the litigation presented most sharply the purely 
commercial aspect of the matter. The Commission’s decision 
has been criticized, in its own forum, in the Senate, and in the 
courts, on the ground that it was based more on the commercial 
feature than on transportation conditions. Had the Commission 
and the government joined in the request for a stay, it is gen- 
erally believed, the fact would have been exhibited as supporting 
the charge that the Commission, in making its decision, was 
influenced unduly by the considerations that actuated the north- 
ern operators in pressing their complaint through so many years. 

Attorneys representing the government and the Commission 
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attended all the proceedings, both at the home of Chief Justice 
Taft and before the bar of the Supreme Court. They were 
present to be available for such questioning, if any, as the jus- 
tices might desire to make. However, they took no part. 

Mr. Ballard, in his presentation in open court, referred to 
the fact that failure to stay the injunction would bring about 
the situation the Commission desired to prevent. He said that 
allowing the reduced rates to become effective would make the 
matter moot and cause the perfected appeal to present a non- 
justifiable question; that is, that the court would be without 
power to say whether the $1.71 or $1.91 controlling rate should 
be in effect from the southern fields. 

Mr. Norman contended that the northern operators had no 
standing in the court. He pointed out that all they were com- 
plaining about was that, unless the court stayed the injunction, 
the southern shippers would not be bearing as heavy a burden 
as the northern operators thought they should be bearing. He 
said that allowing the injunction to stand as issued would 
preserve the status both had had for many years prior to the 
beginning of the case which reached its climax in the suspension 
matter. 


Almost immediately after the Supreme Court declined to 
stay the injunction speculation arose as to what, if anything, 
the northern railroads would do to meet the situation caused 
by the certainty that the reduced rates from the southern mines 
would become operative. It was recalled that in the course of 
the hearing and argument in the suspension case the attorney 
for the Wheeling & Lake Erie said that if the reduction were 
allowed to stand, he would feel constrained to take up the sub- 
ject with the manageemnt of that road with a view to having 
it met the reduction of the southern carriers. 

What change, if any, the passing of control of the W. & L. E. 
to the New York Central, Nickel Plate, and Baltimore & Ohio 
will have upon that railroad, is a thing on which there are 
practically no facts to serve as foundation for speculation. In 
the presentation of the case to the three-judge court C. R. Web- 
ber, for the Baltimore & Ohio and northern railroads generally, 
was asked several questions about the powers of attorney the 
northern lines gave to the southern lines for the publication 
of rates. One of the judges seemed to think it was of signifi- 
cance that the northern lines had not revoked those powers. 
On account of that implied criticism, it has been suggested, the 
northern lines may allow the Wheeling & Lake Erie to make 
a reduction to meet the cut of the southern lines. In that way 
they would seek to restore the situation the Commission desired 
to have brought about, but at considerable cost to themselves, 
if the others followed the lead of that road. 


The court enjoined the order because, in its opinion, the 
Commission “exceeded its power and proceeded upon erro- 
neous theories of law.” In summing up its opinion, written by 
Circuit Judge Parker, the court said: 


To conclude, therefore, we think that in entering the order com- 
plained of the Commission exceeded its powers and proceeded upon 
erroneous theories of law. We think that its action was essentially 
an effort to equalize industrial conditions or to offset economic advan- 
tages by rate adjustments, not warranted by anything contained in the 
transportation act of 1920 or in the Hoch-Smith resolution. We think 
that it erred, as a matter of law, in holding that the burden was upon 
carriers, who filed schedules reducing rates, to show that the rates as 
reduced were not unreasonably low as compared with lower maximum 
rates prescribed for shipments from another field, and in holding that 
the schedules should be cancelled for failure of the carriers to sustain 
this burden. We think that there was error of law also in the holding 
that the burden was upon the carriers proposing a reduction of rates to 
justify the reduction under section 15 (a) (2) of the transportation act 
of 1920 or the Hoch-Smith resolution. For these reasons we think 
that the order complained of is void; and, as it is affirmative in its 
nature commanding the cancellation of rate schedules which will be- 
come effective if not cancelled, and as complainants will be injured 
if its enforcement is not enjoined, we have no doubt of the power 
of the court to grant the injunction 8 ge The effect of the injunc- 
tion will be, as we have already said, to restore the differential which 
the Commission itself established and which it approved before it 
reached the conclusion that it was its duty to consider the industria! 
conditions prevailing in the northern field and the shift of traffic 
resulting therefrom. It will result in a reduction of rates which the 
carriers are willing to make and will enable the public to obtain the 
benefit of a lower cost of transportation. It cannot injure the carriers 
which serve the competing northern field, because the maximum rate 
which they can charge is lower than the reduced rates from the south- 
ern field. In a word, its only effect will be to prevent the Commission 
from interfering with industrial conditions in the localities affected 
and from forbidding a reduction of rates which will preserve the dif- 
ferential that has prevailed for many years. The injunction prayed 
will accordingly be granted. 


Discussing the power granted by section 15A, to initiate 
rates, the court, after discussing the power exercised in the 
New England division and the Dayton-Goose Creek cases, in 
part, said: 


But we are satisfied that it was never intended by the act that, in 
exercising this power, the Commission should consider the loss of 
business of one community due to industrial conditions and attempt to 
restore it by increasi the differential in the freight rates between 
that community and others which compete with it. 


As to the power assumed to have been granted by the 
Hoch-Smith resolution the court, in part, said: 


So far as it affects the question here, this resolution does no more 
than authorize the Commission to grant relief against rates found 
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to be unjustly discriminatory or unduly preferential, thereby imposing 
“undue burdens or giving undue advantages.’’ But as pointed out 
above, a rate could not be said to give undue advantage to a locality 
as against a competing locality or to impose an undue burden on such 
competing locality where it is actually higher than the rate which the 
competing locality enjoys. . Congress certainly did not intend by 
this language to create in the Commission an economic dictatorship 
over the various sections of the country with power to kill or make 
alive. If the Commission has the right in a rate adjustment to con- 
sider the shift in traffic to a community already paying a higher rate 
and act upon it as one of the factors in still further widening the rate 
differential, its power to control the economic development of the 
country is practically unlimited. The shift in cotton manufacturing, in 
fruit growing, in furniture manufacturing, in short in every branch of 
industry, will become a matter for consideration by the Commission; 
for all depend upon freight rates, all have rates in which the differ- 
ential between long and short hauls is narrow, and all experience 
periods when there are shifts of traffic from one section to another 
due to varying industrial conditions. We feel perfectly certain that 
Congress did not intend to vest such power in the Commission. And 
the fact that the Commission seemed to consider that the Hoch-Smith 
resolution required it to consider or give effect to industrial conditions 
and the shift of traffic, or at least showed a spirit and purpose in that 
regard which should be deferred to, is of itself sufficient to invalidate 
the order complained of. U.S. vs. N. Y. Cent. R. R., 263 U. S. 603, 610. 


At one point in the opinion, Judge Parker said the railroads 
still had the power to initiate rates. At another he said that, 
in the lake cargo case it was obvious that increasing the differ- 
entials “to meet such a situation (industrial) is not regulation 
of rates but regulation of industrial conditions under the guise 
of regulating rates.” Continuing, he said: 


It means nothing more nor less than that because one community 
is able to produce coal more cheaply than another and thereby get 
a large share of the business which has been going to the other even 
though paying a considerable differential in freight, the Commission 
is placing upon it a handicap by increasing the differential in rates 
and thereby equalizing the advantage which it has in a low cost of 
production. It matters not what this may be called, it is in essence 
a regulation of industrial conditions through manipulation of rates. 


Because the general tenor of the decision was a denial of 
relief sought by the southern carriers, the Commission counsel 
argued that the order was a negative order and, therefore, a 
matter not to be handled by the courts. The court, however, 
said the order was a positive one, requiring the railroads to 
cancel their schedules, which, otherwise, automatically, would 
become operative. Therefore, Judge Parker said the court had 
jurisdiction. 

Judge Parker said the orders of the Commission in the lake 
cargo coal case “afford an interesting study and present a ques- 
tion fraught, we think, with the gravest consequences to the 
future of the country if the power asserted by the Commission 
can be sustained.” 


LUMBER SHIPMENTS 


In the week ended April 14, the lumber manufacturing 
industry, while apparently a little less active than in the 
preceding week, continued much ahead of the corresponding 
period of 1927, according to the National Lumber Manufacturers’ 
Association. The 706 lumber mills that reported to the associa- 
tion gave a total production 9,500,000 feet less than 716 mills the 
week before; shipments were 20,000,000 feet less and orders 
were off about 13,500,000. Some of the decrease merely rep- 
resents the absence of 10 mills from the reporting column. 

The decreases in all factors were absorbed by the softwood 
branch of the industry, although its output was considerably 
larger than last year at this time. 

The 374 hardwood units showed a slight gain in production 
over the week before, a considerable drop in shipments and a 
substantial increase in orders. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 
Past-Week Week, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 

Mills (or 
Dee) cece 332 374 315 142 345 371 
Production .....241,876 54,272 198,344 16,767 251,772 53,933 
Shipments ..... 262,176 49,976 208,117 21,602 276,508 56,051 
Orders (New ie 
ee 273,056 55,854 211,091 21,014 289,954 52,554 





*A unit is 35,000 feet of daily production capacity. 


PERMITTING FALSE BILLING FINE 


A. M. Landmark, at one time local agent of the Chicago, 
Milwaukee & St. Paul, according to advices received by the 
Commission, has pleaded guilty in the federal court for the 
district of South Dakota, to violation of section 10 of the inter- 
state commerce act in that he permitted and suffered the false 
billing of freight at Menno, S. D. He has been fined $500, for 
case grew out of the transactions which resulted in the fining 
of the Farmstead Mineral Manufacturing Company $500, for 
false billing, in connection with the shipment of a grain product 
on a description alleged to have been false. The company 
pleaded guilty. The agent of the railroad was accused of suf- 
fering and permitting the false billing. (See Traffic World, 
December 10, 1927, p. 1354.) 
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MOTOR VEHICLE LEGISLATION 
The Trafic World Washington Bureau 


Discussion of whether or not Congress should enact legisla- 
tion providing for the use of state officials in the administration 
of motor bus regulatory law was a feature of the meeting of 
the House committee on interstate and foreign commerce on 
the afternoon of April 12, when La Rue Brown, counsel for the 
National Automobile Chamber of Commerce, concluded his 
testimony on the Parker bus regulation bill. 

Mr. Brown had made the point that if state officials were 
to be used, they might be nominated by the state regulatory 
commissions but be appointed by the federal Commission so 
that there would be no question that they were federal officials, 
and that local joint boards could thus be established. 

Representative Lea, of California, thought there was in- 
volved the question of giving the veto power to states. Mr. 
Brown said he did not favor giving any state veto power. 

Representative Johnson, of Indiana, said the Parker bill 
provided for appeals to the Commission. Mr. Brown agreed, but 
said the ultimate result would be that every case of any im- 
portance would go to the Commission. 

The question as to whether it would be worth while to 
compromise the principle of federal supremacy with respect to 
regulation of interstate commerce “by working in these local 
boards” was raised by Representative Nelson, of Maine. 

Mr. Brown indicated that if he were deciding the matter, he 
would make the Commission the controlling factor, but would 
provide for state officials acting as agents of the Commission 
much in the nature of examiners. Mr. Nelson thought that that 
would be in the nature of a compromise, but Mr. Brown believed 
it would be an effort, within the limits of the Constitution, to 
meet what he understood had been put forward as something 
very important, namely, the desire for local officials in touch 
with local situations being placed in a position to administer 
the law and also to bring about uniformity with the state 
regulatory agencies. 

Representative Huddleston said he had heard only “a lot 
of glittering generalities” as to the need for the bill. He sug- 
gested that there was complaint by retail dealers of the com- 
petition of chain stores. and that if the government was 
going to regulate all business where there was competition, he 
wished to know if the government was going socialistic and 
take over all business. 

Mr. Brown said the only guide the bill set up with respect 
to public convenience and necessity was that the board, joint 
board or commission, in passing on applications, should give 
reasonable consideration, among other matters “to existing avail- 
able transportation agencies and service.” He thought it was 
strange that such a specific direction should have been set forth. 
He said he recognized, that in passing on applications, consid- 
eration would be given to the factor referred to, but he did 
not think that it should be singled out as it was in the bill. 

As to the “grandfather clause,” Mr. Brown urged that “con- 
clusive” be substituted for “prima facie” so that an operator 
with an established service at the time of passage of the bill 
and who had a regular service would get a certificate to continue 
operations as a matter of right. 

A substitute for the Parker bus regulation bill was submitted 
to the House committee April 13 by Earl A. Bagby, of the Cali- 
fornia Transit Company. He said the substitute followed the 
principles underlying the Parker and Denison bills and was de- 
signed to make the proposed regulation workable. He filed a 
brief with the committee in support of the substitute. He said 
that issuance of certificates of public convenience and necessity 
should be the main feature of bus regulation at this time. 

The substitute bill would create in the Interstate Commerce 
Commission a motor transportation department to be composed 


of three members who would be appointed by the President © 


and confirmed by the Senate. Control over regulation would 
be centralized in this department of the Commission, but pro- 
vision would be made for appointment of a representative of 
each state. These representatives would form local boards 
where and when necessary. : 

Mr. Bagby said regulation should only go to the essential 
features found necessary and he doubted if experience had yet 
indicated a reasonable inference that excessive rates would be 
charged by a passenger bus company that might be granted a 
monopolistic certificate. He said existing bus companies were 
inclined to exact too little rather than too much in fares. 

Representative Huddleston caused a flurry of excitement 
when, referring to long statements and reports filed with the 
committee, he said members of Congress would not read them 
because they did nof have time. Representative Nelson said 
he did not think Mr. Huddleston should make that statement 
apply to every member of Congress. 

“Confine it to yourself,” said Mr. Nelson. 

Mr. Huddleston insisted he was correct in his statement. 

‘I challenge your right to make such a statement,” said 
Mr. Nelson. 

Mr. Huddleston asked what further he intended to do about 
it. Mr. Nelson said he would not do anything further. 
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“I waive your challenge and pay no attention to it,” said Mr. 
Huddleston. 

A. R. Williams, counsel and general manager of the United 
Electric Railways, appeared in support of the Parker bill. 

C. W. Fairchild, representing a group of casualty insurance 
companies, suggested changes with reference to bonding of bus 
operators. 

Day Baker, representing New England bus and coach oper- 
ators, objected to regulation of bus rates. He also urged that 
one board be set up to issue certificates of convenience and 
necessity. 

The committee adjourned until Tuesday, April 17. 

John E. Benton, general solicitor of the National Associa- 
tion of Railroad and Utilities Commissioners, appeared before 
the House committee April 17 to reply to criticism of the 
Parker bus bill made by Mr. Brown, counsel for the automobile 
manufacturers. In the first place, said Mr. Benton, there ought 
not to be any question made about the primary purpose of the 
legislation—that it was to restrict the operation of motor busses 
by imposing public control over such operation, so that no more 
would be operated than were necessary. 


“The unnecessary are not to be permitted to encumber the 
highways; and agencies of transportation which have been 
found necessary and authorized are to be free from their com- 
petition,” continued he. 

“The bill proposes to recognize that the common carrier 
motor bus business is one in which unrestricted competition, 
and the rule of the survival of the fittest, do not work well. 
It is proposed that the industry be recognized as public in its 
character, and that the government, through appropriate agen- 
cies, shall determine who may operate, and the service the 
operators shall give, and the rates they shall exact, such regu- 
lation taking the place of competition. . . . The theory of this 
bill is that the public will be better served, and at less cost, 
if only sufficient busses are operated reasonably to take care 
of traffic offered. Whether that is a sound theory is for Congress 
to determine.” 

Mr. Benton said at present interstate bus operations were 
wholly unrestricted and that the state commissioners believed 
that that was not in the public interest and not fair to regu- 
lated intrastate operators. Because most of the busses in 
operation did not pass over state lines, Mr. Benton urged that 
the scheme of interstate regulation be coordinated with the 
state regulation. He said it was unfortunate that Mr. Brown, 
representing the manufacturers, and not as familiar with bus 
operations as the bus operators were, “has presented the situ- 
ation to you as if the long-distance operator is typical instead 
of being the rare exception.” He said the bill had been drawn 
to operate simply, easily and inexpensively for the industry 
as it was actually carried on. He indicated that Mr. Brown 
had exaggerated the kind of situations that might develop under 
the regulation proposed in arguing that the bill did not provide 
for workable machinery of regulation. 


“This bill has been drawn to give the sanction of federal 
law to control by the state commissions of the 3 per cent of 
busses along with the 97 per cent (intrastate), so far as that 
constitutionally may be done,” said he. 

Mr. Benton discussed the legal aspects of the question 
presented by proposed use of state officials as federal regulat- 
ing officials and argued that there was substantial authority 
for such use. He said Judge George W. Anderson, formerly a 
member of the Commission, first suggested the idea of a federal 
law delegating federal functions to state commissions in an 
address before the state commissions November 9, 1920. He 
said Judge Anderson had then lately resigned from the Com- 
mission and advocated the delegation of part of the duties of 
the Commission to state commissions rather than to federal 
regional commissions, to relieve the Commission of its over- 
burden of work. Judge Anderson reached the conclusion that 
Congress might constitutionally empower state utility boards 
to perform federal functions concerning the regulation or ad- 
ministration of a national highway-carrier system. 


“If Congress fails to regulate interstate busses, it compels 
forty-four states to give up regulation which they have judged 
necessary, and provided for, or it subjects intrastate operators 
in those states to unfair competition with unregulated inter- 
state carriers,” said Mr. Benton. “At the present time the 
government of the United States rewards those who can lay 
out their routes to pass over state lines with immunity from 
regulation.” 

As to the practicability of the Parker bill, Mr. Benton said 
the manufacturers, who would not have to use it, feared it 
would drive the operators into bankruptcy, but that the oper- 
ators, who would use it, thought it was practicable and desirable. 

“The bill does not contemplate a separate application to 
the board of each state in which an applicant wants to operate,” 
said he. “Nineteen out of twenty applicants will desire to 
operate only in two states, or three at the most. Which is 
easier and simpler and least expensive for them—the filing 
of an application in Washington, and following up of proceedings 
there, or the filing of applications with their local boards? .. . 
This bill does not compel a getting together in a joint board 
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hearing when there is no real occasion for doing that. . . . The 
assumption has been indulged throughout the discussion of this 
bill, by the opponents to it, that the state commissioners are 
going to try to wreck this law, if it is enacted. I do not know 
why that should be, unless they wish to discourage you from 
enacting any law. I believe you will think it is obvious that 
the state commissioners will try to make this law work well, 
because, if it does not work well, it is certain to be repealed or 
amended, and machinery provided which will work.” 

Harold S. Shertz, appearing for the Association of Motor 
Bus Owners of Philadelphia and Vicinity, said those for whom 
he spoke favored regulation but that there were features of the 
Parker bill to which there was objection. He ‘suggested a 
number of changes, among which was elimination of provision 
for regulation.of rates at this time. 

George H. Pride, appearing for the New York Board of 
Trade and Transportation, April 18, opposed enactment of any 
federal legislation providing for regulation of interstate busses 
other than with reference to safety requirements and the filing 
of bonds by carriers. He said that was as far as Congress 
should go at this time. He argued that anything more than 
that would restrict the development of bus transportation and 
that those he represented objected to enactment of legislation 
that would preclude the public from receiving the advantages 
of competition because they believed that there would be lower 
rates through competition than through regulation. 

“I am positive you are not going to do this,” said Mr. Pride 
at one point in his remarks, referring to proposed passage of 
the Parker bill. 

Mr. Pride said a ‘lot had been said about the investment in 
railroads and the necessity for protecting it. He said the best 
estimate he had been able to obtain showed that ten billion 
dollars had been invested in the highways and that if the bill 
passed there would be created a monopoly of transportation 
on the highways and that that was why he was against it. 

Cc. D. Cass, assistant to the managing director of the Ameri- 
can Electric Railway Association, appeared in support of the 
Parker bill. He read from Attorney-Examiner Flynn’s motor 
vehicle report with respect to the necessity for regulation be- 
cause of wildcat operators. He said the electric railways were 
the largest single class of bus operators in the country—that 
8,492 busses were operated by them. He said critics of the bill 
had kicked up clouds of dust and that Mr. Brown had drawn 
a discordant picture “of somebody trying to get a certificate 
to operate from Boston to Washington.” He contended that 
the bill provided a practical method for regulation. He said if 
the bugaboos about the bill were analyzed in the light of common 
sense, they would largely disappear. 


Continuing his testimony at the afternoon session, April 18, 
when the hearings on the Parker bill were brought to a close, 
Mr. Cass said he wished the record to show, with respect to the 
“opposition” of the National Automobile Chamber of Com- 
merce to the Parker bill, that it was his deliberate judgment 
that the manufacturers of busses and trucks on the association’s 
special committee on bus legislation, “were opposed to any 
regulation of busses or trucks in interstate commerce.” Fur- 
ther, said he, it was his deliberate judgment that the opposition 
represented by the group of manufacturers was designedly 
fault-finding in its nature “for the purpose of obstructing this 
legislation.” He read from statements of the association which 
he said supported his contention that the automobile manufac- 
turers really desired no legislation. He said that, manifestly, 
regulation would somewhat narrow the manufacturers’ field of 
sales. Mr. Cass said Ben B. Cain, of the American Short Line 
Railroad Association, wished to be recorded as favoring the 
legislation. 


E. W. Wakelee, vice-president of the Public Coordinated 
Transport, operating a large number of busses in New Jersey 
and vicinity, appeared in support of the bill. He dwelt on the 
effect of the unregulated interstate bus lines on regular intra- 
state carriers and said that all transportation agencies in south- 
ern New Jersey were jeopardized by the lack of federal regu- 
lation. He believed that regulation would prove beneficial to the 
manufacturers of busses because he believed the stabilization 
that would result would enable them to sell more busses than 
now. In that he said he disagreed with Mr. Cass. 

Alfred P. Thom, Jr., general solicitor of the Association of 
Railway Executives, said the railroads had approached the prob- 
lem believing that the public was entitled to any form of trans- 
portation that it demanded and that was economically justified. 
He said the railroads had, in the interest of harmony, made sub- 
stantial concessions from their views, and continued as follows: 


Originally, we favored the regulation of both busses and trucks. 

We, also, contended that there should be no so-called grandfather 
clause. If there was to be one, it was our view that, in order for 
a motor carrier to come within its provisions, it should have operated 
continuously since the date of the decisions in the Bush and Buck 
cases, namely, March 3, 1925, and that it should have obtained from 
each of the states in which it operated a certificate of convenience 
and necessity to operate in interstate or intrastate commerce. 

In the interest of a reconciliation of views and to facilitate legis- 
lation at an early date, we laid aside these views for the purpose 
of this bill and agreed to the provisions which it includes. We made 





Vol. XVI, No. 16 


other concessions, but these are sufficient to demonstrate the spirit 
with which we entered these conferences. 

There is one principle for which we have consistently contended. 

We believe it to be of vital public interest that due consideration 
be given to the effect which a proposed motor bus operation would 
have upon existing transportation agencies, the continued operation 
of which is important to the communities served thereby. 

The steam carriers are the backbone of the transportation system 
of this coutnry. There is no other mode of transportation which can 
furnish the facilities to transport all of the traffic this country offers, 

Therefore, it would be an ill advised policy for a regulatory body 
to permit the operation of a motor bus line if the effect would be 
to impair substantially the ability of a steam carrier to perform its 
a to the public, which are found to be essential to the public 
welfare. 

It will thus be seen that the steam roads are not opposed to the 
motor bus as a transportation agency. We believe that this form of 
transportation is demanded by the public and the public is entitled 
to use it. We do contend, however, that due consideration must 
be given to its effect upon other agencies without which the public 
would be adversely affected. 

To make our position abundantly clear, I wish to state that the 
steam carriers do not contend that the mere existence of a competing 
rail line should be sufficient ground to justify the denial of the appli- 
cation to operate a bus line. What we do contend is that the effect 
of the proposed motor bus operation upon the ability of the rail 
carrier to furnish service essential to the public is a proper and just 
matter for the regulatory body tc consider. 

Others have appeared before you who take the contrary view. 
They believe that the question of public convenience and necessity 
should be determined solely on the merits of the proposed bus oper- 
ation, without regard to the effect on other existing agencies. Evi- 
dently using this theory as a basis for their contentions, exception 
was taken to the provisions of the grandfather clause and to section 
5 (c) which provides, among other things, that reasonable considera- 
tion must be given to existing available transportation agencies 
and service. : 

It was the contention that the grandfather clause should provide 
that a bus carrier which has operated continuously for a_ specified 
time should be entitled to a certificate as a matter of right. This 
would render the regulatory body impotent to pass upon the question 
of the effect of such operation on other existing agencies. 

In urging that the grandfather clause should provide that a 
carrier might obtain a certificate as a matter of right if it came within 
the provisions of that clause, the argument was advanced that these 
bus operators, because of the length of time in which they had 
operated, should be protected in their investment. To argue that such 
bus operators should have special consideration and their investment 
protected and, at the same time, to argue that the existing rail 
earriers should not have the same consideration given to them, is 
inconsistent. 

However, it goes far beyond this. It completely ignores the 
public interest. The protection of the investment of a common car- 
rier under regulation is incidental to the duty to protect the public 
interest. That question is of paramount importance, for on it depends 
the power of the common carrier to furnish adequate and efficient 
transportation, essential to serve the public interest. 

The statement was made that, as to section 5 (c), which deals 
with the granting of a certificate, the only factor specifically men- 
tioned as to which consideration is required to be given is “‘to existing 
available transportation agencies and service.’’ This is not the only 
factor mentioned. It will be observed that the regulatory body is 
required to give reasonable consideration to the public convenience 
and necessity for the transportation proposed. The transportation 
that is proposed is by the bus carrier. Incidentally this factor is 
mentioned first. Here, again, the view is urged that the effect on 
existing agencies should not be considered. It was pointed out that 
the phrase ‘‘public convenience and necessity’’ appears in various state 
statutes and has been construed differently in various localities. In 
some states that phrase has been construed to require due considera- 
tion to be given to existing agencies and in others, not. 

If the view is sound that the effect of proposed motor bus oper- 
ation on existing transportation agencies should be considered, the 
fact that various state commissions place different constructions 
upon this phrase furnishes an excellent reason for a legislative re- 
quirement that this factor be considered. 

In conclusion, I wish to state that while this bill may not be 
perfect, it is, we believe, workable and it reflects the composite 
views of those directly affected as to what can be presently 
accomplished. 


Arthur J. Lovell, vice-president of the Brotherhood of Loco- 
motive Firemen & Enginemen, appearing in behalf of the four 
big railroad brotherhoods and also of the maintenance of way 
workers, made a general statement in support of the Parker bill. 

S. A. Markel, of the bus division of the American Automobile 
Association, closed the argument in support of the bill. 

Commenting “upon the somewhat singular fact that the 
only substantial opposition to the proposed legislation (Parker 
bus regulation bill) appears to come, not from operators, but 
from the manufacturers of motor vehicles, through the National 
Automobile Chamber of Commerce,” John E. Benton, general 
solicitor of the National Association of Railroad and Utilities 
Commissioners, in a bulletin to members, says: 

That organization says that it is for regulation, but not for this 
regulation. To it practically everything in the bill is wrong. Espe- 
cially does it criticize the machinery whereby applications for cer- 
tificates are to be acted upon by state boards. This, the chamber 
claims, would impose upon applicants litigation so long and costly 
that it would bankrupt them. The operators themselves, speaking 
through their national organization, find nothing in the procedure 
provided threatening them with destruction, but prefer it to being 


pe to make applications before a federal board in the national 
capital. 


GUARANTY AND WATER LINES 


Senator Bruce, from the committee on interstate commerce, 
has favorably reported to the Senate S. 3723, a bill to amend 
and reenact subdivision (a) of section 209 of the transportation 
act, to bring the Merchants’ & Miners’ Transportation Co., a5 
an independently operated water line that was under federal 
control, within the provisions of the guaranty section and to 
enable it to make a claim under that section for a guaranty 
payment for the first six months after the end of federal control. 
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CONSOLIDATION LEGISLATION 
The Traffic World Washington Bureau 


Although both recognize the desirability of amendment of 
the consolidation provisions of the transportation act, the ma- 
jority and the minority of the House committee on interstate 
and foreign commerce do not agree as to the changes in the 
law that should be made, according to their reports on the 
Parker railroad consolidation bill (H. R. 12620). (See Traffic 
World, April 14.) 

“Argument is not necessary to support the soundness of the 
policy of encouraging and authorizing the unification of rail- 
roads and their properties,” says the majority. 

“It is obvious, we submit, that unifications are not desirable 
merely as such, and that a consolidation or merger may be pro- 
ductive of great harm unless it is proper and desirable of itself 
and the public interest adequately safeguarded,” says the 
minority. 

The minority says it is willing to join in an effort to correct 
existing defects in the law but that the majority has approved 
a bill too ambitious in its scope and designed to be “sufficient 
for all time.” 

Chairman Parker, in the majority report, in general discus- 
sion as to the necessity for the legislation, says: 


The policy of authorizing the unification of rail carriers and their 
properties if such unification is in the public interest has long been 
established. The provisions of existing law, however, under which 
it was contemplated that this policy should be carried out have 
proved impossible of administration; and the provisions of existing 
law which were contemplated to be of only temporary _application, 
and which are admittedly inadequate, have been and are being 
resorted to. Practically everyone agrees that the policy is sound and 
that many of our present-day railroad problems can be relieved only 
through unifications properly authorized and carried out under suf- 
ficient safeguards. The time has come when the temporary pro- 
visions of the present law must be repealed and permanent provisions 
substituted therefor which are adequate to protect and promote the 
interests of the public, which are reasonably certain and possible of 
administration, and under which the established policy can be car- 
ried out. 

Briefly, the primary purpose of the bill is to remedy the defects 
of the existing law in order that the established policy of permitting 
the voluntary unification of railroads and their properties may be 
carried out, but only if, in each case, the Interstate Commerce Com- 
mission has determined that the proposed unification will promote 
the public interest. The bill has two main features: 

First, it affords greater and more effective protection to the public 
by prescribing the standards to be considered by the Commission 
and by providing that only unifications which will effectively promote 
the public interest may be authorized; and 

Second, it affords to the carriers more flexible methods for carry- 
ing into effect a proposed unification which has been approved by 
the Commission. 

The public must have adequate and efficient transportation serv- 
ice at the lowest rates consistent therewith. The public has the 
right to demand of Congress that it establish a system of regulation 
which will give each community served the transportation upon which 
its life, its growth, and its development depend. Private operation 
of our transportation agencies under public regulation should be the 
permanent policy of our government. Our present system of regula- 
tion, however, must be made more effective if private operation is to 
meet the just demands of the public. 


During the years 1923 to 1927, inclusive, the Interstate Commerce 
Commission authorized the abandonment of 3,052 miles of railroad 
engaged in interstate commerce. The abandonment of lines neces- 
sary to our transportation system should not be permitted. Com- 
munities have developed, homes and businesses have been estab- 
lished, and property has been acquired in reliance upon the continued 
operation of the transportation facilities afforded by such lines. 
Furthermore, the problems of weak lines can not be solved by author- 
izing abandonments. But weak roads can not long remain in exist- 
ence, nor can they render the service to which their users are entitled, 
unless effective means are found by which their operation can be 
continued and their service improved. Additions and betterments 
must replace abandonments. Carriers must place themselves in a 
position which will invite the capital necessary to improve and pro- 
mote the service they are rendering. Many weak roads have found 
it absolutely iepeenibte to obtain the money necessary for capital 
expenditures. Even some so-called strong roads have been compelled 
to rely upon bond issues when a sound financial program demands 
the issuance of shares of capital stock. 


Rates must be soundly made and adjusted. Carriers are entitled 
to charge rates which will yield them a reasonable return. The 
public, on the other hand, is entitled to the best service at the lowest 
tates compatible with that service. One rate, however, must be 
established for all carriers for a given service within a given territory. 
hat rate must be adequate to permit the weak lines to live, even 
though a stronger carrier, if considered alone, could be compelled to 
tender the service at a much lower rate. But if it were permitted to 
charge a rate less than the rate necessary for the weak carrier, a 
result directly contrary to the one desired would obviously be pro- 
duced, for the stronger carrier would be given substantially all the 
business. Artificial divisions of joint rates are not sound, and there 
are many cases where joint rates do not exist. The recapture clause is 
hot proving as effective as it was hoped. 


Substantial and effective competition between carriers must be 
assured. Although it is generally supposed that competition be- 
tween carriers in rates does not and can not exist, it is believed 
that there still remain real opportunities for competition in rates. 
Competition in service, however, will undoubtedly bring about many 
hecessary improvements. As a matter of fact, many of our shippers 
today and a substantial portion of the consuming public are vitally 
interested in expeditious and safe delivery as well as in rates. But 
competition, whether in rates or in service, can not be effective unless 
the competing carriers are strong and well balanced. 


The excessive cost of inefficiency and inadequate equipment, 
Teflected not only in the freight rates but also in the delays and 
azards which shippers must take into consideration, must be elimi- 
hated. Even assuming that the elimination of inefficiency will not 
Produce a saving substantial enough to be reflected in an extensive 
tate reduction, the continuance of the costs of inefficiency can not be 
justified economically, and the elimination of unnecessary hauls and 
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Cope will undoubtedly produce substantial improvement in 
service. 

Argument is not necessary to support the soundness of the policy 
of encouraging and authorizing the unification of railroads and their 
properties. This policy has been established by the Congress, has 
been repeatedly recommended by the president, has been indorsed 
by the Interstate’ Commerce Commission, and has been advocated by 
carriers, strong and weak alike, and by shippers. Transportation 
experts agree that the policy is sound. : 

During the entire period of many weeks which your committee 
has devoted to public hearings, with widespread and continued pub- 
licity, not a single witness appeared, or asked for an opportunity 
to appear, in opposition to the policy. It is not asserted that uni- 
fications will remove all the difficulties of today in providing and 
maintaining adequate railroad transportation service and in_ef- 
fectively regulating carriers engaged in such transportation. Uni- 
fications upon sound principles, however, will prove a very. sub- 
stantial step forward toward the solution of our present problems 
and undoubtedly present the only effective method by which many 
of our present railroad difficulties can be relieved. 

There is nothing new in the policy which the bill advocates. 
Unifications are almost as old as our transportation system. Pro- 
gressive development in the unification of railroads has been a con- 
tinuous factor in railroad history. Practically all our great systems 
of today are of the products of unifications. In the beginning the 
impelling motive was the extension of roads into the large trade 
centers in order to increase the ability to handle the expanding 
traffic, to permit the continuous handling of traffic, and to avoid 
delays and expense in frequent transfers. Subsequently, however, 
the movement became actuated by a desire to combine competing 
systems and the stranglehold of monopoly was substituted as the 
goal to be gained. Rate agreements, pools, and traffic associations 
became common. The public and the Congress, however, were quick 
to recognize the change in the ends to be accomplished, and the 
Sherman act, and the Clayton act properly restrained further unifica- 
tions of this nature. In addition, unifications of parallel and compet- 
ing lines were commonly prohibited by state laws and constitutions. 

Prior to the World War, however, it was recognized that railroad 
unifications were desirable. Congressional committees were study- 
ing the problem, only to be interrupted by the war and war legisla- 
tion. Following the war the study of the problem was renewed, 
with the result that the Congress adopted the policy of railroad con- 
sdlidations which became law with the enactment of the transporta- 
tion act of 1920. Certain provisions of that law have been found to 
be impossible of administration and have tended to defeat the very 
purpose of Congress. 

Your committee has devoted considerable time to working out 
effective provisions under which the interests of the public will be 
fully protected. Your committee is certain that the results which 
may properly be achieved through unifications can be brought about 
without in the slightest degree offering any possible opportunity for 
a return to the era of consolidation for purposes of monopoly. Only 
unifications which will promote the public interest are authorized by 
the bill. Section 202(1) then provides that— 

‘‘* * * In determining the public interest the Commission shall 
give due consideration to the maintenance of competition between 
carriers and the prevention of any undue lessening of existing compe- 
tition, the preservation and improvement of the serviee afforded by 
the necessary weak or short lines, the promotion of economy, the 
affording of better service, the securing of a simplified and more ef- 
fective regulation of carriers, the ultimate establishment of a number 
of strong and efficient systems well balanced within themselves and 
bs ad systems, and to such other factors as may be in the public 
nterest.”’ 

Each of the above provisions will be discussed in detail hereinafter. 
It is sufficient to point out at this time that the Congress and the 
public may rest assured that the public interest has been uppermost 
in the minds of the committee. If the public interest will be pro- 
moted by a proposed unification, everything should be done to en- 
courage the prompt carrying into effect of the unification plan. If, 
on the other hand, it does not promote the public interest, the 
unification should be specifically prohibited and no opportunity should 
be afforded the carriers for attempting a unification. The selfish 
interests of the carriers and the narrow perspective of state au- 
thority must give way to the paramount demands of the interests 
of the public as a whole. 


The majority report points out defects of the existing law 
and then sets forth the following outline of the Parker bill: 


Briefly, the bill accomplishes the following: 

(1) It authorizes railroad unifications which will promote the public 
interest and lays down very definite and specific standards to be 
considered by the Interstate Commerce Commission in determining 
bran or not a proposed unification will in fact promote the public 
nterest. 

(2) It removes the defects of the present law which have combined 
to prevent the promotion of the policy of voluntary unifications. 

(3) It repeals the provisions of existing law under which so-called 
mergers have been attempted (although none has actually been au- 
thorized), and which have been subjected to considerable criticism. 

(4) It grants to carriers all the power necessary to carry into 
effect a unification which will promote the public interest and which 
has been approved by the Interstate Commerce Commission, and 
removes existing barrférs of federal and state laws which otherwise 
would prevent the carrying into effect of the congressional policy. 

(5) It affords adequate protection to dissenting stockholders 
who are not in accord with the will of the majority and who wish 
to withdraw from the enterprise. 

(6) It relieves the Commission of the tremendous and probably 
impossible’ task imposed upon it of preparing a complete and com- 
prehensive plan for the unification into a limited number of systems 
of all the railway properties within the continental United States. 

(7) It prohibits all unifications except those proposed and carried 
out in accordance with the act, including consolidations, mergers, 
acquisitions of properties, and acquisitions of voting securities. 


Part II of the majority report takes up the bill in detail and 
explanation is given of the measure section by section. Through 
the explanations run arguments in support of consolidations. 
There is discussion of the subjects of maintenance of competi- 
tion, undue lessening of existing competition, preservation of 
weak or short lines, the promotion of economy, better service, a 
simplified and more effective regulation, and the ultimate estab- 
lishment of a limited number of systems as the ultimate goal of 
unification. 

Minority Report 


The minority report is signed by the following Democratic 
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members of the committee: Rayburn, of Texas; Huddleston, of 
Alabama; Parks, of Arkansas; Crosser, of Ohio; Shallenberger, 
of Nebraska; Milligan, of Missouri, and Peery, of Virginia. The 
report follows: 


(1) The provisions of the transportation act of 1920, which relate 
to unification of carriers were hastily and ill considered and are ad- 
mittedly inadequate. Paragraph 2 of section 5, which authdrizes 
unifications which do not amount to consolidations or mergers, is too 
elastic in certain particulars and too rigid in others. Paragraphs 4, 
5; and 6 have been found unworkable for the reason that they re- 
quire the Interstate Commerce Commission to authorize unifications 
only after the adoption of a complete plan for the consolidation of 
all railways into a limited number of systems. This the Commission 
has found it impracticable to do as it was too ambitious a plan and 
one that no man or commission had the wisdom or the foresight to 
be able to put into effect. The minority was a and desirable of 
joining in the correction of these defects in the existing law. A recom- 
mendation that this be done has been made by the Interstate Com- 
merce Commission in its report to Congress for 1925, 1926, and 1927 
in the following language: 

“That paragraphs (2) to (6), inclusive, of section 5 of the interstate 
commerce act be amended (a) by omitting therefrom the existing re- 
quirement that we adopt and publish a complete plan of consolidation; 
(b) by making unlawful any consolidation or acquisition of the control 
of one carrier by another in any manner whatsoever, except without 
specific approval and authorization; (c) by giving us broad powers 
upon application and after hearing to approve or ge cae such 
consolidations, acquisitions of control, mergers, or unifications in 
any appropriate manner; (d) by giving us specific authority to dis- 
approve a consolidation or acquisition upon the ground that it does 
not include a carrier or all or any part of its property which ought 
to be included in the public interest and which it is possible to in- 
clude upon reasonable terms; (e) by modifying subparagraphs (b) 
of paragraph (6) so that the value of the properties proposed to be 
consolidated can be more expeditiously determined; and (f) by pro- 
viding that in the hearing and determination of applications under 
section 5 the results of our investigation in the proceeding on our 
docket known as No. 12964, Consolidation of Railroads, may be utilized 
in so far as deemed by us advisable.”’ 


This provision the majority was unwilling to adopt but under the 
guise of meeting this recommendation the committee has approved 
this bill which covers a much broader field than the recommendation 
and, in our opinion, deals with aspects of unification never considered 
by the commission or at least not recommended by them and which 
are altogether unnecessary for the correction of such defects in the 
existing law as the Commission has pointed out. Therefore, one of 
the fundamental faults of the bill is that it is too ambitious in its 
scope. Had the committee confined its efforts to meeting the rec- 
ommendation of the Interstate Commerce Commission, even that 
would have required a great capacity to deal with a highly complex 
subject. They have sought by the bill to cover to its remotest 
extremity the entire field of railroad unification. They have con- 
sciously omitted no detail which might now or hereafter, in our 
opinion, require legislation. They have sought to enact a complete 
code of laws and to mold with a single cast a system which would 
not only meet existing conditions, but be sufficient for all time. 
We believe that we should go only so far this time as experience 
has demonstrated would be safe and sound and that much danger 
is to be encountered by going beyond the point where experience and 
knowledge extend. In a question as great and broad as the vast 
field of transportation extreme caution should be used in dealing with 
the subject. We should legislate, not with a view to finality, but 
with a reservation to do only that which may be required by the 
present, and thus gain experience for future legislation of a more 
permanent nature. To do otherwise might work great harm and 
ultimate disaster. 

(2) Another fundamental fault with the bill is that it is written 
from the point of view that all consolidations are good and that all 
should be facilitated. The majority, in their report, frankly say: 


“Argument is not necessary to support the soundness of the policy 
of encouraging and authorizing the unifications of railroads.” 


It is obvious, we submit, that unifications are not desirable merely 
as such, and that a consolidation or merger may be productive of 
great harm unless it is proper and desirable of itself and the public 
interest adequately safeguarded. We most emphatically dissent from 
the views of the majority when they say that consolidation, as 
such, should be encouraged. We do not believe that it should be 
the policy of Congress to invite and urge railroads to throw them- 
selves at once into consolidated systems. 


We believe that this invitation would be taken by the railroads 
throughout the country for them to hastily consolidate their prop- 
erties. We are of the opinion that the passage of a law that only 
permits the unification of the railroads without the urge is all-sufficient 
and that consolidation and unification when they do come should 
be by a gradual and natural process. It is very much to be feared 
that with the passage of this bill there would be the most destructive 
riot of speculation in railroad securities that has ever been seen in 
the country. As evidence of the fact that enactment of this bill 
would have a tremendous influence in this direction, we have but 
to note the increased speculation in railroad stocks and the inflation 
in values since the vote of the committee to report this bill favorably. 

Section 203 of the bill is too latitudinous in the grant of powers to 
the Interstate Commerce Commission. It clothes the Commission 
with practically unlimited discretion in the allowance of unifications, 
which, in their opinion, may be in the public interest. The Commis- 
sion is not required to base their action upon a finding of fact, nor 
to form their opinion under the influence of any given set of prin- 
ciples. While the Commission is directed to consider certain factors 
in reaching their conclusion, the weight which shall be given to these 
factors is not prescribed, nor, indeed, is it made essential that any 
weight at all shall be given to any or all of them. agg | Congress 
should not delegate to the Commission, which is merely its agency, 
such a generous share of its own responsibilities. 

(3) The bill is written more from the standpoint of railroad finan- 
ciers and big bankers than that of railroad operators. 

The existing law as found in paragraph 6 (b) of section 5 of the 
interstate commerce act is as follows: 


“The bonds at par of the corporation which is to become the 
owner of the consolidated properties together with the outstanding 
stock at par of such corporation shall not exceed the value of the con- 
solidated properties as allowed by the Commission.”’ 


The bill sponsored by the majority repeals this provision. In the 
bill as first ag eo in the committee a section similar to this was 
introduced but before the bill was reported it was stricken from the 
bill. Why, we ask? For more than 30 years many of the states 
have had laws as a railroad corporation to have securities 
outstanding in excess of the value of the properties. No undue 
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hardships have been worked on any railroad corporation. We be- 
lieve that this provision should be restored to the law. There was 
a long fight waged in Congress before the Commission was given the 
authority to forbid the issuance of spurious and unnecessary securi- 
ties. Finally, section 20a of the interstate commerce act was passed, 
giving the Commission full authority to approve or veto any applica- 
tion for issuance of securities. May we ask if this is not the entering 
wedge to defeat this very salient provision of the law which only de- 
mands that railroads shall hereafter be honestly capitalized? Why 
should a railroad company be permitted to issue stocks and bonds far 
in excess of the value of its properties? The railroads are glad indeed 
to have their rates set on value. Why are they not willing to have 
their capital based on value? 

Without the repeal of this provision the Commission would not 
have the power to allow the consolidated corporation to issue stocks 
and bonds in excess of the value of the properties. Will the Com- 
mission take the repeal of this provision ‘as consent of Congress for 
them to approve issuance of securities far in excess of the value of the 
properties? : 

In considering the proposed ‘‘Nickel Plate’”’ consolidation the Com- 
mission criticized the feature of the plan which placed control with 
promoters who might own less than a majority of the stock. This 
practice condemned in that case is legalized by the pending bill. It 
does not forbid the issuance of nonvoting stock, nor the control in 
numerous devious ways of the unified corporation by those who may 
own little or none of its securities. Our position is that sound 
public policy requires that responsibility for the control of a carrier 
should rest with those who own its securities, and that any different 
system encourages manipulation and sharp practice, harmful both to 
the public and to the interests of the corporation itself. 

The bill does not forbid the practice of the new and ingenious 
device of financial manipulation in the issuance of nonpar value 
stock. We deem this harmful to the public as encouraging stock 
jobbing and speculation. 

(4) The bill, in our opinion, to the mind of any one who has any 
regard for the rights of states and their power to in any way control 
théir own creatures, should appear insuperable in the fact that it 
provides for a ruthless disregard of all limitations placed upon cor- 
porations by the states under which they are organized. 

Sections 210 and 211 of the bill clothe carrier corporations, created 
by the states, with vast federal powers. The states, in the exercise 
of their reserved powers, have granted certain of their sovereign 
authority to carrier corporations. These creatures of the states have 
accepted their charter powers subject to strict limitations and under 
corresponding responsibilities. 

For instance, in the case of Nebraska and numerous other states, 
a carrier corporation is not permitted to acquire a competing line, 
while in Texas, and probably other states, the corporation is not 
permitted to operate outside of the state. This bill strikes down 
these limitations, and allows these artificial creatures of the state to 
hold on to powers which were conferred upon them by the state, 
and accept greater and additional powers from the federal govern- 
ment, though thereby the corporation may violate the laws of its 
creation. The Nebraska corporation is empowered by this bill, its 
charter limitation to the contrary notwithstanding, to acquire a 
competing line of railroad. The Texas corporation is empowered 
to operate in other states without regard to prohibitions of the con- 
stitution and laws of Texas. 

We believe that there has really rarely been in our history a more 
fundamental invasion of the rights of the states than as provided 
by this bill, i. e., the assumption by the federal government of the 
power to clothe state corporations with federal power, and in so doing 
to strike down the limitations and restrictions provided by the state 
for the control of its creatures. It may well be doubted that the 
federal constitution permits Congress to clothe the corporation cre- 
ated by a state with powers inconsisent with the laws of the state 
which chartered it. 

Another ruthless invasion of the reserved power of the states is 
found in section 214 of the bill. That section undertakes to strike 
down their powers of taxation, to specify wherein and how they may 
be exercised. 

Further the bill grants large and important federal powers to 
corporations, and this without requiring the beneficiary of con- 
gressional generosity to assume any corresponding burdens or respon- 
sibilities. In short, the corporations yield no consideration whatever 
in exchange for the new franchises and powers which are conferred 
upon them. The benefits conferred are in the form of a clean gift 
from Congress. 


It is certain that the railroad corporations now enjoy various rights 
and powers which neither Cangress nor the states which chartered 
them have power to take away. Experience and modern practice 
recognizes that certain of these powers exceed what the public interest 
requires that the corporation should have. These powers, now be- 
come improper and excessive, the corporation should be required to 
surrender, as the price of availing themselves of the benefits con- 
ferred by this bill. For instance, the public interest seems to require 
that a carrier corporation should hold only such powers as are reason- 
ably required to enable it to function as such. It should not engage 
in dealing in merchandise or real estate or in the banking business. 
It should be required to give up such powers as the consideration for 
consolidation or merger. 

Carrier corporations might well be required, as the price for the 
benefits conferred by this bill, to accept the valuations of their prop- 
erty made by the Interstate Commerce Commission, or to surrender 
the right to have counted, as an element of value upon which they 
may earn a fair return, that part of the valuation upon rights of way 
and other rea] estate which may be in excess of their prudent in- 
vestment in same. 


The opportunity to require concessions from the railroad corpora- 
tions, which Congress is yielding up by this bill, may not come again. 
The failure to take hold of it now may result not only in jeopardy of 
the public interest, but in serious legal difficulties in the future. 

The objection to federal charters for railroad corporations is based 
upon a regard for states rights. But for that principle, no doubt 
federal charters would already have been conferred upon such 
corporations. 

We therefore believe that this bill is destructive of competition 
between carriers in service, as it will allow the consolidation of the 
parallel and competing lines. For instance, the so-called Loree 
proposal, consolidating the Kansas City Southern, the Missouri, 
Kansas & Texas, and the Cotton Belt would, in our opinion, destroy 
practically every vestage of competition in the territory that they 
now serve. If those three railroads are consolidated what reason 
would there be for improving the service for the reason that they 
peg a oe all of the business anyway by running trains either slow 
or fast? 

We further call attention to paragraph 2 of section 210 of the bill 
which provides among other things that any common carrier and its 
officers, directors, agents and employes shall be relieved from the 
anti-trust laws, from all restraints and prohibitions of the laws of the 
United States; and except in case of a corporate consolidation from 
all restraint and prohibitions of the laws or constitutions of any 
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state or the desires or orders of any state authority. In so far as it 
may be necessary or appropriate to enable such carrier or its officers, 
directors and agents to enter into and carry into effect such plans. 

We feel that this is one of the most unjustifiable features of the 
pill in that it seeks to relieve the railroads and the commission from 
the operation of the antitrust laws by this provision, and any laws 
of any state or of the United States may be set aside and declared 
null and void in the discretion of the commission if the commission 
were of the opinion that it was necessary to do so in order to carry 
out its wishes with reference to unification. No such broad power 
should be sou by Congress to any man or set of men. To us it 
seems unthinkable that the Congress would say to any bureau or any 
commission that in carrying out some plan or some purpose that it 
pe allowed to indiscriminately and at will set aside not only the spe- 
cific law but all restraints and prohibitions of any law or laws of 
the United States. : 

(5) In the nemnning of the advocacy of railroad consolidation 
under the vast scope of this bill it was strongly urged in its favor that 
it would care for and take into the consolidated systems all weak or 
short lines. It is our opinion that the so-called weak and short lines 
are as Vital to the communities that they serve as the trunk line is to 
the community served by it. We believe that these feeders and 
pioneers in the field of transportation should be preserved and 
fostered and that when consolidation does come and when application 
for consolidation is pending before the Interstate Commerce Com- 
mission that the railroads and the commission should be given to 
understand distinctly that it is our policy that these short and weak 
lines that are necessary and vital to the economic life of any com- 
munity should be taken care of and the railroad management not 
allowed to consolidate only the properties of the rich, desirable rail- 


‘roads and leave these pioneer railroads to starve and become streaks 


of rust and these communities be destroyed. The owners of short- 
line railroads are hoping that Long 4 will be taken into these consol- 
idated systems, but the testimony before the committee will not ‘give 
much hope to their wish. One witness, representing one of the 
biggest groups in the country, in his testimony gave the committee to 
saierataal that if the government wanted the short, weak, and un- 
profitable railroads to be taken care of, he desired the government 
to do that itself. A weak railroad this year may be a strong, rich 
road next year, mines may be opened up along its way, oil fields may 
be developed, and ranches turned into farms. Therefore, we repeat, 
why the urge and undue haste for the consolidation of railroads when 
time and experience may develop wholly different conditions. 

(6) This is a majority stockholders’ bill. While it enables a dis- 
senting minority to obtain payment for their stock on a valuation, it 
deprives them of the power of veto. Minority stockholders who 
have acquired shares in a corporation, which, under its charter, had 
no power to merge with another corporation, will find that such 
powers are granted by this bill. It will be a great error to assume 
that the unification of two or more carriers will not be made in cases 
in which the control of all of the corporations is held by a single 
group of financiers, who will show little regard for the — of the 
minority, and will be moved by selfish and unfair consideration to 
themselves. 

(7) The President in his message to Congress at the beginning of 
this session stated that the “‘Purpose of consolidation is to increase 
the efficiency of transportation and decrease the cost to the shipper.’ 
Nowhere in the testimony of the railroad managers and experts who 
appeared before the committee is there held out the promise that 
rates and charges will be reduced because of consolidation. In the 
beginning of the discussion of the ambitious scope of this bill it was 
held out everywhere and at all times that in consolidation great 
economies would come about that would be reflected in the rate 
structure of the country. No testimony before the committee of the 
railroad managers or experts held out any promise or hope that there 
would be substantial, if any, reduction in rates, but all denied that 
freight-rate reduction would result from the operation of this bill. 
The economies in which the people are interested and the only one 
that they believe would be an economy is such economy that would 
be reflected in the reduction of rates. If this be true, then we ask 
what are the people to hope for from the passage of this bill? They 
may expect gigantic combinations of railroads and capital with all of 
its economic and political influence, with its menacing hazards, and its 
uncertain destiny. The measure is in line with the policy of govern- 
ment favored A those now in control with which we do not agree. 
The policy consists of abandoning, or to use a more euphonious term, 
delegating the real control and protection of the people’s rights to 
this, that, and the other agency. 


Before any more great grants of power are given to the commis- 
sions and bureaus of the government it would be well to wait the 
outcome of the vast power we have already lodged in some of our 
bureaus and commissions. 

We further believe that the Congress should firmly hold at all 
times to its rights to determine the policies of the government and 
the policies and laws under which all of its creatures shall operate. 

For these and many other reasons that we will later assert, we 
cannot support the proposal. 


SHIPMENTS TO LATIN AMERICA 


The Department of Commerce has issued a handbook on 
“Preparing Shipments to Latin America,” written by Henry 
Chalmers, chief of the division of foreign tariffs. The book 
contains information designed to aid the American exporter in 
getting his goods properly to destinations in Latin America. In 
explanation of the book Mr. Chalmers, in part, says: 


The American exporter too frequently experiences vexatious 
delays or costly penalties in the clearance of his goods at destina- 
tion, because of failure to anticipate the exact conditions of doing 
business with the given country, or the lack of full information as 
to the procedures and regulations of foreign countries regarding the 
Proper preparation of shipments, the handling of shipping documents, 
the consular requirements and practices at this end, and the conditions 
of entry at destination. 


In part, these unfortunate experiences are attributable to the 
complex and exacting consular and customs regulations of the various 
countries, and confusing lack of uniformity in their requirements and 
practices. It must be admitted, however, that these unpleasant “‘sur- 
prises” are in part, due to the fact that the business of getting goods 
into foreign markets is too often regarded by many firms as a-routine 
matter, and too frequently is delegated to a minor employe who does 
hot always have the special knowledge necessary to plan and dis- 
Patch an export shipment so as to ensure its safe and prompt ar- 
rival. The more enlightened export managers are now coming to 
realize the necessity of themselves keeping informed on the detailed 
conditions of making shipments to the various countries, and of see- 
ing to it that full and up-to-date information is regularly available 
inside their own organization. 
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Conditions in the full cargo markets have been unchanged 
in the last few days with the exception of a decline in demand 
in the West Indies time business and a consequent decrease in 
rates. The Montreal grain traffic has been’ quiet despite the 
proximity of the opening of navigation. Shippers and brokers, 
however, look for a revival in this trade in the near future. 
The dullness of heavy grain business is shown ir the fact that 
only three or four vessels have been fixed in the last week, with 
charters for May loading at Montreal at 18c a hundred pounds 
to Antwerp or Rotterdam, 14c to Hamburg or Bremen, and 18%c 
to Greece. Vessels can be obtained from St. John, N. B., for 
April loading to the Mediterranean at 16c not east of the west 
coast if Italy, and for May loading at Montreal at the same rate. 
Coal inquiries are noted in the market at $3.25 a ton for early 
May loading to Santos and June loading at $3.10 to the River 
Plate, from Hampton Roads. Space to the west coast of Italy 
is still quoted nominally at $2.35 a ton. 

Limited activity is shown in trans-Atlantic sugar traffic. 
Small steamers can be placed for San Domingo at 17s 6d a ton 
and for Cuba at 16s 3d to 16s 9d, for May-June loading to the 
United Kingdom or Continent. 

The government report on winter wheat as of April 1 has 
caused considerable comment in shipping circles. The indicated 
shortage is expecteed in some quarters to result in an increased 
demand, but it is pointed out that the report is subject to re- 
vision later. 

Current rates on heavy grain range about as follows: May- 
June loading at Montreal for the United Kingdom, 3s per quar- 
ter; from Montreal to Antwerp-Rotterdam, May-June, 13c a 
hundred pounds; Montreal, May-June, to Hamburg-Bremen, 13%c 
to 14c; Montreal, May-June, to the Mediterranean, 161c. 

The new agreement of the United States Intercoastal Lum- 
ber Conference is expected to go forward to the Shipping Board 
for approval in a few days. Ten companies are understood to 
have subscribed to the pact, which aims at a flexible stability 
in the movement of lumber from the north Pacific to the At- 
lantic range. 

Reports that the Dimon Steamship Corporation was about 
to join the Intercoastal Conference are denied by John W. Chap- 
man, traffic manager of the Dimon Line. There is no present 
intention of joining, he says. 

In connection with the Panama Pacific Line, the I. M. M. 
is now engaged in strengthening this intercoastal service with 
three sister liners which, when completed, will cost approxi- 
mately $21,000,000. 

To accommodate seasonal shipments of canned goods and 
dried fruits from the north Pacific to Dublin and Belfast, the 
Isthmian Line will berth a steamer at Portland in September 
and another in October, following a plan carried out last season, 
when direct service was made available for those ports for 
two sailings in conjunction with the regular Pacific-United King- 
dom schedule, which includes London, Liverpool and Avonmouth. 

Negotiations are under way for settlement of the trans- 
shipment difficulties arising out of the rate war in the Antwerp- 
Rotterdam trade from north Atlantic ports, which have resulted 
in loss of traffic to steamship lines operating between north 
Atlantic and Mediterranean, Baltic and French Atlantic ports. 
It is expected that steps will be taken to insure the protection 
of through rates in the latter trades. 

A fleet of some fifty foreign built vessels, including a num- 
ber of Norwegian ships and eighteen new lakers built in British 
yards, are expected to cross the Atlantic this spring to engage 
in the transportation of bulk grain, woodpulp and pulpwood on 
the Great Lakes and upper St. Lawrence until the close of 
navigation, when most of them will turn back across the At- 
lantic. In the so-called off-season many of the lake steamers 
engage in carrying woodpulp and pulpwood from lower St. 
Lawrence ports to regions in the vicinity of Niagara Falls, from 
which it is transported by rail to the large paper mills in Central 
Freight Association territory. 


SHPBUILDING SHOWS DECLINE 
The Trafic World New York Bureau 


Shipbuilding statistics covering all countries for the first 
quarter of this year, as compiled by Lloyd’s Register of Ship- 
ping, show a decrease of nearly 250,000 gross tons of merchant 
ship tonnage now under construction. The total for the world 
March 31 was 2,893,251 gross tons, compared with 3,118,721 at 
the end of 1927. 

The decrease in new work was less marked than in the 
total of tonnage launched. New construction begun the first 
quarter aggregated 598,150 gross tons, against 625,692 gross tons 
in the December quarter. Tonnage launched the last quarter 
amounted to 654,401 gross tons, comparing with 823,482 gross 
tons at the end of the December quarter. 

This is the first time there has been a decrease shown in 
the quarterly returns since September, 1926, the statement points 
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out. In comparison with the 1926 figure, however, which was 
1,850,000 gross tons, the total at March 31 last shows an in- 
crease of 1,043,000 tons. The present aggregate is nearly 270,000 
tons below the level at the end of June, 1914. 

A sharp decline since the first of the year is shown by the 
returns for the shipyards of the United States, only 56,000 
gross tons of merchant vessels on which work has been begun 
being reported at the end of March, as compared with 97,000 
tons at the beginning of the year. As a result this country, 
which then ranked eighth in the volume of production, now 
stands tenth, both Russia and Japan having passed her in the 
period under review. 

The only maritime countries showing gains in the last quar- 
ter are Denmark, Russia and Japan, the latter showing the 
largest proportionate gain. 

Motorship construction shared in the decline. In Great 
Britain, the statement shows, motor vessels represent only about 
40 per cent of the shipbuilding output, but in other countries 
combined the motorship percentage is About 63 per cent of the 
total. 

Italy and Holland continue to be active in the building of 
motor vessels; the former now having in hand a total of 126,740 
tons, and the latter 110,393 tons. Italy’s figure represents a 
gain of about 14,000 tons over that at the beginning of the year, 
while Holland’s production shows a decrease of about 19,000 
tons. 

Tanker steamers and motor tankers of 1,000 gross tons and 
above now in hand aggregate 107,000 tons less than at the 
beginning of this year. The comparative figures for the last 
two quarters show that the decline in Great Britain and Ireland 
for this class of construction during the last quarter was 63,000 
tons, as against 44,000 tons for the United States and all other 
maritime countries together. 

Included in the total of 637,232 tons are 76,850 tons for 
Denmark, 75,820 tons for France and 70,500 tons for Sweden. 

Gains are shown in the indicated horsepower of oil engines 
building, or being installed throughout the world, the total 
being 1,333,875 indicated horsepower, as against 1,233,956 indi- 
cated horsepower at the end of the previous quarter. 

For steam reciprocating engines a small decline is shown, 
the world total being 549,910 indicated horsepower, as compared 
with 556,874 indicated horsepower in the previous quarter. 

A decline is shown also in the returns given by Lloyd’s for 
steam turbines, the total for all countries aggregating only 277,- 
600 shaft horsepower at the close of the quarter just ended, as 
compared with 343,700 shaft horsepower in the previous quarter. 
These figures do not include Germany, returns from that country 
not being available. 


SHIP OFFICIALS INDORSE BILL 


The Trafic World New York Bureau 


With the exception of one feature, the National Council of 
American Shipbuilders joined hands with local shipping men in 
indorsing the amended Jones’ merchant marine bill. That fea- 
ture is that, while the amended bill provides substantial aid for 
financing new ship construction and for the operation of pas- 
senger and cargo vessels in routes requiring the carriage of 
mails, it fails to provide aid that will warrant immediate con- 
struction of new cargo vessels to replace those now in trades 
that will not be available for the carriage of mails. 

Steamship owners, however, appeared to be gratified at the 
prospects of passage of the measure. The mail pay and con- 
struction loan provisions evoked special commendation. ‘The 
insurance provisions of the measure also were regarded as open- 
ing the way for material economies for American owners. 

A statement giving the views of the shipbuilders, issued 
after a meeting of the board of directors of the National Council, 
follows: 





The board expressed its appreciation for the able and impartial 
investigation carried on by the committee in its efforts to obtain 
the information concerning the present conditions of the merchant 
marine and the shipbuilding industry on which the committee based 
its recommendation for the enactment of the Senate bill as amended. 

The board is of the opinion that while this bill provides sub- 
stantial aid for financing new ship construction and for the opera- 
tion of passenger and cargo vessels in routes requiring the carriage 
of mails, it feels that the bill fails to provide aid that will warrant 
any immediate construction of new cargo vessels to replace those now 
in trades that will not be available for the carriage of mail because 
such new cargo vessels will operate in direct competition with foreign 
vessels constructed and operated at a less cost. 

The board believes that the experiences under this bill will dem- 
onstrate the necessity for future legislation to render the necessary 
aid to this class of vessels. 

Notwithstanding this objection the board is of the opinion that 
the bill S. 744 as amended is a constructive measure and an im- 
portant step in providing ways and means to establish and maintain 
an adequate merchant marine in the foreign trade owned by citizens 
of the United States and built in American shipyards, and as such 
the bill has the hearty support of the National Council. 





LA FOLLETTE SEAMEN BILL 
Senator La Follette, from the committee on commerce of 
the Senate, has favorably reported S. 2945, a bill relating to 
the payment of advnace wages and allotments in respect of 
seamen on foreign vessels. 
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MARINE BILL REPORTED 


The Traffic World Washington Bureay 


The Jones-White merchant marine bill, designated as S. 744, 
the number of the Jones bill as it passed the Senate, was favor. 
ably reported to the House, April 17, by Chairman White, on 
behalf of the House committee on merchant marine and fisheries, 
The committee amended the Jones bill by striking out all after 
its enacting clause and substituting therefor the House com- 
mittee’s amendment. Chairman White pointed out, however, 
that the committee amendment included the substance of the 
Senate bill. 


“Your committee summarizes its views in the statement that 
at the present time and in the years immediately ahead, this bill 
will not cost the government in excess of $10,000,000 a year,” 
said the report. 

“It perhaps calls for emphasis by repetition that the specific 
aids carried in this bill in no way depart from principles hereto- 
fore recognized and approved by many congresses,” said the 
committee. “Loans for construction of vessels, contracts for 
payment of mail services, authority to insure to the extent of 
the government’s interest, and the building up of a merchant 
marine naval reserve, have all heretofore been sanctioned by 
Congress. Your committee believe, however, that in the pro- 
visions of the present bill we have so expanded and so liberal- 
ized existing law that these methods will be vitalized and made 
effective towards the upbuilding of our merchant marine.” 

General declarations with respect to the bill in the report 
follow: 


Your committee believes that in reporting this amendment it is 
responding to the desire of the American people. In our view there 
has been no time within three-quarters of a century in which the 
country has been so interested in an American merchant marine, so 
anxious that the Congress should provide the ways and means for 
restoring to the American ship that prestige which was once the na- 
tion’s pride. Your committee offers this bill for your consideration in 
the confident belief that if administered to the extent of the authority 
given and in accordance with its purpose, shipbuilding within the 
United States will be stimulated, new and modern ships flying our flag 
will appear upon the seas, interest in our ships will be stirred, a new 
loyalty will be aroused in American shippers, and .we shall have ac- 
complished much toward the restoration of American supremacy upon 
the seas. This report is not the thought of any party or any section 
of the country a upon your committee. All members have 
striven to compose differences and to reach agreements. 

Our merchant marine has been a subject of general discussion in 
the press, by the public, and within the halls of Congress during late 
years. Your committee assumes, therefore, that the main facts with 
respect to our foreign trade, the percentages of our exports and im- 
ports carried in American ships, both governmentally and privately 
owned, the costs of construction of ships here and abroad, the oper- 
ating and subsistence differentials between American and foreign 
flagships, and the advantages to our nation of having available its 
own ships for the carriage fo its commerce, are in the minds of the 
members of the House. Your committee believes, too, that the neces- 
sity for ships of the higher speeds as auxiliary naval and military 
vessels is also appreciated by this body. It takes for granted, also, 
that the American people prefer to see our ships privately owned and 
operated rather than owned and operated by the government itself, 
but that in any event the Congress desires essential trade routes to 
be maintained. It is further accepted as beyond doubt that the Amer- 
ican people are ready and willing to pay such amounts as may be 
reasonably necessary to give to the United States the size and char- 
acter of merchant marine required to meet these public expectations. 

It is of paramount importance, also, to have in mind always that 
although this bill is predicated upon a conviction that private owner- 
ship and operation of American ships is altogether to be desired, and 
is the end to which we are striving, it in no provision suggests the 
abandonment by the government of freight or passenger lines deemed 
by the Shipping Board to-be essential in the interests of American 
commerce. The legislation proceeds upon the hope that private 
citizens will acquire and operate our ships, but it continues in full 
force and vigor the provisions of law now existing under which the 
government operates its vessels. In express terms, it reaffirms the 
policy and purpose of sections 1 and 7 of the merchant marine act of 
1920. Indeed, it goes beyond present law, for it forbids the selling 
of government ships or lines except upon the affirmative vote of five 
members of the board. Your committee is justified in asserting that 
it takes nothing from the Shipping Board while adding substantially 
to the prospects of successful private operation. 

Your committee members have faith in the legislation presented 
to you. It gives to the American ship greater aids than have been 
provided by any legislation within three-quarters of a century. We 
believe its enactment means the building of new vessels of greater 
speed than any now flying our -flag; that it will revive the shipbuilding 
industry; that it will stimulate an increased use of American ships 
for American cargoes; that it will give us a larger measure of indus- 
trial and commercial independence; that it will provide us with naval 
auxiliaries for the day of stress, and that it will carry to all the 
world notice of our settled purpose to retain upon the seas that 
which we now have and of our determination in due process of time 
to build and maintain a merchant marine of a size and efficiency 
commensurate with our national interests and our national dignity. 


Loans for Ships 


The House bill provides for loans for construction of vessels 
on more liberal terms than are now provided in the merchant 
marine act and authorizes the appropriation of such amounts as 
will create a fund of $250,000,000 for shipbuilding loans, as well 
as loans for reconditioning, remodeling or improving vessels. 
The report said the available cash in the fund as of April 1 was 
$71,075,000 but that because of commitments, definite and tenta- 
tive, there was available for loans only $54,075,000. As to this 
part of the bill, the committee, in part, said: 


Existing law provides that for any period in which a véssel is 
operated exclusively in the coastwise trade any loan with respect of 
such vessel shall bear interest at not less than 54%, and that during 
any period in which the vessel is employed in foreign trade that rate 
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EFILLER 


“THE REFILLER” is one of the fleet 
of 60 named Pennsylvania freight trains 
that have set remarkable records for 
regularity and consistency of on time 
arrival. 


a freight that gets empties’ 
back on the job 


MPTY bags and boxes are sum- 
marily cremated. Bottles, 
emptied of their contents, tinkle 
away on the wagons of the rubbish 
collectors. Tin cans festoon the scrap 
heap, furnishing succulent morsels 


for the stray goats of the neighbor- 
hood. 


But empty freight carriers of the 
steel rails suffer no such ignominious 
fate. For within a few hours after 
they have been relieved of their bur- 
den, one may find them dashing 
back to be reloaded and to serve 
again. 


S a transporter of “empties” — 
the Pennsylvania’s big freight 
train “The Refiller” is second to 
none in the service it renders to the 
shipper. 


This dependable “TRS” patrols 
the beat between Seaboard Cities 
and St. Louis—picking up “empties” 
for points along the line, and setting 
them off at their various destina- 
tions. And every car goes back with 


a purpose—to do a definite job, no 
matter whether it is set off along the 
line orin the home station—St. Louis. 


Back in the West the empty tanks 
go to their rightful owners to be re- 
filled with oil and sent out again on 
another Eastern run. And many 


Here are some other Penn- 
sylvania freights whose 
regular on time arrivals 
have earned them distinc- 
tive names: 


“THE STANDARD” 
Merchandise 


Pittsburgh to Detroit 


“THE ORIOLE” 
Perishable Freight 


(From Southern States) 
Washington to New York 


*THE QUEEN CITY” 
Merchandise 
Cleveland to Cincinnati 





thousands of dollars that otherwise 
would go into new car equipment are 
saved oil and petroleum shippers by 
“The Refiller” and other “TRS” 
trains that bring back these cars so 
promptly from the seacoast. 


—_-* and refrigerator cars, too, 
can be reloaded swiftly and reg- 
ularly because of the reliable per- 
formances of “The Refiller,” ‘‘The 
Home Run,” whose destination is 
Chicago, and other freights that haul 
the “empties” to various parts of 
the Pennsylvania Railroad. 


These “TRS” trains play an im- 
portant part in the life of the rail- 
road, keeping cars in circulation, 
avoiding shortages and generally 
speeding up the wheels of the great 
Western industries that feed and 
fuel the East. 


So well has “The Refiller” per- 
formed its task that today it possesses 
a proud record for on schedule ar- 
rival—and a big reputation as a reg- 
ular dependable carrier. 


Carries more passengers, hauls more freight than any other railroad in America 


987 


PENNSYLVANIA RAILROAD 
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of interest shall be not less than 44%. The pending fa makes 
no change in the rate of interest ow tg, the period in which the 
vessel is employed in the coastwise trade, but with respect to a vessel 
while employed in the foreign trade the rate is fixed at the lowest 
rate of yield of any government obligation outstanding at the time 
the loan is made, as certified to the board by the Secretary of the 
Treasury. 


By existing law loans are limited to one-half the cost of the 
vessel to be constructed or to one-half the cost of the equipment 
authorized for a vessel already built, with the proviso that if security 
is furnished in addition to a mortgage the board may loan up to 
two-thirds of the cost of construction or to two-thirds of the cost of 
equipment. The recommendation of your committee is that the board 
may loan up to three-quarters of the cost of construction of a vessel 
or to three-quarters of the cost of reconditioning, remodeling, im- 
proving or equipping a vessel already built. 


Commenting on the loan provisions, the committee said: 


It is recognized by all who have studied this subject that the in- 
crease of this fund and its utilization under the direction of the board 
to aid in the construction of new ships or in the reconditioning, 
remodeling and improvement of existing vessels offer an opportunity 
for substantial aid to American shipping without cost to the public 
treasury. What the government really does is to furnish to shipping 
interests that credit so difficult to be obtained from private sources 
in the United States by this languishing industry and at a rate which 
in some measure offsets the higher construction costs in American 
shipyards. Loans by governments to aid in the construction of ships 
have long been recognized as a practicable and proper use of govern- 
mental credit. Through many years Great Britain has thus aided 
her shipping interests. Many other nations have similarly lent their 
credit and their funds in the upbuilding of their marines. 


Your committee believes this to be a practicable and an effective 
aid which can be rendered the American ship and that the exercise 
of a sound judgment by the administrative authorities will secure the 
repayment to the federal treasury of all amounts loaned. 


Ocean Mail Payments 


After setting forth arguments in support of a policy of aiding 
the merchant marine through mail contract payments, the report 
outlines the provisions of the bill authorizing the Postmaster 
General to enter into contracts for the carrying of the United 
States mails. Terms of contracts are to be limited to a maxi- 
mum of ten years. Provision is made for additional compensa- 
tion where the mail is speeded up by use of airplanes or airships 
in connection with ships. 


Marine Insurance 


Insurance gave the committee the gravest concern, said the 
report, adding that the committee soon reached the conclusion 
that the matter was so involved and was so open to controversy 
as to facts, that it was unwise to attempt to deal comprehen- 
sively with it in the pending legislation. Continuing, the 
report said: 


There were conditions, however, which made it imperative that 
something should be done. Under the present situation no American 
ship can secure anywhere in the world insurance in excess of 
$9,000,000. Many ships of the larger and better class cost in excess 
of this amount. Your committee believes that under the terms of 
this bill ships will be built costing substantially more than this sum 
and it is even probable and to be hoped that the interest of the United 
States arising from loans made toward the construction of such ships 
will substantially exceed the total amount of insurance now obtain- 
able in the world’s market. In the opinion of your committee it was 
vital that some provision should be made for the insurance of vessels 
upon adequate terms in amounts as large or even greater than the 
present insuance available. We suggest as a solution of the difficulty 
‘= =a as the government is concerned the provision of the pend- 
ng 4 

Section 10 of the merchant marine act of 1920 authorized the 
setting up in the Shipping Board of an insurance fund created out 
of net revenue from — and sales, to be used to insure any 
interest of the United States in any vessel constructed or in process 
of construction and in any plants or materials acquired by the board. 
Your committee has enlarged the sources of this insurance fund by 
authorizing its creation out of insurance premiums as well as from 
revenues. The committee has also so amended the section that the 
insurance may cover any legal or equitable interest of the United 
States and it declares that the United States shall be held to have 
such an interest in any vessel toward the construttion, recondition- 
ing, remodeling, improving or equipment of which a loan is made, in 
any vessel upon which it holds a mortgage or lien of any character, 
or in any vessel which is obligated by contract with the owner to 
perform any service in behalf of the United States to the extent of 
the government’s interest therein. The terms and conditions and the 
rate of this insurance are left within the judgment and discretion of 
the board. The provision, in your committee’s judgment, is vital if 
adequate insurance for the protection of both the ship owner and the 
government’s interest is to be had. 


Expense Under the Bill 


With respect to the expense the government will be put to 
under the bill, the committee said: 


The only titles which call upon the treasury for money are Title 
III, Construction Loan Fund; Title IV, Ocean Mail Service; Title V, 
Merchant Marine Naval Reserve and Title VI, Insurance Fund. 

Title III involves no drain upon the treasury. It authorizes loans 
only. These loans are in every instance to be made by the Shipping 
Board, and the authority to make these loans is hedged about with 
strict provisions of law designed to make certain that adequate 
security exists for every loan made and for the repayment thereof 
in full. The title authorizes a substantial oy in order to 
bring the construction loan fund to $250,000,000. This, however, in- 
volves only crediting this amount to the Shipping Board to be used, 
up to this limit, as the Shipping Board from time to time may desire 
to loan. At all times under the provisions of the title, the United 
States will have either the cash itself or ample security for any 
advances made from the fund and for repayment of these advances. 


Title IV. The ocean mail service title of the bill will involve an 
increase in present expenditure. At the present time the United 
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States is paying for the carriage of its foreign mails upon American 
ships approximately $7,000,000 per annum. The application of the 
maximum rates authorized in this bill to the American vessels now 
utilized by the Post Office in such service would increase this annual 
expenditure to approximately $14,000,000. This involves an increase 
of $7,000,000. It should be noted, however, that the receipts from 
our ocean mail service are now approximately this amount of 
$14,000,000, so even with the maximum payments here authorized the 
ocean mail service is and will continue to be self-supporting. No 
estimate is submitted as to what additional cost might follow from 
the building of new ships and the letting of new contracts. This 
takes us into the field of speculation. Your committee is of the 
opinion that the increase would be waa. The ee of con- 
tracts for the use of newer and faster ships would in most, if not all, 
instances be in the nature of the substitution of a new contract for 
an old, rather than for additional services, and your committee also 
believes, and the testimony of the representative of the Post Office 
Department is to the effect that the substitution of faster ships 
under new conracts for those now carrying our mails would result 
in substantially increased use of our ships rather than continued use 
of foreign ships and a substantially enlarged revenue from this source. 
The committee gives it as their best judgment that this title would 
for the first year add not more than $7,000,000 to the expense of this 
service. It does not believe that at any time in the near future 
this amount would be in excess of $10,000,000. As against these in- 
creases it would look with confidence for increased revenues which 
would in large measure, if not entirely, offset the expenditure. 

Title V. Merchant marine naval reserve. The Dill as originally 
introduced provided for 6144 months’ pay in addition to the one month's 
base pay. It was estimated that in this form the bill, st that 
80% of the officers and men of our merchant marine enrolled in the 
naval reserve, would cost $10,000,000 a year. It was conceded, how- 
ever, that there was no possibility of securing in the near future 
any such percentage of officers and men to enlist in this reserve. It 
was the judgment of naval officials appearing before our committee 
that for the first year or two the expense of this aid would not ex- 
ceed $2,000,000. As pointed out, this estimate was predicated upon 
the provision that the men would be paid 6% months’ pay in addition 
to the one month’s base pay. Your committee has reduced the 6% 
months to two months, so that the cost of this service will not exceed 
in its early years more than one-third of this estimated $2,000,000. 

Title VI. The cost of the insurance fund to the government would 
be small. The organization for the handling of such a fund already 
exists. The degree to which it would be utilized is problematical. To 
the extent that the government carries its own insurance without 
charge therefor there will be no difference from the present situation. 
There is the possibility that if the government enlarges the interests 
upon which it writes insurance, and if it charges the owner of the 
vessel premuims based upon the rates fixed in the markets of the 
world, this title may prove to be a source of revenue to the govern- 
ment rather than expense. 


The report outlines the changes made in the Jones bill as 
embraced in the House bill. The Senate provided that the board 
should not sell vessels or lines of vessels except on unanimous 
vote while the House bill provides that vessels or lines may be 
bold on the vote of five of the seven members. Provision is also 
made for reconditioning and remodeling of vessels by the Ship- 
ping Board. As to new construction of ships by the government, 
the House bill provides for recommendations for such construc- 
tion to be made to the Congress but new ships, if authorized, 
will be built by private shipyards and not by the board as 
authorized in the Senate bill. 

The Middle West Foreign Trade Committee, through Hardin 
B. Arledge, Washington representative, issued a statement say- 
ing that the Jones-White bill “is the most constructive bill ever 
offered in behalf of the American merchant marine.” Said he: 


It is a splendid achievement of our legislators to be able to draw 
up in a non-partisan spirit the Jones-White bill, and we earnestly 
hope that the House and Senate will promptly complete the neces- 
sary legislative action by unanimous votes. This new bill will con- 
vince the world that, for its commerce and for the national defense, 
the United States intends to have a merchant marine fully adequate 
to its needs. Any lines which private enterprise cannot undertake 
to permanently maintain, will be operated by the United States Ship- 
ping Board through private American companies until private enter- 
prise can take them over. In other words, the services will be 
efficiently operated under the American flag by somebody, and that 
is the primary concern of all of us. 

After a recent trip through the Middle West, the chairman of 
our committee, Mr. Malcolm Stewart, of Cincinnati, reports sentiment 
strongly in favor of the immediate enactment of provisions such as 
those embodied in the Jones-White bill. The West and South have 
long been urging legislation such as it is now proposed to enact 
and we are convinced that the Congress does respond when a majority 
of the people make clear what they want. 


ST. LAWRENCE WATERWAY NOTES 


Text of correspondence exchanged by the governments of 
Canada and the United States concerning the proposed St. 
Lawrence waterway improvement, made public by the Depart- 
ment of State, April 17, indicated that there would have to be 
further negotiations before both governments could get together 
on the project, negotiate a treaty, and begin the work. 

The first note in the series made public was that of the 
Canadian minister to the United States, Vincent Massey, to 
Secretary of State Kellogg, under date of January 31, 1928. 
This referred to the note of Secretary Kellogg of April 13, 1927, 
wherein it was stated that the United States was ready to 
negotiate a treaty for the development of the waterway. 

The Canadian minister said the National Advisory Com- 
mittee of the Canadian government concurred in the finding of 
the Joint Board of Engineers that the project was feasible from 
an engineering point of view, but that “it considers that the 
question of its advisability at the present time depends upon 
the successful solution of a number of financial and economic 
difficulties,” and on further consideration of certain of the engi- 
neering features as to which the two sections of the joint board 
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fornia. Come for a new business outlook—but 
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for busy days ahead, 
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were not as yet agreed. This part of the note referred to rec- 
ommendations of the.Canadian board as to depth of the channel. 

As to the shipway benefiting the interior of the United 
States and Canada, as referred to in Secretary Kellogg’s note 
of April 13, 1927, the Canadian minister said that, in view of 
the implications as to Canadian conditions, it might be well 
to indicate certain features of the transportation situation in 
Canada “which have a direct bearing upon the St. Lawrefice 
waterway question.” The note then reviewed rail and water 
transportation developments in Canada, stated that railway rates 
in Canada were in general lower than in the United States, and 
that the rates on grain were now below pre-war level. Although 
stating that Canada would benefit by the St. Lawrence lakes-to- 
the-sea route, the Canadian minister said “it is, however, apparent 
that the United States would benefit much more from the en- 
larged navigation facilities, both in extent of use and in margin 
of saving.” 

Economic handicaps referred to by Secretary Kellogg in his 
note of April 13, said the Canadian minister, “appear to have 
more application to United States than to Canadian conditions. 
In this connection it may be said that Canadian agriculture is 
more directly affected by the restrictions on the importation 
of Canadian farm products which have been imposed by the 
United States in recent years, with the object, it is understood, 
of assisting agriculture in those western states which would 
share so largely in the benefits of the proposed St. Lawrence 
waterway. This situation, and the effects upon the maritime 
sections of Canada of United States duties on the products of 
fisheries, are among the factors whcih have contributed to 
bringing it about that public opinion in Canada has not so clearly 
crystallized in favor of the waterway project as appears to be 
the case in the United States.” 

Discussing the financial phases of the project, the Canadian 
minister said it was considered that it would not be sound 
public policy to assume heavy public obligations for the St. 
Lawrence project. The National Advisory Committee of Can- 
ada, according to the note, suggested a separation of costs 
whereby, for proposed works, the Canadian government would 
spend $315,270,000, and the United States $339,347,000. In con- 
clusion, the Canadian minister said it was the hope of his govern- 
ment that in any further consideration of the waterway question, 
“opportunity may be found for reaching a comprehensive settle- 
ment of all outstanding problems affecting the Great Lakes and 
the St. Lawrence, including the preservation of the waters prop- 
erty belonging to the St. Lawrence watershed, of which the 
present discussion indicates the paramount importance.” He 
said the provinces of Ontario and Quebec would have to be 
consulted with respect to the project. 

Replying to the Canadian note, Secretary Kellogg, March 
12, 1928, said that, while the United States was not in complete 
agreement with the Canadian view as to the relative benefits 
and ultimate costs to the two countries, and the division of 
expense, it was inclined to regard as an acceptable basis of 
negotiation a proposal along the general lines suggested in the 
note. As to the value of the project, Secretary Kellogg said: 


Concerning the value of the route to the sea to the two coun- 
tries, I have noted the suggestions made in your note of January 31. 
I might say that, while it may not be very material to the main issue, 
the United States has the use of the Panama Canal which is of 
great benefit to it especially on the Pacific, Atlantic and Gulf coasts. 
It has also the use of the Gulf of Mexico which reaches a consider- 
able way across the continent on the south and furnishes valuable 
water transportation for a large portion of the southwestern part 
of the United States. Both of these waterways exercise a great 
influence on freight rates. The United States has other harbors on 
the Atlantic, such as New York, seryed by both railways and the 
Erie Canal, Philadelphia, Baltimore and Norfolk, which involve a 
shorter railroad haul from the Great Lakes territory to the ocean 
than is enjoyed by Canada. Nevertheless, I feel that the construc- 
tion of a deep waterway through the St. Lawrence to the ocean 
will be of tremendous advantage to most, if not all, of the territory 
in the northern part of the United States, as well as to the correspond- 
ing territory in Canada. 


The next note was that of April 5, 1928, from Mr. Laurent 
Beaudry, first secretary of the Canadian legation, to Secretary 
Kellogg. This discussed differences between the two govern- 
ments on the propect, including the subject of power develop- 
ment. Replying to the note of April 5, Secretary Kellogg ex- 
pressed the opinion that the entire subject of treaty negotiation 
need not be postponed until the termination of the discussion 
and of reconsideration of engineering matters. 

“The United States will be prepared to cooperate to the 
fullest extent with the Canadian government at any time for 
the purpose of accomplishing the improvement contemplated,” 
said Secretary Kellogg in conclusion. ; 

That marked the close of the correspondence made public. 

Under extension of remarks, Representative Selvig, of Min- 
nesota, has published in the Congressional Record a long speech 
in support of the St. Lawrence waterway project. 


ALL-AMERICAN CANAL 
Representative Snell, of New York, has submitted to the 
House of Representatives a resolution adopted by the New York 
legislature providing that if “the federal government shall de- 
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cide to build a ship canal across the state of New York and 
the constitution of this state shall be amended in the pre. 
scribed manner so as to permit of the transfer to that govern. 
ment of the existing Erie Barge Canal as a part of a national 
waterways route, it is the earnest recommendation of the legis. 
lature of this state that the eastern portion of such ship canal 
shall be built to follow the historic route of the Mohawk River 
and the Erie Barge Canal to the head of tidewater in the Hudson 
River at Troy, thus securing the advantages of existing canal 
structures and the continued serving and further development 
of the municipalities and the numerous important industries 
now established both along such route and in and between the 
cities of Albany, Troy, Schenectady, Watervliet, Rensselaer, and 
Cohoes.” 


COASTWISE LAW VIOLATIONS 


The bureau of navigation of the Department of Commerce 
has called to the attention of French and Italian steamship 
lines that advertised intention to transport passengers between 
ports of the United States that they will be subject to the 
penalties provided for violation of the coastwise laws if they 
do carry such passengers, according to an announcement at the 
Shipping Board. The plan, it was understood, was for the ves- 
sels to stop at Havana. Officials regard a movement between 
United States ports, via Havana, as in violation of the law. 


BOARD MAKES SHIP LOAN 
The Shipping Board has approved a loan of not to exceed 
$3,500,000 to the American Line Steamship Corporation for the 
construction of the Virginia by the Newport News Shipbuild- 


ing & Dry Dock Company. The loan will be made from the 


construction loan fund and will bear interest at 544 per cent. 
The Virginia is being built for use in the service between New 
York and San Francisco and will be a sister ship of the Cali- 
fornia, recently built for the American Line corporation and 
now in operation in the intercoastal service. The loan author- 
ized is to be for one-half the cost of the vessel but in no case 
is it to exceed $3,500,000. 


HAGUE RULES BILL 


Although a number of organizations have appealed to the 
House committee on merchant marine and fisheries for action 
at this session on the White bill (H. R. 12208) providing for 
enactment into law of the Hague Rules, developments at the 
meeting of the committee April 13 indicated that there probably 
would be no action at this session. (See Traffic World, April 
14.) Difference of opinion as to what the bill provides places 
the measure in the field of controversial legislation. Advocates 
of the bill had hoped that because of the many interests in favor 
of such legislation, it would not be difficult to get action in the 
House. 

Chairman White, of the marine committee, has received 
communications from the Merchants’ Association of New York; 
Cc. S. Haight, chairman of the bill of lading committee of the 
International Chamber of Commerce; the National Foreign 
Trade Council of New York City; the Chamber of Commerce of 
the state of New York, and the American Institute of Marine 
Underwriters, urging favorable action on the Dill. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed with the Shipping Board 
under section 15 of the shipping act have been approved by 
the board: 


Gulf Pacific Line with Merchants Transportation Co.: Arrange- 
ment covering movement of shipments on through bills of lading from 
Gulf ports of call of the Gulf Pacific Line to Tacoma, via Seattle. 
The through rates to be the local rates of the Gulf Pacific Line to 
Seattle, that carrier absorbing the local rates of the Merchants Trans- 
portation Company and cost of transhipment at Seattle. 

Luckenbach Steamship Co., Inc., with American West African 
Line: Arrangement covering movement of cocoa beans on_ through 
bills of lading from West Africa ports to Los Angeles Harbor, San 
Francisco, Oakland, Portland, Seattle, and Tacoma, with tranship- 
ment at New York; the through rate and transhipment charges to 
be divided equally between the participating carriers. 

Luckenbach Steamship Co., Inc., with Elder Dempster & Co. 
Ltd.: Arrangement covering through movement of cocoa beans from 
West African ports to Los Angeles Harbor, San Francisco, Oakland, 
Portland, Seattle, and Tacoma; the through rate and cost of tranship- 
ment at New York to be divided equally between the lines. pane 

American-Hawaiian Steamship Co. with American India Line: 
Arrangement coverfng movement of shipments on through bills of 
lading from Pacific coast ports of the United States to Bombay, Cal- 
cutta, Colombo, Karachi, Madras, and other Indian destinations upon 
a combination of the participating carriers plus cost of transfer at 
New York. 


The board also approved cancellation of an agreement be- 
tween the American Australia Orient Line, Dollar Steamship 
Company, Luckenbach Steamship Company, and Panama Pacific 
Line. The existing agreement canceled provided for the han- 
dling of through shipments from Atlantic coast ports of the 
United States to Australian and New Zealand ports, via San 
Francisco or Los Angeles. The request for cancellation was 
based upon the discontinuance of service from United States 
ports to Australia by the American Australia Orient Line on oF 
about April 11, 1928. 
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Great Lakes 


The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 
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20% saving in freight rates via all-water route 
without any trans-shipment. 

6 50 gross tons constitute average load. Noth- 

ing less than full barge loads accepted. 

Barges move in fleets of four with approximate 

total capacity of 2,600 gross tons. 

Our boats are especially adapted to quick handling 

of bulk commodities. 
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New York, 12 days. 
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Our service is reliable and offers shippers the ex- 
perience of 7 years’ successful operation in this 
field. 

Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 


Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


MEMBERS 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 


HEDGER TRANSPORTATION COMPANY, ine. 


25 Broadway, New York City, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building ° 


TELEPHONE 


BONDED CARRIER 


BOWLING GREEN 0495 
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BIG ROAD FIGURES 


Large Class I steam roads had an aggregate net railway 
operating income of $110,707,365 in the two months ended with 
February, as compared with $111,448,357 in the same period of 
1927, and of $61,003,751 in February as compared with $59,723,542 
in February, 1927, according to the monthly statement prepared 
by the bureau of statistics of the Commission from the reports 
of railroads with operating revenues above $25,000,000. . 

The detailed figures on operating revenue, operating ex- 
penses, net railway operating income and operating ratio, for 
February, 1928, and February, 1927, follow: 


Net Oper- 

railway ating 

Operating Operating operating ratio 
revenues expenses income 


Total—Roads reported | . 


4 $391,484,768 $298,496,425 $61,003,751 76.2 


401, 279, 322 386309, 447, 510 = 59, 723, 542 W741 
New England Region: 
Boston & Maine— 
1928 5,841,407 4,337,573 1,044,899 74.3 
1927 5,889,861 4,629,427 749,654 78.6 
New York, New Haven & Hartford— 
1928 10,002,594 7,563,189 1,284,818 75.6 
1927 10,230,117 7,981,677 1,073,820 78.0 
Great Lakes Region: 
Delaware & Hudson— 
1928 2,973,904 2,585,766 304,327 86.9 
1927 3, 334, 629 2; 848,361 339, 401 85.4 
Delaware, Lackawanna & Western System— 
1928 5,928,949 4,651,587 798,408 78.5 
1927 6, 055, 503 4,841,446 761,428 80.0 
Erie (including Cotsage & ‘Brie)— 
928 ,205,109 7,463,609 941,429 81.1 
1927 » 296, 711 7,852,330 668,004 84.5 
Lehigh Valley— e 
1928 5,011,102 4,414,437 231,419 88.1 
1927 5,518,694 4,526,155 486,517 82.0 
Michigan Central— 
a q, ot, 046 4,823,304 1,612,475 68.3 


950 4,713,562 


6, 817 1,596,521 69.1 
New York Central ‘Gneluding Boston & ‘Alban —_ 


01,895 3,639,908 79.0 
1927 29,432,773 3 Ay 737 3,976,977 78.1 
New York, Chicago & St. Louis— 
1928 4,197,394 3,075,461 552,585 73.3 
1927 4,122,992 3,1 44, 984 544,700 76.3 
Pere Marquette— 
1928 3,170,815 2,285,149 707,072 72.1 
1927 3,324,947 2, "332, 530 777,652 70.2 
Pittsburgh & Lake Erie— 
1928 2,379,840 1,919,841 593,267 80.7 
1927 2,618,337 2,245,260 602,257 85.8 
Wabash— 
1928 5,310,314 4,029,840 703,770 75.9 
1927 5,391,449 4,095,000 697,345 76.0 
Central Eastern Region: 
Baltimore & Ohio— 
1928 16,717,509 14,134,013 1,444,068 84.6 


1927 18,339,259 14,959,158 2,191,497 81.6 
Central ef New Jersey— 
1928 4,085,175 3,191,007 572,743 78.1 
927 4, 026, 933 3,470,466 224,020 86.2 
Chicago & Wantain Illinois— 
1928 1,656,581 126,599 81.2 


1927 2,328,977 ae 872, 131 214,413 80.4 
Cleveland, Cincinnati, Chicago & St. Louis— 


1928 6,882,715 5,220,406 1,125,077 75.8 
1927 7,162,435 5, 573, 539 1,152,137 77.8 
Elgin, Joliet & Eastern— 
1928 2,025,629 1,387,819 370,577 68.5 
1927 2,133,490 1,251,270 667,368 58.7 
Long Island— 
1928 2,669,965 2,278,031 115,225 85.3 
1927 2,655,532 2,380,093 54,049 89.6 
Pennsylvania— 
1928 47,300,947 37,181,828 6,871,460 78.6 
1927 51,837,333 41,893,578 6,643,421 80.8 
Reading— 
1928 6,960,264 5,692,422 1,023,640 81.8 
1927 7,362,879 5,820,119 1,162,641 79.0 
Pocahontas Region 
Chesapeake & dhio— 
1928 9,571,895 7,105,237 1,987,269 74.2 
i927 10, 578, 066 7,230,518 2, ‘174, "910 68.4 
Norfolk & Western— 
1928 7,695,817 5,267,839 1,864,071 68.5 
1927 8,406,382 5,682,491 2,112,279 67.6 
Southern Region: 
Atlantic Coast Line— 
1928 6,720,782 5,035,425 1,151,319 714.9 
1927 7,837,383 6, 428, 217 1,835,401 69.3 
Central of Georgia— 
1928 2,042,707 1,596,071 296,858 78.1 
1927 2,294,717 1,697,598 437,865 74.0 
Illinois Central— 
1928 12,205,989 9,310,966 2,102,355 76.3 
1927 12,206,248 8,919,043 2,307,340 73.1 
Louisville & Nashville— 
1928 11,035,246 8,883,374 1,545,578 80.5 


1927 11,417,682 9,139,615 1,664,516 80.0 
Seaboard Air Line— 

1928 5,078,524 3,728,321 934,219 73.4 

1927 5,653,275 4,250,842 920,711 75.2 


19se 11,258,471 8,254,037 2,029,835 73.3 
927 11,540,733 8,477,425 2; 187, 001 73.5 
Yazoo & Mississippi Valley— 


Southern— 


2,095,962 1,701,987 145,092 81.2 
1927 2, ,075,033 1,678,631 172,416 80.9 
erierenteen Region: 
Chicago & North West 
1928 °rt0,9 973,800 8 pret eat 1,275,632 79.7 
1927 10.484, 626 8, 686,421 1,087,355 80.5 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 12 “695,600 8,740,588 2,798,980 68.8 
1927 11,605,997 9,457,693 954,792 81.5 
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Net 
railway 
Operating Operating operating 
revenues expenses income 
Chicago, St. Paul, Minneapolis & Omaha— 
1928 118,124 1,737,580 211,976 
1927 1,993,447 1,657,656 163,882 
Great Northern— 
sone 7,453,720 5,642,309 1,098,852 
1927 6, 592, 746 5,434,584 572,580 
Minneapolis, St. Paul & Sault Ste. Marie— 
1928 3,279,028 2,754,893 221,885 
19a? 3, 164, 303 2,665,764 174,522 
Northern Pacific— 
1928 6,698,492 5,169,993 1,217,649 
1927 6,078,075 5,065,312 694,009 
Oregon-Washington R. R. & Navigation oa 
1928 2,118,908 1,835,585 *39,314 
1927 1,938,198 1, 564, 148 102,337 
Central Western Region: 
Atchison, Topeka & ‘San ta Fe— 
1928 14,619,207 10,802,177 2,590,707 
1927 15,275,231 10,544,423 3,359,603 
Chicago & Alton— 
1928 2,204,566 1,721,555 177,047 
1927 2, 130, 145 1,744,985 324,444 
Chicago, emai: S Quinc 
12, S13, 3506 7,935,175 3,220,930 
1999 11, 669,922 8,070,004 2,284,628 
Chicago, Rock Island & Pacific— 
1928 10,074,729 7,551,075 1,513,651 
1927 10,179, 716 7,899,982 1,291,089 
Denver & Rio Grande Western— 
1928 2,273,142 1,763,286 379,139 
1927 2,299,660 1,777,506 407,866 
Oregon Short Line— 
1928 2,785,534 1,887,731 585,066 
1927 2,488,170 1,673,472 509,661 
Southern Pacific Company— 
1928 16,480,217 12,217,695 2,740,218 
1927 15,799,258 12,329,400 2,143,651 
Union Pacific— 
1928 7,987,222 5,201,964 1,924,991 
1927 7,062,226 4,831,646 1,439,553 
ee Region: 
Gulf, Colorado & Santa Fe— 
1928 2,146,079 1,833,999 69,216 
1927 2. 804, 523 2,159,855 360, 491 
Missouri-Kansas-Texas— 
1928 2,662,006 1,644,649 775,361 
1927 2, 731, 388 8,458 777,222 
Missouri- Kansas-Texas of Tex 
1928 1, B17, 475 1,292,803 51,515 
1927 1:703;850 1,291,260 199,649 
Missouri Pacific— 
1928 10,085,676 7,534,777 1,657,563 
1927 10,163,887 7,675,914 1,580,362 
St. Louis-San Francisco— 
1928 6,067,726 4,380,113 1,392,751 
1927 6,489,232 4,388,500 1,747,972 
Texas & New Orleans— 
1928 5,191,508 4,328,161 332,597 
1927 5,198,119 4,574,187 90,631 
Texas & Pacific— 
1928 3,767,630 2,644,354 686,977 
1927 3,016,283 2,271,137 460,982 


The corresponding figures for 
February, 1928, and 1927, follow: 


Total—Roads reported: 
1928 $784,636,205 
1927 817,792,816 
New England Region: 
Boston & Maine— 


Oper- 

ating 

ratio 
% 


82.0 
83.2 


75.7 
82.4 


84.0 
84.2 


77.2 
83.3 


86.6 
80.7 


70.2 
75.3 


the two months ended with 


$610, ety 084 tr 707,365 
642,172,081 111,448,357 


1928 11,754,241 8,904,680 1,848,385 

1927 12,114,886 9,639,381 1,405,084 
New York, New Haven & Hartford— 

1928 20,303,713 15,444,036 2,603,057 

1927 21,078,669 16,799,071 1,870,727 

Great Lakes Region: 

Delaware & Hudson— 

1928 5,905,041 5,391,036 324,236 

1927 6,710,634 5,931,795 476,267 
Delaware, Lackawanna & Western System— 

1928 12,031,555 9,404,777 1,657,954 

1927 12,548,313 10,285,662 1,302,510 
Erie (including Chicago & Erie)— 

1928 18,160,249 15,174,270 1,363,384 

1927 18,515,703 16,135,512 905,594 
Lehigh Valley— 

1928 10,131,261 9,364,154 78,935 

1927 11,334,671 9,715,203 645,412 
Michigan Central— : 

1928 13,974,714 9,804,096 2,987,998 

1927 = 13, ‘577, 866 9, 732, 665 2,865,734 
New York Central ‘Gnetudiig Boston & Albany)— 
928 56,965,693 45,076,048 7,269,483 

i927 60, 247, 652 47,739,702 7,745,340 
New York, Chicago & St. Lo Louis— 

1928 8,446,187 6,215,802 1,123,010 

1927 8,481,959 6,546,090 1,009,542 
Pere Marquette— 

1928 6,072,329 4,624,343 952,821 

1927 6,353,536 4,717,068 1,117,925 
Pittsburgh & Lake Erie— 

1928 4,678,321 3,938,532 1,026,826 

1927 5,334,113 4,663,186 1,218,778 
Wabash— 

1928 10,541,421 8,137,784 1,274,837 

1927 10,706,458 8,328,123 1,242,066 

Central Eastern Region: 

Baltimore & Ohio— 

1928 34,366,878 28,732,316 3,351,192 

1927 38,463,345 31,110,623 5,073,302 
Central of New Jersey— 

1928 8,259,065 6,592,909 1,041,771 

1927 8,427,915 7,234,302 594,704 
Chicago & Eastern Illinois— 

1928 4,040,074 3,418,608 122,129 

1927 4,732,337 3,814,622 441,205 
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The Kansas City 
Southern Railway 


Offering a complete Service 
from Kansas City to 
the Southwest 


Operating fast manifest service from 
Kansas City through Joplin, Ft. 
Smith, Texarkana, Shreveport, 
Lake Charles and Beaumont to 
Port Arthur. 


Through routes have been established 
via the above gateways to the 
Southwest affording dependable 


In routing your freight, it will prove 
highly beneficial to you to use 
our service. 


The Kansas City 
Southern Railway 
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Operating Operating 
revenues expenses 
Cleveland, Cincinnati, Chicago & St. Louis— 
1928 13,954,495 10,940,430 
1927 14,527,001 11,562,267 
Elgin, Joliet & Eastern— 
1928 3,921,934 2,750,803 
1927 4,095,204 2,615,933 


1928 5,589,575 4,826,552 
1927 5,479,154 4,846,962 


1928 95,389,731 75,888,324 
1927 105,559,726 87,528,173 


1928 13,898,093 11,539,048 
1927 15,276,009 12,044,107 
Pocahontas Region: 


Chesapeake & Ohio— 
1928 19,493,195 14,302,485 
1927 21,549,010 14,844,769 
Norfolk & Western— 
1928 15,552,502 10,705,953 
1927 17,808,117 12,052,257 
Southern Region: 


Atlantic Coast Line— 
1928 13,241,658 10,175,084 
1927 15,247,130 11,053,867 
Central of Georgia— 
1928 4,062,116 3,219,672 
1927 4,627,773 3,519,465 


1928 24,512,215 19,015,652 

1927 24,899,903 18,716,963 
Louisville & Nashville— 

1928 22,176,261 17,942,336 


Long Island— 
Pennsylvania— 


Reading— 


Illinois Central— 


1927 23,005,923 18,580,641 
Seaboard Air Line— 

1928 10,262,005 7,786,276 

1927 11,510,146 8,826,096 
Southern— 


1928 22,417,055 16,773,311 
1927 23,271,471 17,529,910 
Yazoo & Mississippi Valley— 
1928 4,258,495 3,465,720 
2 


1927 4,400,738 ,464,697 
Northwestern Region: 
Chicago & North Western— 
1928 21,396,102 17,432,062 
1927 21,597,207 17,963,942 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 24,663,211 18,552,399 
1928 23,382,256 19,570,352 
Chicago, St. Paul, Minneapolis & Omaha— 
1928 4,222,961 3,626,345 
1927 3,995,313 3,465,085 
Great Northern— 
1928 14,395,506 11,504,208 
1927 138,269,786 11,180,664 
Minneapolis, St. Paul & Sault Ste. Marie— 
1928 6,583,413 5,629,424 
1927 6,417,744 5,478,206 
Northern Pacific— 


1928 13,156,114 10,652,316 
1927 12,047,698 10,322,484 
Oregon-Washington R. R. Navigation Co.— 
1928 4,178,721 3,742,835 
1927 3,819,290 3,256,090 


Central Western Region: 
Atchison, Topeka & Santa Fe— 
1928 29,396,378 21,928,259 
1927 31,419,771 21,741,112 
Chicago & Alton— 
1928 4,440,625 3,658,447 
1927 4,748,037 3,607,111 
Chicago, Burlington & Quincy— 
1928 25,165,642 16,719,626 
1927 23,566,719 16,820,920 
Chicago, Rock Island & Pacific— 
1928 20,170,228 15,515,337 
1927 20,566,279 16,236,381 
Denver & Rio Grande Western— 
1928 4,957,878 3,727,474 
1927 4,938,227 3,681,858 
Oregon Short Line— 
1928 5,621,683 3,868,920 
1927 4,989,030 3,450,799 
Southern Pacific Company— 
1928 32,638,766 24,924,909 
1927 32,075,860 25,163,160 


1928 16,168,842 10,786,301 


1927 14,443,901 10,075,153 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1928 4,220,784 3,647,522 
1927 6,451,612 4,733,211 
Missouri-Kansas-Texas— 
1928 5,289,098 3,440,847 
1927 5,550,002 3,707,150 
Missouri-Kansas-Texas of Texas— 
1928 3,090,018 2,568,086 
1927 3,633,901 2,705,935 


1928 20,224,274 15,510,097 
1927 20,699,189 15,844,964 
St. Louis-San Francisco— 
1928 12,486,860 9,086,582 
1927 13,275,415 9,272,363 
Texas & New Orleans— 
1928 10,431,273 9,107,699 
1927 10,993,651 9,691,225 


1928 6,377,756 5,298,352 
1927 6,026,566 4,624,804 


Union Pacific— 


Missouri Pacific— 


Texas &° Pacific— 





*Deficit. 
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Net Oper- 
oy — 
operating ratio 
income Personal Notes 
Hotere ap ——_—_$—_$_—_—_—_—$—$_—$_ ly 
yeioees, ? Fay Harding has been elected chairman of the Board of 
Leer iis 7 Railroad Commissioners of North Dakota, succeeding Frank 
Gerry thecal Milhollan, resigned. 
291,326 86.3 The following appointments have been made at Chicago on 
208,880 885 the Western Pacific: T. H.:McMenamin, (city freight and 
13,121,107 79.6 Passenger agent; W. A. Gorman, city freight and passenger 
11,276,557 329 agent; Euzeb Brault, city freight and passenger agent; H. A, 
Landstrom, traveling freight and passenger agent; and M. J, 
Lae es ap Ivers, traveling freight and passenger agent. T. J. Clark has 
wae : been appointed commercial agent at Milwaukee. 
At a meeting of the board of directors of the Chicago 
4,209,897 73.4 South Shore and South Bend, E. J. Booth was elected assistant 
5,516,430 68.9 vice-president. E. H. Utley, Jr., was elected auditor, to succeed 
3,648,654 68.8 J. G. Miller, resigned. 
4,476,936 67.7 A. E. Morris has been appointed traffic manager, Texas 
Electric railway, at Dallas. ’ 
1,988,047 76.8 L. S. Staples has been appointed commercial agent, C. & 
3,134,172 72.5 EE. I, at Dallas, succeeding J. D. Yates, resigned to accept 
581.887 79.3 service with another company. . ; 
821438 76.1 F. C. Keith has been promoted to assistant auditor of 
miscellaneous accounts, C. B. & Q., at Chicago. W. S. Pringle 
3,970,829 177.6 has been appointed assistant auditor of expenditures, succeeding 
4,270,998 1.2 Mr Keith 
3,048,627 80.9 
3,236,546 80.8 
1,603,277 75.9 
1,740,338 76.7 MEN IN TRANSPORTATION 
3,690,086 74.8 
3,957,619 75.8 eae , 
Statistics have become indispensable tools in the regulation 
307,862 81.4 of railroads. What the railroads are earning, what they are 
445,132 78.7 spending, how fast they are growing, what commodities they 
are carrying, what wages they are paying, how efficiently they 
2,162,960 81.5 
1,638,205 83.2 
3,771,382 75.2 
1,472,999 83.7 
260,550 85.9 
222,840 86.7 
1,475,453 79.9 
874,859 84.3 
313,098 85.5 
282,734 85.4 
1,903,184 81.0 
1,037,564 85.7 
*211,360 89.6 
22,284 85.3 
5,038,418 74.6 
6,829,323 69.2 
166,785 82.4 
580,516 76.0 
5,899,287 66.4 
4,191,385 71.4 
2,606,457 76.9 
2,268,742 78.9 
986,488 75.2 
1,023,691 74.6 
1,104,719 68.8 
922,574 69.2 
4,715,667 76.4 
3,105,306 78.4 
3,669,336 66.7 
2,760,349 69.8 
95,864 86.4 
1,127,037 73.4 
1,406,251 65.1 
1,524,132 66.8 
153,134 83.1 
478,579 74.5 
ee ie 76.7 
— MAX O. LORENZ 
2,797,565 72.8 
3,372,591 69.9 
266,367 are being managed, what profits they are making, and how 
213'509 3 many people they are killing are topics about which figures 
‘ are in continual demand. 
a ae 4 The Bureau of Statistics of the Interstate Commerce Com- 


mission, of which Max O. Lorenz is director, and which, among 
other things, is engaged in the production of statistics relating 









april 21, 1928 THE TRAFFIC WORLD 995 





d of 
rank 


0 on 

and 
nger 
M. J. 
has 


icago 
Stant 
ceed 


‘exas 


C. & 
ccept 


r of 
ingle 
eding 


ation 
y are 
they 
they 


/ 


or Stations 
Southwest” 








1 how 
figures KMOxX-— 

“Voice of St. Louis’’—Cotton Belt hour, 8:30 to 9:30 o’clock every 
» Com- Monday night. (Columbia Chain program direct from New York.) 
among 
plating 








996 


to the railroads, came into existence the year following the 
enactment of the act to regulate commerce in 1887. The Com- 
mission’s first statistician was Henry C. Adams, who was ap- 
pointed in 1888. William J. Meyers succeeded Mr. Adams in 1911 
and in 1917 Mr. Lorenz became the head of the bureau. Thus, 
in its forty years of existence, the Bureau of Statistics has had 
only three directors. ¥ 

The Commission’s statistical bureau employs about one 
hundred and twenty persons. It receives annual, quarterly, or 
monthly reports from more than two thousand corporations 
subject to the jurisdiction of’ the Commission. Reports are 
received from electric railways, express companies, telephone 
companies, telegraph and cable companies, water lines, and pipe 
lines, as well as from the steam railway and Pullman com- 
panies. These reports are accessible to the public. A public 
reference room is maintained, where representatives of various 
interests, including the railroads, abstract financial or operating 
data for study or publication. 

After critical examination for accuracy and consistency, the 
reports filed with the bureau are compiled and published. There 
are twenty-four series of publications, ranging in size from 
single sheets, such as the monthly statement of railroad reve- 
nues and expenses, to the more extended annual publications, 
such as the annual accident bulletin and the statistics of rail- 
ways. 

Question is raised now and then as to whether so many 
statistics are necessary and the answer is made that the use- 
fulness of each branch of railroad statistics is tested from time 
to time by proposals to simplify or eliminate it. The financial 
statistics have become invaluable in rate cases; the accident 
statistics are used in safety campaigns; the wage statistics are 
useful to the United States Board of Mediation; the operating 
statistics, it is held, would be compiled by the railroads for 
their own use if the Commission did not require them. In addi- 
tion to the preparation of the routine statistics, the bureau is 
called on for many special analyses in connection with rate 
cases. No other industry in the United States has its inner 
workings so completely exposed to the gaze of a critical public 
as is the case with the steam railroads. 

Mr. Lorenz is a native of Burlington, Ia., where he was 
born in 1876. He was graduated from the University of Iowa 
in 1899 and, after teaching in a high school for two years, 
entered the department of political economy in the University 
of Wisconsin as a graduate student. Later he became an in- 
structor there. From 1907 to 1909 he served as deputy com- 
missioner in the Wisconsin Bureau of Labor and Industrial 
Statistics. In 1909 he was appointed a special agent in the 
Bureau of the Census at Washington. In 1910 he did statistical 
work for the Bureau of Railway Economics, maintained by the 
railroads, and in June, 1911, he was appointed associate stat- 
istician in the Interstate Commerce Commission. He was tem- 
porarily assigned in 1913 to assist a joint committee of Congress 
on railway mail pay, and from 1916 to 1917, he was secretary 
of the Eight Hour Commission that was created in connection 
with the Adamson eight-hour law.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The Los Angeles Transportation Club held a meeting at 
the Alexandria Hotel April 16. James W. Foley, editor, Pasa- 
dena Evening Post, was the speaker. H. B. Cooke, secretary, 
Tolson Transportation Company, was chairman of the day and 
Harry R. Dorr, president of the club, opened the meeting. There 
was an elaborate program of entertainment. The meeting was 
sponsored by the Asbury Truck Company, Pioneer Truck Com- 
pany, and the Tolson Transportation Company. An open forum 
meeting was held April 18. Rex Boston, secretary, Truck Own- 
ers’ Asseciation, spoke on “Problems Facing the Trucking In- 
dustry.” The committee on trucking was in charge. Mr. 
Cooke is chairman of that committee. 





The Miami Valley Traffic Club has selected F. F. Kator, 
assistant traffic manager, G. H. Mead and Company, Dayton, O., 
and F. L. Galleher, assistant general freight agent, B. & O., 
Cincinnati, as delegates to the annual meeting of the Associ- 
ated Traffic Clubs of America at San Francisco. J. E. Haynes, 
traffic manager, Fridigaire Corporation, Dayton, and C. R. Carl- 
ton, district passenger agent, Pennsylvania, Dayton, have been 
chosen as alternates. 





The Traffic Club of Minneapolis held a “Northern Pacific 
Passenger Department Day” at the Nicollet Hotel April 19. 
Otto Jones, for several years a game warden in Idaho and Or- 
egon and an “all-round sportsman and fisherman,” presented 
motion pictures of hunting and fishing. Included in the pro- 
gram of entertainment were the Northern Pacific Girl Singers 
and Howard Melaney, “The Singing Fireman.” Following what 
was said to be one of the most successful bowling seasons and 
doubles tournaments the club has had, the Minneapolis Traffic 
Club Bowling League held its annual bangeut at the Nicollet 
Hotel April 16. The following officers were elected: President, 
Otto Mortensen, traffic manager, Cargill Elevator Company; 
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vice-president, Ray O’Leary, city freight agent, Great Lakes 
Transit Corporation; secretary, A. A. Luedke, city freight agent 
Northern Pacific; treasurer, A. R. Menning, traveling freight 
agent, Canadian National-Grand Trunk. 





The Women’s Traffic Club of Los Angeles held a meeting 
April 11. George F. Squires, assistant freight traffic manager, 
Pacific Electric Railway, spoke on “Unification of the Railroads 
at Los Angeles Harbor.” Marion Remington, of the California 
Oil Company, read a paper on “Oil,” dealing with its produc. 
tion and manufacture into by-products. Florence M. Pepper, of 
the Santa Fe, an officer of the Railway Business Women’s Aggpo. 
ciation of Chicago, gave a short talk on the activities of that 
organization. 





The Milwaukee Traffic Club, at a meeting April 16, voted to 
withdraw from the Associated Traffic Clubs of America. J. §, 
Kraseman, president of the club, has accordingly tendered his 
resignation as a member of the board of directors of the national 
organization. 





The Columbus Transportation Club elected the following 
officers April 16: President, Ira W. Morris, assistant general 
freight agent, Hocking Valley; vice-president, C. A. Veth, traf. 
fic manager, Smith Agricultural Chemical Company; secretary, 
S. B. Henderson, agent, B. & O.; treasurer, C. S. Long, traffic 
manager, the Ohio Farm Bureau Federation; board of gov- 
ernors, J. A. Appleton, superintendent, Pennsylvania; W. &. 
Weakly, traffic manager, W. M. Ritter Lumber Company, and 
W. A. Tully, traffic manager, Ralston Steel Car Company. 





The Traffic Study Club of Philadelphia, sponsored by the 
Pi Alpha Epsilon transportation fraternity of Temple’ Univer. 
sity, Philadelphia, held its first meeting at the State Fencible 
Infantry Armory, on the evening of April 20. Robert Outland, 
assistant district sales manager for the Miller Rubber Company, 
spoke on “The Relation of Salesmanship to Traffic Manage- 
ment.” Edward F. Conlin, of the Universal Carloading Com- 
pany, spoke on “Transit Services and Privileges.” The general 
public was invited. 





The Traffic Club of Cleveland held its bi-monthly dinner 
meeting at the Hotel Cleveland April 16. Stanley McMichael 
gave an illustrated talk on “Cleveland Then and Now.” The 
pictures depicted the transportation development from the open- 
ing of the Ohio Canal to the Union Terminal development of 
the present. J. E. Anderson, assistant general freight agent, 
Big Four, president of the club, was toastmaster and C. M. Dil- 
worth was chairman of the entertainment committee. 





At a meeting of the Milwaukee Junior Traffic Club April 17, 
the organization was completed, by-laws and articles of organ- 
ization presented and accepted and the name of Milwaukee 
Traffic Advancement Club adopted in lieu of the above. The 

¢educational committee was instructed to draw up an educa- 
tional program for the year and report at the next meeting. 
The membership, consisting of men interested in transporta- 
tion work, both industrial and carrier, is reported to be grow- 
ing rapidly. The club was assured by Chairman Walden of the 
contact committee of the Milwaukee Tfaffic Club of the full 
support of that organization. 





The Traffic Club of St. Louis held a meeting at the Cham- 
ber of Commerce April 16. Julia Alsberg, director of the ‘“Buro 
of Handicaps,” was the speaker. H. G. Marandon, general 
traffic manager, Winchester-Simmons Company, has replaced 
E. E. Eversull as candidate for the board of governors on the 
“railroad committee” ticket, Mr. Eversull having withdraw0. 
The annual election will be held in the club quarters April 24. 
The annual election dinner will be held the same evening, at 
which time the returns will be announced and an evening of el- 
tertainment provided. 





The date of the eighth annual outing and picnic of the 
Traffic Club of Tulsa has been changed from June 7 and 8, a8 
previously announced, to June 5 and 6, in view of the meeting 
of the board of directors of the Associated Traffic Clubs of 
America at San Francisco June 11. 





The Transportation Club of Louisville will hold a meeting 
at the Rathskeller, Seelbach Hotel, April 24. The program Will 
include a speaker and music. 





The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel April 16. Harry S. Casey was in charge of the 
entertainment. 





The Traffic Club of Kansas City has inaugurated a program 
of monthly joint meetings of an educational nature with the 
Junior Traffic Club of Kansas City at which speakers will be 
heard who can talk authoritatively on subjects of interest t0 
traffic men. One of the members of the senior club will be it 
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| A MISSING 
f §=6'TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 
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And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 





The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
-mission in the current week 





Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Electric 
Traction 





freight service is two to 
fifteen times faster between 


NEWARK 
ZANESVILLE 


OHIO 


and 


5000 
Miles of Electric 
Railway Territory 

IN 


OHIO - IND. - MICH. 


The SOUTHERN OHIO PUBLIC 
SERVICE COMPANY also offers a 
new coordinated Steam and Electric 
Freight Service between Newark and 
Zanesville and Chicago and other 
“Monon” Points. 
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SOUTHERN OHIO 
PUBLIC 
SERVICE CO. 


LLYLE E, BLAND 
Director of Public Relations 
RICHARDS BLDG., ZANESVILLE, OHIO 


Write for your copy of our 
*“‘Buyers’ and Shippers’ Guide’’ 
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charge of each meeting, arranging the program and obtaining 
the speakers. Raymond W. Moore, vice-president and secre- 
tary of the Dewey Portland Cement Company, was in charge of 
the first of the series, held at the City Club April 11. There 
was an attendance of more than 200. A luncheon was held at 
the Baltimore Hotel April 17. H. F. McElroy, city manager, 
spoke in behalf of bond issues to be voted on at a coming elec- 
tion. A “Universal Dinner” will be held at the Hotel Muehle- 
bach April 24. O. B. Higgins, freight traffic manager, Universal 
Carloading and Distributing Company, Chicago, will be the 
speaker. There will be an elaborate musical program. George 
F. McGregor, executive general agent, Frisco, and president of 
the club, will preside. 





The Traffic Club of Montreal held a meeting at the Mount 
Royal Hotel April 20. J. Lambert Payne, Ottawa, spoke on 
“The Proposed St. Lawrence Development.” 

The Omaha Traffic Club held a dinner and dance at the 
Elks’ Club April 19. 








The Transportation Club of St. Paul will hold a dance at 
the Weequah Canoe Club April 26. 





The Toledo Transportation Club will hold its annual meet- 
ing and election at its club rooms in the Secor Hotel May 2. 
The polls will be open from 1 p. m. to 8 p. m. Dinner will be 
served in the evening. 





“Fones Brothers’ Hardware Company Day” was celebrated 
by the Little Rock Traffic Club at its monthly luncheon at the 
Hotel LaFayette April 17: Vice-president T. R. Bradford was 
in charge of the meeting. The principal speaker was H. H. 
Tucker, president of the Fones Brothers Hardware Company, 
who gave a brief history of the development of his firm, which 
was organized February 15, 1860. Mr. Tucker also emphasized 
the part that transportation had played in making the firm’s 
growth possible. Souvenir paring knives of stainless steel were 
distributed. The knives were made especially for the occasion 
and were shipped to Little Rock by air mail. The club will 
hold a “dinner dance and frolic” at the Hotel LaFayette April 25. 





The Traffic Club of St. Louis will not hold its regular weekly 
meeting April 23. Dinner will be served at the Chamber of 
Commerce on the evening of April 24, following the balloting 
for officers. 





The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club April 19. Captain B. A. Palmer spoke 
on the “Air Reserve.” 


NORTHWEST ADVISORY BOARD 


The Northwest Shippers’ Advisory Board will hold its 
twenty-third regular meeting at Watertown, S. D., April 24. 
Addresses will be made by G. R. Martin, vice-president, Great 
Northern, and C. W. Pugsley, president, State College of South 
Dakota. Commodity committee reports will be presented, esti- 
mating the car requirements in the various industries, and 
railroad reports, with respect to the condition of equipment and 
like matters. J. F. Reed, general chairman, will preside. 


NEW YORK SHIPPERS’ CONFERENCE 


The Trafic World New York Bureau 


The Shippers’ Conference of Greater New York, at its 
monthly meeting this week, authorized a telegram to the Erie 
and other trunk line railroads insisting on suspension of their 
proposed cancellation of constructive delivery stations, effective 
April 25. The conference requested reopening of this question, 
pointing out that the new tariffs would have the effect of sus- 
pending trucking of freight in lieu of lighterage. 

Similar action has been taken by the New York Merchants’ 
Association, the drug and chemical trade section of the New 
York Board of Trade and Transportation, and the publishers 
of New York daily newspapers. The publishers opposed aboli- 
tion of these stations for the reason that it would delay delivery 
of their newsprint and would cause inconvenience and extra cost. 

On motion of F. A. Parker, traffic manager of the Columbia 
Mills, it was resolved to name a standing committee on inter- 
coastal rates. Some members wanted the committee to call on 
R. C. Thackara, chairman of the United States Intercoastal 
Rate Conference, urging that decreases in the freight rates be 
published in the Traffic Bulletin; as well as increases, but it 
was reported that Mr. Thackara had said that the conference 
was averse to publishing decreases and changes of rules, includ- 
ing split delivery rates, because of the competition with non- 
conference lines and tramp steamers. It was said that, as rates 
sometimes change overnight, the conference wanted the chance 
to put them into force at once without having to advertise them, 
as that would mean delay and, perhaps, result in loss of busi- 
ness. Some shippers want the opportunity of being heard 
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before these decreases are put into effect. It was decided that 
the matter be docketed for the next meeing. 

Indorsement of H. R. 12578, providing for making seven-day 
credits permissible, was voted. 

Secretary P. W. Moore announced the election of sixteen 
new members. 


MID-WEST ADVISORY BOARD 


As no problems of importance were presented to the execu- 
tive committee of the Mid-West Shippers’ Advisory Board, the 
usual quarterly meeting scheduled for April was not held. Fol- 
lowing is a digest of the forecast of freight car requirements 
for the second quarter of the year, compared with the actual 
requirements of the same quarter last year: 

—Number of Carloads— aan 











Advisory Actual, Forecast, % In- 
Board Classification Commodity 1927 1928 crease 
a TEER OER RE, Pe Se 63,420 65,300 3.0 
Flour, meal and other mill products... 33,290 35,000 5.0 
BP GUE GI BEIBD 0sicncicbd owecices 9,38 10,400 12.0 
eT SS er rrr 1,870 15.0 
PE in aviatecuaieekss eee mousyeeg.cew % 2.0 
CREE THOR WOMSIMBISS 0606 ccccccecceces 2,700 3.0 
FS Eee eae =e 113,000 5.0 
Poultry and dairy products . wie 14,000 7.0 
SI GE ataicavecntcesevneeeatnes 7194,000 35.0 
Ope. BNE GONCCHETAICE ......cccccccccccce 105,000 *2.5 
Clay, gravel, sand and stone 233,500 25.0 
ERTS SAIS BE SA AEG ei CO ee ee 210 age 
Lumber and forest products ........... 91,750 96,000 4.5 
Petroleum and petroleum products.... 27,677 30,500 10.0 
Sugar, syrup, glucose and molasses.... 7,911 8,700 | 10.0 
OE ee ere ey oer 60,295 64,500 7.0 
Castings, machinery and boiler ....... 15,085 15,850 5.0 
I oor wa ciara trace orm, Hi bilan arb Sab ere RRS Oe 31,964 31,500 *15 
Brick and clay products ......cscecseees 37,989 38,000 ‘ame 
Be Oe er reer eer ee 9,926 10,400 5.0 
Agricultural implements and _ vehicles 
other than automobiles ............ 19,228 21,150 10.0 
Automobiles and trucks ...........00.. 32,874 42,000 28.0 
POPCIIMOPS, GI HINGES © 6o.cecic's cc ccseccesce : 4, *3.0 
Paper, printed matter and books....... 6,371 6,400 aad 
Chemicals and explosives.............. 8,016 ,800 10.0 
Canned goods—all canned food products’ 11,271 10,400 *8.0 
Total all commodities listed........ 1,037,021 1,168,930 13.7 
*Decrease. 


¢Coal production in Mid-West Shippers’ Advisory Board Territory 
dependent upon outcome of negotiations between mine operators and 
mine workers for working argreement. 


VOLUME OF TRAFFIC, ETC. 


The volume of freight traffic handled by the Class I rail- 
roads in February amounted to 35,700,952,000 net ton-miles, ac- 
cording to the Bureau of Railway Economics, which says: 


This was a decrease of 1,557,836,000 net ton-miles, or 4.2 per cent 
under February, 1927. In the Eastern district there was a decrease 
of 8.7 per cent in Febraury compared with the same month last year 
in the volume of freight traffic, while the Southern district reported 
a decrease of 7.5 per cent. The Western district reported an increase 
of 4.2 per cent. 

For the first two months in 1928 the volume of freight handled 
by the Class I railroads amounted to 71,967,625,000 net ton-miles. This 
was a decrease of 4,523,679,000 net ton-miles, or 5.9 per cent below the 
corresponding period last year. Railroads in the Eastern district for 
the two months’ period reported a decrease of 10.7 per cent in the 
volume of traffic compared with the same period in 1927, while the 
Southern district reported a decrease of 8.2 per cent. The Western 
district reported an increase of 2.5 per cent. 

The average daily movement per freight car of the railroads of 
this country in February was 29.8 miles. This was a decrease of six- 
tenths of a mile below the same month in 1927, but an increase of 1.2 
miles above that for February, 1926 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs, 
and also cars on side tracks for which no load is immediately 
available. 

The average load per car in February was 26.6 tons, including 
less than carload lot freight as well as carload freight, a decrease of 
1.4 tons under the same month last year and six-tenths of a ton below 
February, 1926. 


POSTAL RATE BILL 


The Senate committee on post office and post roads has 
ordered a favorable report on the bill (H. R. 12030) providing 
for a revision downward of postal rates, The committee 
amended the bill to provide for restoration of the 1920 rates 
on second class matter. The bill, as it passed the House, 
provided for restoration of the rates of 1921, which were 
higher than those of 1920. The committee also amended the 
bill to provide that the rate on circulars mailable as third 
class matter should be reduced from one and one-half cents 
to one cent for each two ounces or fraction thereof. 


HIGHWAY FEDERAL AID 


The Senate this week passed S. 2327, a bill authorizing 
federal appropriations to aid the states in the building of high- 
ways. The American Automobile Association said the Dill, 
which authorizes appropriations of $75,000,000 for highway 
building in each of the fiscal years 1930 and 1931, virtually 
assured continuation of the highway building program and 
would give decided impetus to road-building by the various 
states. It predicted favorable action on the bill in the House. 
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THE TRAFFIC WORLD 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediegcy; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs A gencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. . G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg. 
San Francisco, Calif. New Orleans, 


F. C. Lona, Com. Agent 
301 Marquette Bldg. 
.Chicago, Ill. 


Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . - 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 


Expedite Your 
Shipments «<4 


{ 


J 
\ (i 


Transfers of traffic between the 15 Railroads at 
this terminal are made by the P. & P. U. Railway 
in a very short time. 


Switching rates to or from all industries in 
Peoria-Pekin switching district are absorbed by 
road haul carriers, giving all industries the ben- 
efit of Peoria rates. 


Intermediate switching rates are absorbed by 
road haul carrier. 


Route Your Bills of Lading Via Peoria, Illinois 


Inquiries solicited. Address E. F. STOCK, Traffic Manager 
Union Station, PEORIA, ILL. 


Peoria and Pekin Union Railway Co. 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealingqvith traffic. A specialist 
on interstate commerce law, “eo is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law * 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions pee ed practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. : ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Limitations—Waiver by Shipper of Statutory Provisions Govern- 
ing Action for Undercharges 

Georgia.—Question: Will you kindly give us your opinion 
and authority on the following: 

In May, 1924, we received a shipment of steel beams and 
paid the freight charges. It developed that the carriers under- 
charged this shipment, and the undercharge was paid by us in 
July, 1927, after the statute of limitations had expired. We 
overlooked the statute of -limitations when paying the under- 
charge. 

Please advise if the undercharge that was paid after the 
statute of limitations can be collected back from the carrier. 
We did not give thém any waiver on the time limit. 

Answer: We see nothing to prevent a shipper from waiv- 
ing the provisions of paragraph 3 of Section 16 of the act and 
paying an undercharge after the expiration of the three year 
period of limitation. While the Supreme Court has held that, 
so far as the collection of an overcharge from a carrier is 
concerned, the .carrier may not waive the provisions of this 
section of the act, for to do so would open the way to discrimina- 
tion (see Kansas City Southern vs. Wolf, 261 U. S. 133), there 
appears to be no such consideration in the case of the collection 
of an undercharge after the expiration of the statutory period 
of limitation. 

In other words, it seems to us that, so far as the shipper is 
concerned, the provisions of paragraph 3 of Section 16, consti- 
tute a defense which may be pleaded or not as the shipper sees 
fit, as is true of the ordinary statute of limitation, which to be 
availed of as a defense, must be pleaded. 

Astray Shipments—Right of Carrier to Hold Until Owner Is 
Located 

Maryland.—Question: I have noted, on page 606 of the 
“Traffic World,” of March 10, 1928, your answer to question 
propounded by “New York” as to the obligation of a carrier 
to make delivery of a shipment moving on an astray waybill. 
In your answer you state you know of “no law, however, which 
would compel the carrier under the circumstances you recite, 
to accept the bond and make delivery, etc.” Have you not 
overlooked Section 8 of the Bills of Lading Act? 

Answer: As we view it, Section 8 of the Bills of Lading 
Act has no application to the facts involved in the problem 
covered by our answer to which you refer. Section 8 of the 
Bills of Lading Act relates to shipments covered by a bill of 
lading. In the instant case presumably no bill of lading was 
issued, or at any rate, the shipper has not proved that a bill of 
lading was issued. 

Routing and Misrouting—Rate Determines Route in Absence of 
Routing Instructions 

Virginia.—Question: Shipper tendered shipment to carrier, 
bill of lading unrouted rate inserted in rate column of 53% 
cents, whereas there was a cheaper rate via another route. 

Would the shipper be entitled to the cheaper rate, or would 
the carrier be entitled to the 5314 cent rate shown on Dill of 
lading via route over which shipment moved. The 53% cent 
rate was inserted in bill of lading rate column by shipper. 

“Answer: The Commission has held that the specification of 
a rate in the bill of lading is the equivalent of specific routing in- 
structions. See W. S. George Pottery.Co. vs. Director-General, 60 
I. C. C. 372; Highland Iron and Steel Co. vs. E. & I. R. R. Co., 
57 I. C. C. 549; Plainfield Grain Co. vs. E. J. & E., 41 I. C. C. 608. 
Conflict Between Destination Named in Bill of Lading and 

Marks on Package 

Maryland.—Question: A shipment was marked and deliv- 
ered to the express company with destination shown as Hast- 
ings, Michigan. The express receipt showed correct destina- 
tion as Hastings, Minnesota. Shipment was forwarded by the 
express company according to the marks on the case, necessitat- 
ing return to original point, express charges assessed both ways. 

On filing claim the express company states that the original 
marks on cases govern regardless of the receipt, hence no claim 
can be paid. 

Have there been any court cases decided to cover ttiis point, 
and if so, were same favorable to the express company: ~ 

Answer: The Interstate Commerce Commission hz: held 
that the marks on the package control when there is a a ':flict 
between the destination in the bill of lading or express rec ‘pt, 
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and the marks or destination shown on the package. See Con. 
ference Ruling 433. Parlin & Orendorff Plow Co. vs. U. §, 
Railway Express Co., 29 I.-C. C. 667, and American Agricultura] 
Express Co., 26 I. C. C. 561; C. S. Bracket Co. vs. Gt. Northern 1 
Chemical Co. vs. B. & A. R. R., 28 I. C. C. 398. 
Overcharges—Voluntary “Refund of Where Claim Is Presenteg 

Within Two Years from Date of Delivery 

Maryland.—Question: In your answer to “Tennessee,” op 
page 680 of the March 17, 1928, Traffic World, on the subject 
“Overcharge,” you make reference to conference ruling of Feb- 
ruary 23, 1924, in which it is stated that the period for the filing 
of an overcharge claim is two years. Section 16, paragraph 3, 
sub. C, of the interstate commerce act, as revised to August 1, 

1926, stipulates that the period of limitation is three years. 

The writer is of the opinion that the two-year period, as 
stated in your answer, is an error, and should be three years, 

I shall appreciate your answer to this effect. 

Answer: Prior to the amendment of paragraph 3 of sec. 
tion 16 of the act of June 7, 1924, the period of limitation for 
the filing of a claim for overcharge with the Commission, was 
two years. The amendment above referred to, however, ex. 
tended the period of time to three years. Th Commission’s 
conference ruling quoted in the answer to which you refer, is 
based upon the provisions of paragraph 3 of section 16, prior 
to the amendment of June 7, 1924, but the principle thereof is 
applicable at the present time. ; 

Routing and Misrouting—Duty of Carrier Where Shipper’s Rout. 

ing Instructions Are Incomplete in that Delivering Carrier 

Not Named 

Oklahoma.—Question: We would appreciate your letting us 
have reference to any decision of the Interstate Commerce Conm- 
mission for or against a case similar to the following: 

Some time ago we billed a car of gasoline to a station in 
Colorado located in line “C,” Car was routed over railroad “A” 
and “B,” line “C” not being involved. 

Car was billed via line “A” and delivered to line “B” at 
proper junction, had the destination been located on line “B”; 
line “B” took the car to a junction on line “C” and delivered 
the car to that carrier for delivery to destination. 1 

Line “C” is now trying to collect a large undercharge on 
the car, due to our misrouting. 3 

Do you consider this the consignor’s error, or is it the car- Po 
rier’s error for accepting the shipment to a destination located T 
on another line which was not specified on the original bill of 
lading? 

Answer: The routing instructions of the shipper not being 
complete, in that the terminal carrier was not specified, it was 
the duty of the initial carrier to forward the shipment via the 
cheapest route consistent with the shipper’s instructions. If 
the shipment in question moved via the cheapest reasonable 
route, there is no liability on the part of the initial carrier for 
misroute. See Green Bay Specialty Co. vs. N. Y. & Long Branch 
Railroad Co., 50 I. C. C. 2387. 


Liability of Carrier for Transportation and Delivery of Live 
Stock 


Michigan.—Question: A shipment of live stock moving from 
point A, destined to point C, fed and rested at B to comply 
with the federal regulations, and in the reloading the live stock 
was transferred to different cars. The cars moving out of point 
A were properly bedded and in the transfer at B they were 
improperly bedded to the extent that some cars contained no 
bedding, while others had a considerable amount of coal in them. 
Under ordinary conditions at the time of year the stock moved 
it would have been necessary to drench them to handle them 
safely to destination. The carrier from B to C, however, did 
not drench the cars. 

They were due at C at noon and they had to be transferred 
to a switching carrier for movement to our plant and in this 
particular instance the switch carrier took considerable time 
in handling the stock. The result was that it did not come 
down here until after our working hours had ended, which neces- 
sitated the stock standing on track all night in extraordinarily 
warm weather and a great number of the animals had died by 
morning. We are trying to determine the responsibility for 
this loss. Is the drenching and improper bedding, in other 
words, the negligent handling, foreign to the cause of death? 
Is the carrier bound to notify us that this shipment had arrived, 
and are they bound to take care of the live stock after our plant 
is closed? 

We are in a position to go on record as saying that the 
live stock died from suffocation, and, as the railway company 
have declined our claim in its entirety, we would like to have 
your full and complete views on the matter. 

Answer: If cars for the movement of live stock can be 
made safe and suitable for the kind of animals shipped only 
by the use of bedding, or sanding, it is the duty of the carrier 
to furnish same; and, whether bound to or not, if it undertakes 
to bed the cars, it must exercise at least ordinary care to seé 
that it is properly done; and if injury results from improper 
bedding, the carrier will be liable. Houston, ete, R. Co. v8 
Mayes (Texas), 97 S. W. 318; Texas Central R. Co. vs. O’Lough- 
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TRANSMARINE LINES 


Direct Service 


LOS ANGELES (wilmington—Berth 188) 
SAN FRANCISCO 


OAKLAND 


From Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 
Pennsylvania Railroad 
Central Railroad of New Jersey 


Lehigh Valley Railroad Steamer 


ee 


rd 





Gulf-Intercoastal 


From 

Mobile New Orleans Steamer 
April 27 BN cos. os SUDAWSONCO 
May 9 Sener SUNELSECO 
May 21 May 24....... SUNEWARKCO 
June 1 el eee SUGILLENCO 


TRANSMARINE LINES 


7 General Offices: 

Port Newark Terminal 5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 
Agencies: Buffalo, Chicago, Los Angeles, Mobile, New Orleans, 

Oakland, Pittsburgh, San Francisco, Seattle 





The Cotton Concentration Company 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


§« High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eoauippea with Sprinkler System Throughout. 
Reéiabie Transportation at a Moment’s Notice. 


Y arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


ntegrity of Our Warehouse Receipts Is Un 
be ce 


Capacity of Tracks Serving Plants Over 500 Cars.. 
Piitablishea system of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,’ That’s Your 
Business and Yours Only 


J. GARRISON 
_ Viee-Pres. and Gen’l Manage 


GEO. SEALY 
President 







Pool Car Distribution 


Grinnell Dry System Sprinkler Throughout 


NEWARK WAREHOUSE CO., Newark, N. J. 





Carload 


- cartons, crates, etc. 





the Sealed Steel Strapping 
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NEWARK, N. J. 





NEWARK WAREHOUSEcO. Se 


eee ai 


a CE a lls a eer 


Located in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 





All Freight Unloadei Under Cover 





Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
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Leading shippers have saved 30 to 60% of 
the cost of bulkbinding or carloading by 
using the Signode Steel Strapping method. 
It is easier, quicker and shipments are 
safer. Applicable to boxes, barrels, bales, 












Ask for strapping expert to call or send 
for Bulletin 11. 





Consolidated Steel Strapping Co. 
2613 N. Western Avenue, Chicago, IIl. 
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lin (Texas), 84 S. W. 1104; R. Co. vs. Thorp, 198 S. W. 335; 
R. Co. vs. Weatherby, 203 S. W. 793; Wegner vs. Chicago, St. 
P. M. & O. R. Co. et al., 186 N. W 971 

Where, however, the shipper assumes, by special contract, 
the’duty of proper storage of his cattle and accepts and loads 
the car without objection, and with knowledge that it was not 
bedded, he cannot hold the company liable for negligence be- 
cause of failure to bed the car, or because of the insufficiency 
of the bedding. E. Tennessee, etc., R. Co. vs. Johnston (Ala.), 
51 American Reports 489. 

The duty of showering, or threwing water over hogs or other 
animals that become, or are likely to become, overheated during 
transportation, rests on the carrier who has control of the facili- 
ties for so doing. The susceptibility of hogs to overheating, and 
the danger of death resulting therefrom, is not a common-law 
exception, within the term “proper vice” of the animal, or in- 
herent weakness, over which the carrier would have no control. 
How frequently animals should be showered necessarily depends 
on the condition of the weather and on their condition. This 
duty, it has been held, is one which cannot be evaded by custom 
of the carrier, or by special contract. Wallace vs. Lake Shore, 
etc., R. Co. (Mich.), 95 N. W. 750; Illinois Central R. Co. vs. 
Adams (Ill.), 92 American Dec. 85; Peck vs. Chicago, Great 
Western R. Co. (Iowa), 115 N. W. 1113; Pecos R. Co. vs. Mor- 
rison (Texas), 169 S. W. 1098. 

The degree of care required of a carrier who has accepted 
a shipment of live stock is the same where the shipment has 
been unavoidably detained or delayed during the period of delay, 
as during transportation, the mere fact of delay does not relieve 
the carrier of its duty to use reasonable care to protect the 
stock. International, etc., R. Co. vs. Lewis (Texas), 23 S. W. 323. 

The carrier is bound to tender the cattle within a reasonable 
time and within reasonable hours, and it is a question of fact 
whether the cattle were tendered within reasonable hours and 
whether the consignee should, under the circumstances, have 
received them. Houston, etc., R. Co. vs. Trammell (Texas), 68 
S. W. 716, 95 Texas 680. 

Where a carrier is unable to deliver live stock by reason 
of the unreadiness on the part of the consignee to receive the 
same, the carrier cannot relieve himself from responsibility, but 
must take reasonable care of the stock until such time as de- 
livery can be made. North Penn R. Co. vs. Commercial National 
Bank, 123 U. S. 727. 


Damages—Released Valuation—Freight Charges 


Illinois—Question: The railroads handling shipments to 
the Pacific coast have two rates on enameled iron bath tubs, 
and the lower of these is conditioned on the carriers’ liability 
being limited to $20 per tub. 

Sometimes the carriers break some of these tubs, and more 
often than not, tubs in a broken condition are not worth very 
much, but have some value. In making claims against the car- 
riers, we file for $20 per tub, plus the freight paid, and have 
to take the loss between that amount and what we can sell the 
tubs for. For example, if a tub is worth $50, and is damaged 
so that we can sell it for only $10, we file claim against the 
carrier for $20, plus the freight, which amounts to about $5, and 
we have to stand the loss of $15 on this transaction. 

Section 2 of the Contract Terms and Conditions of the Uni- 
form Bill of Lading provides that where a lower value than 
actual valaue has been represented in writing by the shipper 
or has been agreed upon in writing as the released value of the 
property as determined by the classification or tariffs upon 
which the rate is based, such lower value plus freight charges, 
if paid, shall be the maximum amount to be recovered. 


The carriers insist that we are not entitled to refund of . 


freight charges unless the property has been a total loss and 
there is no sale of salvage. We do not subscribe to this view 
of the carriers, but believe it to be unfair. We would like to 
have your opinion on the question. 


Answer: While we locate no cases in which the matter of 
freight charges on a shipment released to a stated valuation 
was at issue, the provision of Section 2 (a) of the Uniform Bill 
of Lading Contract Terms and Conditions, by its very terms, 


permits of recovery of freight charges. This section reads as 
follows: 


In all cases not prohibited by law, where a lower value than actual 
value has been represented in writing by the shipper or has been 
agreed upon in writing as the released value of the property as de- 
termined by the classification or tariffs upon which the rate is based, 
such lower value, plus freight charges if paid, shall be the maximum 
amount to be recovered, whether or not such loss or damage occurs 
from negligence. 


It will be observed that this provision relates to both loss 
of or damage to goods, there being nothing therein which limits 
its application to loss of or injury to the entire shipment. 

Damages—Measure of—Trade Discount 

New York.—Question: We would appreciate it if you 
would enlighten us on the following problem, giving us a 
Supreme Court decision or other authentic decision, together 
with the facts upon which the same was arrived at. 

During a year’s time we put on several deals on our cig- 
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arettes, on which we grant our dealers 10 per cent gratis, 
In other words, if they ordered 1,000 cigarettes, we would give 
them 100 gratis, billing them at the value of 1,000 cigarettes, 
The point is, whether or not we could file claim against carrier 
by either express or freight or other carrier under jurisdiction 
of the Interstate Commerce Commission, for the actual invoice 
value of the 1,100 cigarettes. 

Also in the event such claims could not be allowed, could 
we not collect the invoice value of the 1,100 cigarettes, in the 
event that we must duplicate shipment and keep in the good 
graces of our customer after the deal has expired. In this case, 
of course, we assume that we must make allowance after the 
deal has been cancelled, and whether we would have redress on 
the carrier. 

Answer: We can locate no decision of the courts in which 
the question as to whether a trade discount, which the arrange. 
ment you describe seems to amount to, is a proper deduction 
from a claim for damages for the loss of goods. It is our opinion, 
however, that a trade discount is a proper deduction. 


FEBRUARY OPERATING RESULTS 


The Commission’s official figures of operating revenues and 
operating expenses of Class I steam railroads for February, 
1928, and February, 1927, and for two months ended with 
February, for the country as a whole, are as follows: 


1928 1927 
Average number of miles operated........... 239,588.27 238,730.61 


Revenues: 





BEE. -<. dcstbeurcmatdebiaxsswlnacmevecienkle stk atenaets $346,023,518 $354,076,914 
I va crc RN Dato, Shinde. &-ecins ohei eaimieiaatores *69,551,160 74,259,452 
BR eae Sauer seated kewae ene eetaia toes 7,464,117 
PO . ac aatsldgdiaoves cos 8,892,671 
All other transportation 15,350,361 
PEE CSlandin't 6 91" e6lé0-o-ncierea s Gad 6.08 Eoeare 8,845,243 
A 2 eee 1,101,296 
PONE SEP EIE. vee vase cdc savenendessne 347,699 424,64 
Railway operating revenues......... 456,593,284 469,565,405 
Expenses: 
Maintenance of way and structures...... 56,359,051 58,782,671 
Maintenance of equipment............... 94,579,226 99,124,504 
 ... SAREE Re Ee ee ee ee ered 9,947,323 9,632,924 
NT re re 168,501,363 175,511,119 
Miscellaneous operations ................ 4,329,790 4,280,070 
ES eee rere ore a 15,818,431 15,352,898 
Transportation for investment—Cr....... 1,036,986 840,149 
Railway operating expenses.......... 348,498,198 361,844,037 
Net revenue from railway operations........ 108,095,086 107,721,368 
ae eS errr er 28,868,557 29,279,925 
Uncollectible railway revenues............... 119,205 116,271 
Railway operating income............ 79,107,324 78,325,172 
Equipment rents—Dr. balance............... 7,242,119 6,828,287 
Joint facility rent—Dr. balance.............. 1,800,960 1,980,471 


Net railway operating income....... 
Ratio of expenses to revenue (per cent)..... 


TWO MONTHS 


69,516,414 
77.06 


1928 1927 
Average number of miles operated........... 239,563.23 238,657.26 
Revenues: 
MIL). :aikcoru glovgieie Weinlarcetea cule eel pane wee $683,402,863 $712,180,927 
ee rae Seienscew ole § 148,034,690 £160, 230,536 
REE Siar epee er On ae ee ae 15,463,709 15,335,541 
NN P55 6re needs lara. cara citi aia igs wesiore. add: ee 17,203,096 17,696,345 
All other transportation. ........cc0.ce0. 30,649,443 31,163,848 
RR a aa NERS FSS pe ae is Ber 17,864,508 19,081,455 
Se So ee ere ee ee ee 2,123,041 2,337,503 
SOME TRC akong ncecsingccescesece 723,088 873,732 
Railway operating revenues......... 914,018,262 957,152,423 
Expenses: 
Maintenance of way and structures...... 114,739,748 118,725,029 
Maintenance of equipment............... 192,193,632 205,359,517 
IES cache ale naka Si d'6'e SA aa0e bie eh GbE Nie OS 20,420,770 19,494,613 
I aig incisor niin ioievece.tieeunainrs 345,441,419 367,288,948 
Miscellaneous operations ................ 8,977,108 ,108,8 
NI nok faracwdrs4:ginioieia/e a siekseus.d-oler ee bin 6-dee'eee 32,122,403 31,684,623 
Transportation for investment—Cr....... 1,999,262 1,827,076 
Railway operating expenses............ 711,895,815 749,834,505 
Net revenue from raiiway operations........ 202,122,447 207,317,918 
pe a ee eer 57,401,454 58,763,267 
Uncollectible railway revenues.............. 212,101 219,434 
Railway operating income............ 144,508,892 148,335,217 
Equipment rents—Dr. balance............... 14,117,627 13,462,617 
Joint facility rent—Dr. balance.............. 3,728,666 3,939,921 


Net railway operating income....... 126,662,599 
Ratio of expenses to revenues (per cent).... 77.89 





*Includes $3,035,688 sleeping and parlor car surcharge. 
yIncludes $2,993,633 sleeping and parlor car surcharge. 
§Includés $6,328,834 sleeping and parlor car surcharge. 
tIncludes $6,334,158 sleeping and parlor car surcharge. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended April 14 totaled 12,305 cars as compared with 11,998 cars 
(revised) in the preceding week and 15,587 cars in the corre 
sponding period of 1927. Shipments were reported as follows: 


Apples, 523 cars; asparagus, 401 cars; carrots, 177 cars; cabbage, 
442 cars; cauliflower, 197 cars; celery, cars; imports, 1 car 
cucumbers, 75 cars; imports, 1 car; eggplant, 8 cars; imports, 9 cars; 
grapefruit, 401 cars; imports, 47 cars; green peas, 92 cars; lemons, 
253 cars; lettuce, 1,191 cars; mixed citrus fruit, 156 cars; mixed ve&- 
etables, 756 cars; imports, 14 cars; onions, 516 cars; oranges, 14 
cars; imports, 52 cars; pears, 14 cars; peppers, 68 cars; impor 
12 cars; spinach 346 cars; strawberries, 481 cars; string beans, 121 
cars; sweet potatoes, 239 cars; tomatoes, 336 cars; imports, 355 cars) 
potatoes, 3,281 cars; imports, 142 cars. 
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o Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water why eng New York, Telephone Bowling Green 7394 


Baltimore, Md. delphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 South St. — Bldg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 











President 
Liners 


to the Orient via Seattle and 


the great Circle Route. Regular 
sailings every other Saturday to 
Yokohama, Kobe, Shanghai, 
Hong Kong and Manila. 
Through bills of lading to all 
Oriental ports. 


T. J. Kehoe, Gen. Eastern Agt., 32 Broadway, New York 


W.G. Roche, Inc., Gen: Agt., R. W. Bruce, Gen. Agt., 
1714 Dime Bank Bldg. 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, 
Portland, Ore. San Francisco, Cal., Tacoma, Wash., 
Vancouver, B.C., Victoria, B.C. 


MEE 
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LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your 4 by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


DENVER, COLORADO 


FIRt PROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and ot car shipments. Insurance rates 15c. Loans Negotiated. 


The Weicker Transfer & Storage Company 


Ship to Mexico 


By Steamer 


FAST WEEKLY SERVICE 
NEW YORK TO 


Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New York AND Cusa Martz S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 7 totaled 
919,296 cars, according to the car service division of the Ameri- 
can Railway Association. Compared with the preceding week, 
this was a decrease of 29,131 cars, with decreases being reported 
in the loading of all commodities except ore and merchandise 
less-than-carload lot freight, which showed slight increases. The 
total for the week ended April 7 was a decrease of 34,611 cars 
below thé same week in 1927 and a decrease of 10,047 cars com- 
pared with the corresponding week two years ago. 

Revenue freight loading the week ended April 7 and for the 
corresponding period of 1927, by districts, was.reported as 
follows: 


Hastern district: Grain and grain products, 6,143 and 6,756; live 
stock, 2,110 and 2,367; coal, 36,955 and 34,988; coke, 2,072 and 2,724; 
forest products, 4,131 and 4,276; ore, 1,770 and 1,251; merchandise, 
L. C. L., 72,026 and 72,574; miscellaneous, 92,955 and 96,491; total, 1928, 
218,162; 1927, 221,427; 1926, 227,080. 

Allegheny district: Grain and grain products, 2,473 and 2,982; 
live stock, 1,634 and 2,097; coal, 35,022 and 41,781; coke, 4,990 and 5,962; 
forest products, 2,853 and 3,359; ore, 2,027 and 4,061; merchandise, 
L. C. L., 54,868 and 56,824; miscellaneous, 85,778 and 85,176; total, 1928, 
189,645; 1927, 202,242; 1926, 191,895. 

Pocahontas district: Grain and grain products, 189 and 204; live 
stock, 82 and 55; coal, 29,207 and 38,633; coke, 345 and 519; forest 
a 1,612 and 1,620; ore, 129 and 111; merchandise, L. C. L., 
,780 and 7,747; miscellaneous, 8,514 and 8,306; total, 1928, 47,858; 
1927, 57,195; 1926, 47,550. 

Southern district: Grain and grain products, 3,573 and 3,564; live 
stock, 1,603 and 2,030; coal, 19,785 and 23,504; coke, 606 and 755; for- 
est products, 20,935 and 22,101; ore, 996 and 1,190; merchandise, L. 
C. L., 42,610 and 42,630; miscellaneous, 65,596 and 66,099; total, 1928, 
155,664; 1927, 161,873; 1926, 155,069. 

Northwestern district: Grain and grain products, 11,042 and 8,319; 
live stock, 6,209 and 7,303; coal, 3,705 and 4,174; coke, 1,458 and 1,445; 
forest products, 17,984 and 18,713; ore, 693 and 1,360; merchandise, L. 
C. L., 34,242 and 34,461; miscellaneous, 35,876 and 38,210; total, 1928, 
111,209; 1927, 113,985; 1926, 113,442. 

Central Western district: Grain and grain products, 10,773 and 
9,104; live stock, 9,236 and 9,866; coal, 7,218 and 6,912; coke, 256 and 
306; forest products, 9,741 and 10,253; ore, 3,139 and 3,231; merchandise, 
L. C. L., 34,888 and 35,199; miscellaneous, 48,823 and 51,633; total, 1928, 
124,074; 1927, 126,504; 1926, 124,347. 

Southwestern district: Grain and grain products, 5,177 and 4,505; 
live stock, 2,466 and 2,719; coal, 2,321 and 2,475; coke, 86 and 152; 
forest products, 8,428 and 8,792; ore, 390 and 423; merchandise, L. 
C. L., 16,820 and 17,081; miscellaneous, 37,006 and 34,534; total, 1928, 
72,694; 1927, 70,681; 1926, 69,960. 

Total, all roads: Grain and grain products, 39,370 and 35,434; live 
stock, 23,340 and 26,437; coal, 134,163 and 152,467; coke, 9,813 and 
11,863; forest products, 65,684 and 69,114; ore, 9,144 and 11,627; mer- 
chandise, L. C. L., 263,234 and 266,516; miscellaneous, 374,548 and 380,- 
449; total, 1928, 919,296; 1927, 953,907; 1926, 929,343. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 
Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 ,801,918 ,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Week ended April 7............ 919,296 953,907 929,343 
ME OS odv's donoee «eens dears 12,708,744 13,495,032 13,099,071 


The car service division announced corrected figures for 
the week ended March 31, as follows: Grain and grain prod- 
ucts, 43,268 cars; live stock, 27,425 cars; coal, 151,070 cars; 
forest products, 68,100 cars; ore, 8,412 cars; merchandise, 
L. C. L., 261,633 cars; miscellaneous, 378,276 cars; total loading, 
948,427 cars. 


OPPOSITION TO GOODING BILL 


Although Chairman Watson, of the Senate interstate com- 
merce committee, announced, when the committee adopted a 
favorable report on S. 1263, the new Gooding long-and-short-haul 
bill, that Senator Sackett, of Kentucky, would file a minority 
report against the bill, no minority report has been filed. 
Inquiry has revealed that Senator Sackett does not propose 
to file a minority report. If a minority report is filed, it will 
be done by some other member of the committee. J. P. 
Haynes, chairman of the special committee- on fourth section, 
of the National Industrial Traffic League, has appealed to 
League members to urge their senators to oppose the bill. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended April 7 was 
estimated at 7,154,000 net tons by the Bureau of Mines of the 
Department of Commerce. Compared with the output in the 
preceding week this showed a decrease of 2,135,000 tons. An- 
thracite production was estimated at 1,503,000 net tons, an in- 
crease of 195,000 tons as compared with the preceding week. 

Tidewater bituminous coal shipments the week ended April 
7 from Hampton Roads totaled 369,452 net tons, of which 243,162 
tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended March 24 were reported 
as follows: Bituminous, 2,348; anthracite, 1,593. 


WATERWAY CORPORATION CRITICIZED 
Representative McMillan, of South Carolina, in remarks in 
the House, criticized the Inland Waterways Corporation, the 
-government’s barge line agency, for the manner in which bids 
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for a towboat were handled. He said the*Charleston Dry Dock 
and Machine Company was the low bidder but that the next 
lowest bidder, the Charles Ward Engineering Works, raise 
question, after the bids were opened, as to “alleged indefinite 
features” in the specifications or the interpretation of certain 
clauses therein. The Inland Waterways Corporation then per. 
mitted a revision of the bids from all parties and this was 
asserted by M. McMillan to have been unwarranted. He said 
the Ward company “finally landed the contract.” He said the 
Ward bid dropped to $170,900, as against the original low bid 
of $175,877.65 of the Charleston company. He went into a 
detailed discussion of the transaction that he characterized ag 
“bargaining rather than bidding.” 


PANAMA CANAL TOLL BILL 


Senator Copeland, of New York, in S. 4037, has proposed 
an amendment to the act governing the operation of the 
Panama Canal, approved August 24, 1912, providing that the 
aggregate of tolls collected from any privately owned merchant 
vessel carrying passengers for a single transit of the canal shal] 
not exceed the sum of $8,000. 


CAR SURPLUS AND SHORTAGE. 


The average daily surplus of freight cars in the period 
March 23-31, inclusive, was 344,502, as compared with 345,272 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 

Box, 111,621; ventilated box, 627; auto and furniture, 13,379; total 
box, 125,627 flat, 7,962; gondola, 86,094; hopper, 85,387; total coal, 


171,481; coke, 1,216; S. D. stock, 22,015; D. D. stock, 2,639; refrigerator, 
11,599; tank, 506; miscellaneous, 1,457. 


Canadian roads reported a surplus of 14,200 box, 300 fiat, 
200 gzondola, 1,000 S. D. stock, 300 refrigerator, and 200 miscel- 
laneous cars. 


SHORT LINES AND SECTION 15A 

On motion of Representative Lea, of California, the House 
committee on interstate and foreign commerce, April 18, by a 
vote of 6 to 5, referred to a subcommittee the Pittman bill 
passed by the Senate and the similar bill on which the House 
committee held hearings earlier in the session, which would 
exempt designated classes of short lines from the recapture 
clause of section 15a of the interstate commerce act. Mr. Lea 
explained that he made the motion because the Commission 
had made suggestions with respect to the proposed legislation 
that he believed could be taken care of by the subcommittee. 
Representative Huddleston, of Alabama, saying he was opposed 
to referring bills to subcommittees, forced the vote on Mr. 
Lea’s motion. 


WAGE STATISTICS 


In January Class I roads had 1,614,280 employes and paid 
them compensation of $230,972,228, according to the monthly 
statement on wage statistics prepared by the bureau of statistics 
of the Commission. 

Compared with the returns for the corresponding month 
of last year, the number of employes reported for January, 1928, 
shows a decrease of 109,963, or 6.38 per cent. The number of 
employes in the train and engine service group, shows the most 
substantial decrease, being 8.5 per cent. The number in the 


maintenance of equipment group shows a decrease of 8.1 per 
The total compensation decreased 5.56 per cent. 


cent. 





Digest of New Complaints 


No. 20018. Sub. No. 2. Black, Sivalls & Bryson, Inc., Bartlesville. 
Okla., vs. Santa Fe et al. 

Unreasonable rates on k. d. wooden tanks, iron and steel! tank 
material and oilwell outfits and supplies between points in Kan- 
sas, Oklahoma and Texas. Asks rates for future and reparation. 

No. 20168. Sub. No. 1. Tri-State Fruit Co. et al., Bristol, Va.-Tenn. 
vs. Yazoo & Mississippi Valley et al. ' 

Unreasonable rates and charges on tomatoes from points in 
Mississippi and Tennessee to Bristol, Va.-Tenn., and Johnson City, 
Tenn. Asks rates for future and reparation. 

No. 20487. Sub. No. 1. Green Bay (Wis.) Association of Commerce 
et al. vs. Duluth, South Shore & Atlantic et al. 

Rates in violation of sections 1 and 3 of the act, on hardware 
and related articles from Green Bay, Wis., to points in upper 
peninsula of Michigan and in Minnesota. Asks rates for future. 

No. 20596. Sub. No. 1. Wilson & Co., Inc., of Oklahoma, Chicago, Ill. 
vs. A. & S. et al. 

Unreasonable charges on cotton seed oil from points in Texas, 
Louisiana, Arkansas, Oklahoma and Memphis, Tenn., to complain- 
ant’s refinery at Oklahoma City, Okla., for refining and thence 
shipped to Kansas City, Kan., St. Louis, Mo., Los Angeles, Calif. 
and other points. Asks rates for future and reparation. 

No. 20862. E. W. Parker, Tampa, Fla., vs. Pennsylvania et al. 

Unlawful charges on traction crane and parts from Ravenna, 
O., to Tampa, Fla. Asks refund. : 

No. 20863. The Lake Region Co.-operative Egg & Poultry Association, 
Minneapolis, Minn., vs. C. St. P. M. & O. et al. k 
Rates in violation of section 6 of the act, on eggs from Lake 
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BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI : 
GEOGRAPHICALLY : 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


UTICA, N. Y. 

















In the Heart of New York State 


Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 
Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 





Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (.&*3,) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made With All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 





CLASS RATES 


THE TRAFFIC WORLD 





MR. SHIPPER—- 


If you are interested in Freight Rates from any one of the 
cities named we will appreciate the privilege of sending you 
our Eastern Freight Rates for a trial period of thirty days. 
This publication is something new in Freight Rate Compila- 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO, , Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Office: 
92 State Street 





PANAMA MAILS. S. CO. 
Fast Freight and Passenger Service 
’ Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 


EASTBOUND SAILINGS 
From a ~ 














S. S. VENEZUELA................ May 
s. S. SE clinics viee-csee csi May 26 May 28 
S. S. COLOMBIA................ June 23 June 25 


Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 

Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 

—OFFICES— 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 








LITTLE ROCK, ARK. 


A Modern Warehouse 


Office, Display and Storage Space 


OCATED in the heart of Little Rock’s jobbing district, 

this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, advertising material and so on. 
Equipped with every modern loading and unloading device and 
enjoying switching privileges from any line entering the city. 
Absolutely Fireproof. Attractive, Low Insurance Rates 
Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 











COUPON 
W. J. HARTMAN 


Publisher 
732 Federal St., Chicago 
Send on 30 days’ trial 
Hartman’s Eastern 
Freight Rates, our 
only obligation is the 


NEW YORK BOSTON 
PHILADELPHIA BUFFALO 
BALTIMORE CHICAGO 
PITTSBURGH ST. LOUIS 
ROCHESTER MILWAUKEE 
SYRACUSE DETROIT 
CLEVELAND CINCINNATI 
TO 
Ten Thousand Destinations 
in the East and South are 
conveniently shown in 


HARTMAN’S EASTERN 
FREIGHT RATES 


tion and we want the Shipping Public to inspect our work. 


Sign and return the attached coupon and a copy of the 


Best Rate Guide ever built will be laid on your desk. 


W. J. HARTMAN, Publisher 
732 Federal Street, CHICAGO, U.S.A. 


return of the issue if 
not satisfactory. 
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Benton, Minn., to Minnesota Transfer, Minn., sorted, graded and 
stored and later reshipped to New York and Boston rate group 
points. Asks reparation. 


No. 20864. Humble Oil & Refining Co., Houston, Tex., vs. A. & S. et al. 
- Unreasonable, unjust and unduly prejudicial rates on petroleum 
and its products, carloads, from points in Arkansas, Kansas, 
Louisiana, Missouri, New Mexico, Oklahoma and Texas to Bay- 
town, Tex., for export and coastwise movement. Asks rates for 
future, 

No. 20865. The Celotex Co., Chicago, Ill., vs. A. C. L. et al. 

Rates and charges on complainant’s pulpboard or fiberboard 
from New Orleans, La. (Marrero) to points in Florida south of 
Jacksonville in violation of sections 1, 2, 3, 4 and 6 of the act. 
Asks reparation. 

No. 20866. Indiana Bituminous Coal Operators’ Assn., Terre Haute, 
Ind., vs. B. & O. et al. 

Complaint seeks establishment of just, reasonable and non-dis- 
criminatory rates on bituminous coal from mines in Indiana to 
Burlington, Ia. 

No. 20867. San Antonio Meat Co. et al., Pomona, Calif., vs. D. & R. 
G. W. et al. 

Rates in violation of first three sections of the act, on cattle, 
sheep and calves from points on D. & R. G. W. in Utah to Los 
=—e and Pomona, Calif. Asks rates for future and repara- 
tion. 


No. 20868. Geo. D. Whitcomb Co. Rochelle, Ill., vs. Louisville, Hender- 
son & St. Louis et al. 

Rates and charges in violation of sections l'and 3 of the act, 
on dump cars from Louisville,, Ky., to Mitchell Siding, Ill., and 
on steel rails, splice bars and bolts from Newberry, Pa., to Mitchell 
Siding, Ill. Asks rates for future and reparation. 

No. 20869. W. H. Smith, Tucumcari, N. M., vs. Rock Island et al. 

Unreasonable and unlawful rates on buffalo steers from Bascom, 
N. M., to Oklahoma City, Okla. Asks rates for future. 

No. aio The Cudahy Packing Co., Chicago, Ill., vs. Union Pacific et 
a 


Unreasonable rates on live hogs from stations on U. P. in Ne- 
braska to North Salt Lake, Utah. . Asks rates for future and 
reparation. 


No. 20871. United Materials Co., Chicago, Ill., vs. C. B. & Q. et al. 

Unreasonable rates on plaster from Centerville, Ia., to Evanston, 

a Highland Park and other points in Illinois. Asks rep- 
aration. 


No. — The Monarch Cement Co., Humboldt, Kan., vs. Santa Fe 
et al. 


Rates in violation of sections 1, 3, 4 and 6 of the act, on portland 
cement from Humboldt, Kan., to Shamrock, McLean and Ama- 
rillo, Tex. Asks reparation. 

No. 20873. Ware Bros., Agency, Tuscumbia, Ala., vs. A. C. L. et al. 

Rates and charges in violation of sections 1 and 6 of the act, on 
old cotton bale covering material from Ybor City, Fla., to Tuscum- 
bia, Ala. Asks rates for future and reparation. 

No. 20874. The Cudahy Packing Co., Chicago, Ill., vs. Santa Fe et al. 

Unreasonable rates on fresh meat in carloads or in mixed car- 
loads with packing house products from Wichita, Kan., to points in 
lee Trunk Line and New England territories. Asks repara- 

on. 

No. 20875. S. J. Groves & Sons Co., Minneapolis, Minn., vs. Florida 
East Coast et al. 

Charges in violation of section 6 of the act, on one traveling 

crane from Blythedale, Mo., to Ramrod Key, Fla. Asks reparation. 
No. 20876. Barker Bros., Inc., Los Angeles, Calif., vs. Santa Fe et al. 

Charges in violation of sections 1 and 6 of the act, on linoleum 
from New York, N. Y., Chicago, Ill., and St. Louis, Mo., to Los 
Angeles, Calif. sks rates for future and reparation. 

No. ~— Rubber Service Laboratories, Nitro, W. Va., vs. N. Y. C. 
et al. 

Unreasonable fourth-class rate of 54 cents on potassium xanthate 
from Nitro, W. Va., to Warners, N. J., and New York, N. Y., 
to extent it exceeds 49 cents. Asks rate not in excess of 49 cents 
and reparation. 

No. 20880. Malone & McMillen, Inc., Atlanta, Ga., vs. Georgia South- 
ern & Florida et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on cottonseed shavings from Tifton, Ga., to Tampa, Fla. Asks 
cease and desist order and refund. 

No. 20881. The U. S. Manufacturing Corporation et al., Decatur, IIl., 
vs. B. & O. et all. 

Rates and charges in violation of section 1 of the act, on fly 
swatters between points in the three classification territories. Asks 
just and reasonable classification and rates. 


NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


April 23—Plainview, Tex.—Examiner Smith: 
2 aes Board of City Development et al. vs. A. T. & S. F. 
y. et al. 


20262—Higginbotham-Bartlett Co., Inc., et al. vs. A. T. & S. F. Ry. 


et al. 
20425—Cicero Smith Lumber Co. vs. A. T. & S. F. Ry. et al. 


April 23—Washington, D. C.—Examiner Binkley: 
20553—Warren Mfg. Co. vs. B. & M. R. R. et al. 
April 23—Kansas City, Mo.—Examiner Hagerty: 
20265—Gateway Hay Co. et al. vs. M. & N. A. Ry. et al. 
20339—The Larabee Flour Mills Co. vs. St. L.-S. F. Ry. et al. 
eS, D. C.—Commissioners Eastman, Esch and Mc- 
anamy. 
13413—In the Matter of Automatic Train Control Devices. 
April 23—Chicago, Ill.—Examiner Disque: 
19645—The A. T. & S. F. Ry. et al. vs. B. & O. R. R. et al. 
April. 23—Argument at Washington, D. C.: 
19146—Knoxville Freight Bureau et al. vs. Southern uy. et al. 
Portions Fourth Section Application Nos. 1563, 1572, 1478, 1479, 1747, 
1837, 3965, 2045, 1952, 1561 and 1548, 
18276—W. Luffman & Son vs. S. A. L. Ry. et al. 


Docket of the Commission 
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No. ~~ coon County Wholesale Co., Welch, W. Va., vs. N, Y, 

. et al. - 

Rates in violation of sections 1 and_4 of the act, on canneg 
apples from Morton, N. Y., to Welch, W. Va. Asks rates for fy. 
ture and reparation. 

No. 20883. Tompkins-Kiel Marble Co., New York, N. Y., vs. Erie et al, 

Rates in violation of sections 1 and 6 of the act, on marble from 
Phenix, Mo., to New York and Long Island City, N. Y. Asks 
reparation. 

No. 20884. Hyman-Michaels Co., Chicago, Ill., vs. B. & O. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on old and/or scrap steel rails and angle bars from Brookville, 0, 
to Chicago, St. Louis and other points. Asks rates for future ang 
reparation. 

No. oy J. C. Penney Co., Inc., New York, N. Y., vs. C. RL L & Pp 
et al. 

Charges in violation of sections 1 and 4 of the act, on dry goods, 
shirts, dolls, clothing and other articles from New York City and 
pene J eastern points to Pratt, Kan. Asks rates for future and rep- 
aration. 

No. 20886. Adkins-Polk Co., Dallas, Tex., vs. C. B. & Q. et al. 

Unreasonable rates and charges on oleomargarine from Chicago, 
Ill., to Dallas, Tex. Asks reparation. 

No. 20887. Acme Coal Co. et al., Fairmont, W. Va., vs. B. & O. et al, 

Rates in violation of sections 2 and 3 of the act, on bituminous 
coal from complainants’ mines in the Fairmont group in West 
pi ag to Buffalo-Rochester, N. Y., territory. Asks rates for 
uture. 

No. 2 Fae 9 pcan Wrapping Paper Co., Albany, N. Y., vs. 
Nn. %. GC. GO 

Rates in violation of sections 1 and 3 of the act, on woodpulp 
from Weehawken, N. J., and other points in New York City 
within lighterage limits to Albany, N. Y., and other points on 
New York Central and West Shore and from Albany to various 
— on New York Central. Asks rates for future and repara- 
tion. 

No. a The Central Commercial Co., Kingman, Ariz., vs. Santa Fe 
et al. 

Unreasonable rates on sugar from San Francisco and Crockett, 
Calif., to Flagstaff, Ariz. Asks reparation. 

No. 20750. Sub. No. 1. Hennepin Paper Co., Little Falls, Minn., vs, 
Northern Pacific. 

Rates in violation of sections 1,° 3, 4 and 6 of the act, on coal 
from Duluth, Rice’s Point, Minn., Superior and other Wisconsin 
points to Little Falls, Minn. Asks rates for future and reparation. 

No. 20860. Sub. No. 2. Arkansas Fuel Oil Co., Pittsburgh, Pa., vs, 
Houston East & West Texas et al. 

Unreasonable rates and charges on wrought iron pipe and well 
— machinery from Teneha, Tex., to Gilliam, La. Asks rep- 
aration. 

No. 20880. Sub. No. 1. Wm. Fraser, Jr., Inc., Memphis, Tenn., vs. N, 
C..& St. L. et al. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
shavings from Ardmoré, Okla., and Vernon, Tex., to Asheville, N. 
C. Asks cease and desist order and refund. 

No. 20890. Commercial Refrigerator Manufacturers, Grand Rapids, 
Mich., vs. Ann Arbor et al. 

Unreasonable classification ratings and rules and rates and 
charges resulting therefrom on counter refrigerators in straight 
and mixed carloads with cooling rooms or other refrigerators. 
Asks a rating of fourth class or such other ratings as Commission 
may deem just and reasonable. 

No. 20891. Federated Metals Corporation et al., New York City, vs. 
B. & O. et al. 

Unreasonable rates and charges on zinc by-products, i. e., dross, 
ashes and skimmings from points in Alabama, Georgia, Tennessee 
and from all states in official classification territory to Mounds- 
ville, W. Va. Asks rates for future and reparation. 

No. 20892. American Radiator Co., New York, N. Y., vs. N. Y. C. et al. 
> Unreasonable rates on ground coal from Black Rock, N. Y., to 
complainant’s plants in New Jersey, New York, Pennsylvania, 
Ohio, Michigan, Indiana, Illinois, Minnesota and Missouri, and 
from Chicago:to complainant’s plants at Bremen, Ind., Litchfield 
and Springfield, Ill., Kansas City, Mo., and Minnesota Transfer, 
Minn. Asks rates for future and reparation. 
No, 20893. E. Gross & Co., Inc., Hartford, Conn., vs. New Haven et al. 

Unreasonable rates on scrap brass from Hartford, Conn., to 
New York and New York lighterage points for export. Asks rates 
for future and reparation. 

a oat Southern Cotton Oil Co., New Orleans, La., vs. A. B 
. et al. 

Unreasonable rates on shelled peanuts from Cordele and Fort 
Gaines, Ga., and Montgomery and Andalusia, Ala., to Kansas 
City and St. Joseph, Mo. Asks reparation. 








. F. Ry. et al. 


April 23—San Francisco, Calif.—Examiner McGrath: 
20283—Arnstein Simon & Co. vs. A. T. & S. F. Ry. et al. 
20§39—Hammond Lumber Co. and/or E. G. Whipple (Agt.) vs. 8. P. 
Oo. et al. 
April 23—Washington, D. C.—Examiner Hendon: 
Valuation No. 1079—In re tentative valuation of the property of 
the Pullman Co. 
April 24—Kansas City, Mo.—Examiner Hagerty: 
20194—Fredonia Linseed Oil Works Co. vs. A. T. & S. F. Ry. et al. 
April 24—Argument at Washington, D. C.: 
19014—The Baltimore Tube Co., Inc., vs. B. & O. R. R. et al. 
19517—Continental Paper & og Se Corp. vs. A. C. Ry. et al. 
19888—Tobacco Foil Co. vs. R. F. & P. R. R. et al. 


April 24—San Francisco, Calif.—Examiner McGrath: 
20097—-Big Lakes Box Co. et al. vs. S. P. Co. et al. 
April 24—Memphis, Tenn.—Examiner Glover: 
Fourth Sestion Application No. 13290, filed by Charles Barham. 
ons irate aa D. C.—Assistant Director Pitt and Examine? 
oat: 
Fourth Section Application No. 2040 et al 
Fourth Section Application No. 11406. 
Fourth Section Application No. 13262. 
Fourth Section Application No. 13187 (further hearing). 


ten (and Sub. 1 and 2)—S. Bender Iron and Supply Co. vs. A. T 
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The Book Shop Bindery 


350-354 West Erie Street Chicago 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


WAREHOUSES 


DECATUR, ILLINOIS urs 
TAP eraisiepete), murs WAREHOUSING 
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C& A onc gma WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


- 358 W. Harrison St., Chicage 
Chicago's and Kansas City’s Most Modern Warehouses 
M ERCHANDISE STORAGE an? 
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Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Penn. System Telephone Harrison 3486; 
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Hegewisch, filinois} a CHICAGO, ILL. 
TANK CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 





OF LOT NN eTe) 


| JOS. STOCKTON TRANSFER CO. 


STREET 
ESTABLISHED 1857 
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DISTRIBUTING 


BS Storers, Distributors and Forwarders 
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175,000 Square Feet Floor Space 
Southern R. R. Siding. 25c Ins. Rate 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





MERCANTILE WAREHOUSING AND DISTRIBUTING 





A sprinklered warehouse, 2,000 feet long by 180 feet 


DISTRIBUTION WAREHOUSE 42S ESHEETS 
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wre Sete 06 tilt Gn the greenh: eal b> ents 
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4pril 25—Argument at Washington C:: 
es 2 (and Sub. 1)—Joslyn a hh & Supply Co. vs. B. & O. 


R. R. et al 
19502—Leo. K. Stein Co. vs. G. C. & S. F. Ry. et al. 
1. & S. 3064—Restricting Costen, Md., to non-agency station. 
April thd: ad D. C.—Examiner Corbitt: 
Valuation No. 1065—In re tentative valuation of the property of the 
Terminal R. R. Assn. of St. Louis etal. 
Valuation No. 1037—In re East St. Louis Connecting Ry. 
Valuation No. 1042—In re St. Louis Transfer Ry. 
—_ No. 1057—In re St. Louis Mewshantd® Bridge Term. Ry. 
et 
April 25—Kansas City, Mo.—Examiner Hagerty: 
20843—Arcady Farms Milling Co., Inc., vs. C. B 
April 26—Danville, Ill.—Examiner Johnston: 
20574—-Barnhart Coal Co. et al. vs. C. & By oe: et al. 
* 20759—Poll Construction Co. vs. C. & E. 


April 25—Salina, Kans.—Examiner Si Bi 
20426—The Salina Chamber of Commerce et al. vs. A. W. Ry. et al. 
April 25—Memphis, Tenn.—Examiner Glover: 
Fourth Section Application 13255, filed by ‘the Southern Ry. and by 
Charles Barham, agent. 
April 26—LaGrange, Ore.—Public Service Commission of Oregon: 
Finance No. Application Big Creek & Telocaset R. R. for au- 
thority to operate a line of railroad in Union County, Ore. 
April 26—Argument at Washington, D. <" 
a me, Traffic Assn. vs. C. & St. 
@& §. 2735—Transit provisions on A and or “articles des- 
* fied to Duluth, Minn., and related points. 
April 26—Memphis, Tenn.—Examiner Glover: 
Fourth Section Application No. 13280, filed by St. L.-S. F. Ry. 
April 27—Washington, D. C.—Examiner Davis: 
Ld he ge No. Application Illinois Commercial Telephone Co. et 
al. for a certificate of advantage and public interest. 
* Finance No. 6845—A pplication of Commonwealth Telephone Co. et al.’ 
for a certificate of advantage and public interest. 
way ae aneapelte, Minn.—Examiner Kerwin: 
s. y aes kaolin, from Southern points to East St. 
> me inn and is., Minn. and Mich 
April 27—Argument at Washington, D. C.: 
Finance No. 6400—Proposed operation of line by Northside Belt Ry. 


. & Q. R. R. 


Co. 
Finance No. 6440—Proposed ee of Terminal Tracks by San 
Antonio, Uvalde & Gulf R 
April 27—San Francisco, Calif.—Examiner McGrath: 
1. & S. 3082—Intermediate Application of Lumber Rates in Pacific 
Coast Territory. 
April 27—Fort Worth, Tex.—Examiner Smith: 
a 9 Higginbotham- Bartlett Co., Inc., et al. vs. A. T. & S. F. Ry. 
eta 


20425—Cicero Smith Lumber Co. vs. A. T. & S. F. Ry. 


ey ee. Md.—Examiner Griffin: 
. & S. 3084—Iron and steel articles from Western Pa. to Md. & Va. 
iat 27—Kansas City, Mo.—Examiner Hagerty: 
20714—Missouri Gravel Co. vs. C. B. & @. R: R. 
April i gg Ill.—Examiner a ae : 
20346—E.-Z. Opener Bag Co. vs. c. R. R. et al. 
April 27—St. ‘Louis, Mo. sieemadane: Clifford: 
20149—Clay Products Traffic Assn. of St. Louis District vs. A. C. 
& Y. Ry. et al. 
April 28—Oklahoma City, Okla.—Examiner Glover: 
Fourth Section Applitation 13331—Filed by Leland. 
April —Azeament at Washington, D. C.: 
Finance 75—Joint Application of “A. TT. & S. F. Ry. and New 
ye Central Ry. for authority to abandon certain lines in New 
exico. 
April 28—San Francisco, Calif.—Examiner McGra 
ed Section Application No. 13256—Filed Sintiy 2” L.A. & 8. L. 
Oregon Short Line R. R., O. ‘a3 be by & N. Co., Sou. Pac. 
Co., ROR G WEE, and W. P. 
April 30—Argument at Washington, D.C. 
visenee — ee construction of line by Algers, Winslow 
estern 
17266—National "Tinsel Manutaqturing Co. vs. C. & N. W. Ry. et al. 
April 30—Louisville—Examiner Carney 
20049—Jefferson Woodworking Co., Lie. vs. L. & N. R. R. et al. 


April 30—Harrisburg, Pa.—Examiner Harraman: 

20459—James Lees & Sons Co. vs. Reading Co. 
April 30—Duluth, Minn. —Examiner Kerwin: 

20218—G. & W. ercageyeger Co, vs. Bush Term. Co. et al. 
April 30—New Orleans, La.—Examiner Glover: 

Fourth Section Application No. 2193—Filed by Emerson, agent. 


April 30—St. Louis, Mo.—Examiner Clifford: 
20325—Duffy-Trowbridge Stove Mfg. Co. vs. A. T. & S. F. Ry. et al. 

April 30—Kansas City, Mo.—Examiner Hagerty: 

2 ig cent me Sash and Door Co. et al. vs. A. ~¢ 
17287—American Window Glass Go. vs. A. T. & 8. 

April 30—Jacksonville, 
Archer: 

1. & S. 3041 and ist and 2nd supplements—Import fertilizer from 
South Atlantic & Gulf Ports to Southern ports. 

May 1—Minneapolis, Minn.—Examiner Kerwin: 

* 1. & S. 3097—Restriction in combination rule on lumber between 
Missouri River territory and points west thereof. 

May 1—Argument at Pek on: ge D.. C.: 

* Finance No. 6545—Application of Pere Marquette Ry. for authority 
to construct a line from Wixom to Pontiac, Mich., with a belt line 
around Pontiac. 

* Finance No. 6547—Joint application D. G. H. & M. Ry., P. 0. & N. 
R. R. and Michigan Air‘Line Ry. for authority to construct a belt 
line at Pontiac, Mich. 


var i—New Orleans, La.—Examiner Glover: 
ourth Section Application No. 682 and 636 filed by Leland. 
May 1—Lynchburg, Va.—Examiner Berry 
19658—Goshen eneer Co. vs. N. & Ww Ry. et al. 
May 1—Buffalo, N. Y.—Examiner ear 
Black Rock Milling Corp. vs. 
ay 1—Cairo, Ill.—Examiner Carney: 
Mosed7—The % Cairo Assn. of Commerce et al. vs. A. & N. R. R. R. et al. 


1—Chicago, Ill.—Commissioner Lewis and Examiner Barclay: 
Mi %o00 Hate Structure Investigation—Part 5, Furniture. 


et al. 


& 8S. Be 1: 
F. Ry. et al. 


Fla.—Commissioner Eastman and Examiner 


". BR. R. 
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18323—Investigation of Rates on Furniture. 

1. & S. 2828—Metal Furniture in Central Freight fam. Terry. 
18568—Hey wood- Wakefield C. et al. vs. A. A. R. R. al. 
18835—Grand Rapids Show Case Co. vs. A. A. R. Ag 
18568—Hey wood- Wakefield Co. et al. vs. A. A. R. a 
19682_National School Equipment Co. et al. vs. 


ee ee & Co. vs. Long Island R. R. et al. 
1i—Chicago, Ill.—Attorne _aeninns 5 ag ag 
97—Hey wood- Wakefield vs. A. C. 
i—St. Louis, Mo. ; Sacantiingh sintiea:. 
28375—Wallace ‘Coal Co. vs. St. L. & H. R. R. et al. 


me 1—Philadelphia, Pa.—Examiner Griffin: 
19 (and Sub. 1 and 2)—E. I. DuPont de Nemours & Co. vs. Miss. 
Warrior Service et al. 
May 1—Washington, D. C.—Examiner Faris: 
Veuanee No. 1008—In re tentative valuation of the property of the 
Sou. Pac. Co. et al. 
Valuation No. 209—Arizona & Eastern R. R. et al. 
Valuation No. 300—Arizona & New Mexico Ry. 
Valuation No. 848—El Paso & Southwestern R. R. et al. 
Valuation No. 850—El] Paso & Southwestern R. R. of Tex. 
Valuation No. 865—El Paso & Southwestern Co. et al. 
Valuation No. 852—El] Paso & Northeastern R. R. 
Valuation Né. 905—Nev.-Calif.-Ore. Ry 
Valuation No. 931—Northwestern Pacific mm. 2. et. al. 
Valuation No. 205—Holton Interurban Ry. Gunther hearing). 


May 2—Washington, D. C.—Examiner Eddy 

* Finance No. 6762—Application C. & O. RY. for authority to acquire 
and operate the o_o Cc. & > viaduct and certain other prop- 
erties of the L. & J. B. and R. R. Co. 

* Finance No. 6764—Application C. C. & St. L. Ry. to acquire fur- 
ther control of the L. & J. B. can R. R. by purchase of capiiai 
stock; to assume obligations and liability with respect to cer- 
tain securities; and to operate over the tracks and terminal fa- 
cilities of the L. & J. B. and R. R. 


oe 2—Mobile, Ala.—Examiner Glover: 
ourth Section Pe nye 13241, filled by M. & O. R. for itself 
S.... on behalf of the Miss.-Warrior Service Gfedersi | Line). 


2—Washington, D. C.—Special Examiner Rogers: 
20247—The Public Utilities ae of Ohio vs. Penna. R. R. 
20746—A. Johnston, Grand C Engineer of the Brotherhood of L- 
comotive Engineers, et al. —- A. & R. R. R. et al. 
May 2—Minneapolis, Minn.—Examiner Kerwin: 
so A ga Battery & Carbon Co. vs. N. Y. C. R. R. et al. (further 
earing). . 


POSITIONS WANTED OR OPEN 


POSITION WAN TED—tTraffic manager or assistant, several years’ 
eg ee and industrial; ry: f reliable, competent. Ad- 
dress W. - 100, care Traffic World, Chicago, Ill. 


POSITION WANTED—By traffic manager with 21 years’ combined 
railroad and Chamber of Commerce experience; qualified for Inter- 
state Commerce Commission practice; best references. Address A. 
R. T. 102, care Traffic World, Chicago, Til. 


POSITION WANTED—Accountant, 41 years of age, married, sev- 
eral years’ experience as examiner for Interstate Commerce Commis- 
sion, would like to get in touch with railroad in the southwest or on 
Pacific Coast in need of auditor or accountant ——— of taking com- 
plete charge of accounting department. Address . 98, care 
Traffic World, Chicago, Il. 


a et al. 




















FOR SALE—One “Wetzel” drop front tariff file, slightly used, 
aS, finish, price $75. Address Mutual Creamery Company, Los Angeles, 
ali 


He Wants to Change Jobs 


For four years-he has covered a sparsely-settled 
territory as Traveling Freight and Passenger Agent 
for one of America’s largest railways. 
for the advantages of night school. 


But he longs 


He is 36 years old; an ex-service man. Good edu- 
cation; good common sense. Stenographic, newspaper, 
law, advertising, traffic, and other experience. He has 
consistently striven to better his traffic education by 
completing the best traffic courses available. 

Naturally this fellow has excellent recommendations. 

Let him prove he is “dead in earnest”—that he can 
become an asset to your business. 


; Conscientious—Traffic World 


WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 


enn ee 1727 Penna. Avenue N. W. 
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THE TRAFFIC SERVICE CORPORATION 





WASHI NGTON CHICAGO 
MILLS BUILDING ft 418-430 S. MARKET ST. 
Phone, Main 3840 Telephone State 8685 
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UNIVERSAL 


CARLOADING & DISTRIBUTING CO. 


Owned by 
UNITED STATES FREIGHT Co. 





QUALITY 


IN FREIGHT SERVICE 


The term quality as applied 
to less than carload trans- 
portation, can be defined as 
quick service, at low cost, 
with efficiént operation. 


These features as found in 
Universal Freight Service 
today did not just happen. 


They are the result of a 
definite policy developed 
and supervised by a care- 
fully trained and experienced 
personnel. 


BUILT UP TO A STANDARD 
NOT DOWN TO A PRICE 





For Rates or further intormation apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 





* 
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CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West. 


It has cheap land, 
good labor conditions ; 
excellent transportation service in all directions; 
flat Chicago freight rates outbound and inbound 
to and from all parts of the country; 
Chicago switching district freight rates on 
intra-district traffic; 


Indiana and Illinois coal fields nearby; 
Electric power. 


It is near the center of population of America. 


The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Through the Chicago Heights-Chicago switching district it interchanges 
freight with all railroads reaching the Chicago district. 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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Average Miles Per Car 
Per Day During 1927 


Over Wabash Railway... 408 Miles 
Over All Class I Railroads. 304 Miles 


Another reason for the 
popularity of 


Wabash 
Red Ball 


Freight Service 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 
to 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January Ist, 1928. 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 


For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Trafic Manager in America ; 
LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, New Yor« City 
Tel. Bowling Green 4260 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


For the Manufacturer who is seeking the best location 
for his plant—distinct advantages await him 


; in 
SERVICE — Co-operation — GOOD WILL 
| Se a ery ee 
‘ ILROAD ” 
NS es CHICAGO, ILL. Transportation 
= K\ PENTA Service. 
® el \ Friendly 
les Eke) te < . | Co-operation 
deat 


: 


Your Selection 
s Aes en and Assisting 


KR 
= HAN \\ | in Making 
4 RN 


N | ; Swann 2 é 
Ny BES. in Overcoming 
MaEao! YN" > aS HARBOR 
NS eG ea =| Your 
=| Problems. 
Our Continued 
Policy of 
Good Will. 





Inquiries Cheerfully Solicited and Personal Attention 
Given Each Request 


ADDRESS: 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station : 455 Grand Central Station 


CHICAGO CHICAGO 
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“A Good Story 
about the ERIE” 





The Baldwin Locomotive Company had a less than carload 
lot of brake beams, billed to an East River pier and due to go on 
a Ship sailing on a Saturday morning. 


On Friday night it became obvious that the Consignment 
would not make the Ship and the Baldwin Locomotive Com- 
pany confidently called on the Erie Railroad to pull the Fat out 
of the Fire. The Car was away up at Croxton. 


But no Effort is too great and Nothing is Impossible when 
an Erie Shipper calls for Erie Service. 


The breakbeams were re-loaded into another Car and hus- 
tled to Jersey City. From there, a Truck whirled them through 
the Holland Vehicular Tunnel to the Ship in plenty of time. 


This required Quick, Clear Thinking, rather than Mud- 
dled Good Intentions, and Action rather than Alibis. 


But That’s what makes Erie Service. And It makes Satisfied 
Customers. Have You any more Valuable Asset? 


SHIP and TRAVEL 
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The Port 
of Mobile 


One of the great sea ports 
of the South. 


With adequate-modern facil- 
ities of every character 
insuring prompt and satis- 
factory handling of your 
shipments. 


The Port of Mobile is shortest 
route from middle North- 
ern and Western states 
to Panama and South 
America. 
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CHICAGO 









: MOBILE and OHIO 
Shortest to Mobile 
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“Gulf CoastSpecial”’ 
Fine Fast Passenger Service 


St. Louis Chicago 
Mobile 





NEW ORLEANSOG 
SX 
WN 


Camericas Best 
Sreight Service 
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N. Y. Maritime Exchange 
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Great Lakes 


Tke Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


= 
ber 


AL 
KINGSTON 


TORONTO ,i5/ 


HAMILTON J> 


Be a 
at 


a 
“ 
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- Gps 
adi aaa saul? 
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20% saving in freight rates via all-water route 

without any trans-shipment. 

6 50 gross tons constitute average load. Noth- 
ing less than full barge loads accepted. 

Barges move in fleets of four with approximate 

total capacity of 2,600 gross tons. 

Our boats are especially adapted to quick handling 

of bulk commodities. 

Average running time, from Lake Erie ports to 

New York, 12 days. 


Que’ 


> : ERIE 





Our service is reliable and offers shippers the ex- 
perience of 7 years’ successful operation in this 
field. 

Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 


Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 


Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, inc. 


. Y eng Exchange 


25 Broadway, New York City, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


TELEPHONE 


BONDED CARRIER 
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Where and When? 


By Mac 
Shippers’ Traffic Man 


WH a 


4 


Almost every hour of the day someone is 
hurling at me two questions—“Where is 
that shipment? When will it arrive?” 


The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 


That’s one good reason why I route over 
the Soo Line. 


Is a railroad a real person? 


I say “yes” after my experience with the 
Soo. 


To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with the shipment and 
accompany same to Canadian port 
of entry. 

SAULT SAINTE MARia 


oy =e > 
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ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


eor's Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway <: 

Buffalo, N. Y., 409-410 Iroquois Memphis, Tenn., a 2 Exch. ig. 

Bldg. Milwaukee, Wis., 68 East Wisconsin Ave. St. Paul, Minn., 1112 Merchants Nat’l 
Chicago, IIl., 707 ogee Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. Bank Bidg. 
Chippewa Falls, and .e Ave. San Francisco, Cal., 681 Market St. 
Cincinnati, O., 709. Sinctinn =. Neenah, we, Sault Ste. Marie, Mich. 
Cleveland, O., 915 Union Trust Bldg. New York Woolworth Bide. Seattle, Wash., 5564 Stuart Bidg. 
Detroit, Mich., 311 Transportation Bldg. Omaha, Neb "938° 26 W. O. W. Bidg. Spokane, Wash., 1006 Old Nat'l ‘Bank Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. 250 Bloomfield Ave. Superior, 

Grand "Bapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merch. Bank Bidg. Pittsbur gh Pa., 2041 Oliver Bldg. Waukesha, Wis 
Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Men. 603-604 Lombard Bldg. 


) ROUTE YOUR FREIGHT CARE SOO LINE 
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Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 


Lead to the 
Main Streets 
of All America 





FROM TRAIL TO RAIL 


(Continued from April 14th issue) 
CHAPTER III 


Schemes to Span the Continent. 
Railroad “King” 


Plumbe’s ideas of the bene- 
fits that would result from 
the construction of the trans- 
continental railroad, while 
given serious consideration 
in those days would offer poor 
inducement to the investors of 1925. 


“Our present attempts to Christianize 
the heathen are but a drop in the ocean,” 
declared Plumbe, “compared with the ef- 
fects which would follow the construction 
of the road.” He declared that the Pacific 
Railroad would give the east tea of better 
quality, by getting it more quickly to the 
consumer, that it would facilitate the pro- 
tection of the whites from the Indians, 
and would make it possible to play check- 
ers by telegraph. 


After Whitney came Josiah Perham, of 
Boston, who was endowed with the belief 
that he had a divine mission to aid in 
building the Pacific railroad. 


Perham had failed in business and was 
about to start for California during the 
gold excitement of 1849 when his attention 
was directed to a panorama of Niagara 
Falls, the St. Lawrence and the Saguenay. 
Perham arranged to have the panorama, 
the “Seven-Mile Mirror” as he called it, 
set up in Boston. He then arranged cheap 
excursions from the country towns round- 
about to see the panorama. 


People in the country jumped at this 
chance for a visit to the city at small cost 
and Perham’s scheme was a big success 
both for him and the railroads. 


This was the beginning of the cheap ex- 
cursion business. The railroads appreci- 
ated its value and did everything they 
could to help. Perham extended his ac- 
tivities throughout New England and Can- 
ada and in 1850 was credited with bring- 
ing more than 200,000 excursionists into 
Boston. It was the fortune made in this 
business which he devoted to spreading 
the gospel of the Pacific railroad. 


People’s Pacific Road 


Perham’s plan, which was perfected in 
1853, was to collect a million subscriptions 
of one hundred dollars each from the gen- 
eral public. “The People’s Pacific Rail- 
road” was incorporated in Maine, March 
20, 1860. Congress took its time about act- 
ing, and the People’s Pacific Railroad Bill, 
finally passed, did not go through until 
after the Union Pacific and the Central 
Pacific had been launched. 


The bill was signed by President Lin- 
coln July 2, 1864. This road became the 





A History of Southern Pacific 


forerunner of the Northern Pacific, but 
Perham died a poor man, before construc- 
tion began. 


Dr. Hartwell Carver, who, in 1847, made 
public proclamation that he was the orig- 
inal projector of the transcontinental rail- 
road, asked Congress at that time for a 
charter to build a railroad from some point 
on Lake Michigan to the banks of the 
Columbia River, with a branch to the Bay 
of San Francisco. 


He asked that the government donate 
enough land for the width of the road, 
with the free use of stone, timber, iron ore 
and coal, and sell the builders 8,000,000 
acres of public land located anywhere the 
buyer might select, within thirty miles of 
the railroad. The price of this land was 
to be $1.25 an acre and the government 
was to accept in payment for it stock of 
the company at par. 


He also asked for the company the ex- 
clusive privilege of maintaining telegraph 
service between the east and the Pacific 
coast. 


He planned to build a track of 8 or 10 
feet gauge, and undertook to complete the 
work in fifteen years. As an alternative 
proposition, he agreed to -build the road 
for twenty miles of land on each side of 
the track. 


Dr. Carver, like the other authors of 
plans for a transcontinental railroad, was 
an engineer in theory only. In his memo- 
rial to Congress he took that body into 
his confidence as to some of the details of 
his enterprise. 


To secure comfort for the traveler, he 
planned to make the cars double the width 
of his 8- or 10-fodt track, and to lay the 
rails on thin felt, for the purpose of tak- 
ing up the vibration. This padding, the 
doctor informed Congress, would make 
possible a speed of fifty or sixty miles an 
hour, “and the cars will run still and 
quiet.” 


The cars with which he purposed to 
equip this road were to be “floating pal- 
aces, 16 feet wide and 100 feet long, with 
staterooms and berth for sleeping, splen- 
did and well furnished saloons, dining 
halls and kitchens for cooking, accommo- 
dating in each car 200 passengers or more, 
and almost as quiet repose as they would 
enjoy at home in their own parlors.” 


Dr. Carver also had a plan for overcom- 
ing grades. He was going to have holes 
drilled in the rails to receive the cogs of 
wheels, “which can be so arranged as to 
let down when it becomes necessary to 
ascend a grade over 100 feet to the mile.” 
By this plan, the doctor said, trains could 
be induced to climb over the highest 
mountains. 


He concluded his memorial to Cohgress 
with the statement that the enterprise 
would “bring about a kind of earthly mil- 


lennium, and be the means of uniting the 
whole world in one great church, a part 
of whose worship will be to praise God 
and bless the Oregon Railroad.” 


Dr. Carver had rather vague ideas as to 
how he would raise the necessary money 
in the event that he be given the charter. 
He is quoted in the New York “Express” 
of December 17, 1845, as saying that, if 
Congress granted his request, he would 
immediately go to China, which “seemed 
to be waking up,” and would endeavor “to 
inspire them with a spirit of activity and 
enterprise which would induce them to 
take large amounts of stock.” 


Earned Free Pass 


All that Dr. Carver got for himself out 
of his life-long work was a free pass over 
the Pacific railroad. This was given to 
him in 1869, after others had made his 
dream a reality. 


P. P. F. Degrand proposed to build a 
Pacific railroad “by the mighty lever of 
national credit.” His proposal was for 
a railroad from St. Louis to San Fran- 
cisco. It was his plan to sell stock suffi- 
cient to raise $2,000,000. Raising this sum 
would give them the right to borrow 
$98,000,000 from the government at 6 per 
cent, to be repaid $2,000,000 per year after 
the completion of the road. 


He also asked for a strip of land ten 
miles wide on the north side of the road, 
and “the land for the bed of the road, 
and for depots, and the right to take from 
the public lands, wood, gravel, stone, iron, 
etc., necessary to construct the road.” He 
expressed the belief that the road could 
be finished under his plan in five years. 


Degrand shared the popular lack of faith 
in government ownership, as is evidenced 
by the concluding paragraph in his memo- 
rial, in which he says, “If the railroad to 
San Francisco is undertaken as a public 
work, we are warned by the fate of our 
system of permanent fortifications that the 
great resurrection gun may fire before its 
completion.” 

Degrand’s plan was not given serious 
consideration by Congress. There were 
other plans, such as the George Wilkes’ 
scheme, which vested the construction of 
the Pacific railroad in the government, 
with the United States Treasury as its 
banker. 


United States Senator Benton also had 
a plan, not for a railroad, but for “a plain 
old English road, such as we have been 
accustomed to all our lives, on ‘which the 
farmer may travel on horses or on foot, 
without fear and without tax, with none 
to run over him or make him jump out of 
the way.” 


(To be continued in May 12th issue) 


